


The Railroads A\re Delivering Buy More 


“What American railroads have done since | WAR BONDS 
Pearl Harbor to further the cause of liberty and 


freedom constitutes one of the most brilliant 
chapters in American history. . . . . Men and 
munitions will win the war, to be sure, but 
American railroads are seeing to it that both 


will be available where needed.” 
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Of the scores of products shipped to or from Mexico by 
American Airlines’ International Air Express, 12 are 


mentioned on this page. Can you name the four that are 
allustrated ? 
















1. Which is vital in a submarine’s periscope? 
(a) Quartz crystals (b) Lenses 
(c) Cement 








2. From the juice of the Maguey plant comes 3. In the instrument he operates are 4. She’s all dressed up in 
(a) Scotch Whisky (b) Gin (a) Tractor parts (b) Linotype machine parts (a) Ermine (b) Angora wool 
(c) Tequila (c) Hydraulic pump parts (c) White hare’s fur 


YOU'LL FIND THE CORRECT ANSWERS below, but before you 


turn this page upside down to check your score— ' Ww 


Not only have all the products pictured above traveled the 
swift, time-saving air-way between the United States and Mexico via 
American Airlines’ International Air Express, but so have all of the 
products named beneath the pictures! And they’re just a small per- 


centage of the wide variety of items that ride the skies in Flagships. 


For speed and simplicity, it pays to use American Airlines’ Inter- 
national Air Express. For pickup, call Railway Express Agency, 


Air Express Division. 





Pul 

"(e)—"F “(q)- “€ “((2)—"S *(Q)—'T “9gmI93 OOT = 

Syua]]29x9 G7 ‘{pooS st QgG Jo 21098 W “IaMsUR 4991109 YORI EI 
roy syurod gz jjasimok aattd iSYaMSNW 3HL FV 3YaH H. 


cp wreewanowar AMERICAN AIRLINES dic. coor: os vec raceme: 


































R11 March 4, 1944 


Whole Number 1926 


VOLUME LXXIIIeNUMBER 10 


Jable of Contents ..... 7 Now — 
oe IE IES STEM INT oa 569 7100) than ovon—it's 





Decisions of the Commission.....................6. 571 
Baliveed ARARBCMMOMN ooo5 oie cs eb eice sedeebacspes 574 
Propeeed Meserta of 7.0. Cs. 206 cc55e cece a vs 577 
ai Hoch-Smith Southern Grain Case.................. 581 
| Miscellaneous Traffic Decisions..................... 590 fe) 
U. S. Supreme Court Decisions..................... 590 ICTO RY 
Wages and Labor... is. 3.%% .05 phtomie eee eee aos 593 
AT ROE SS 555. ss Racers Rib ain Aes alee os 594 
Truman Committee Transport Report............... 596 and—as always 
Motor Transportation Costs..............eeeeeeeee8 597 


#’s KEESHIN 
Defense Transpoytation OWEN, Webs 5 hs. Sa oS ek 599 ut yi) 


NN IE i: 6.3. «Scns 00 cb o-3s case bee ae ekis 605 fo y 





Wa «5 s.0.5.0s « SiR Seed eae ema es 620 


TREN CINE TRAM POCRRIOR. ooo a on 0 Sa a a's os 606 
Questions amd AMBWOTOS. . 5 o.oo Son ccc cc coe seiesmees 607 ») a p a N D A i | a 
Doings of the Traffic Clubs.................0.e0000: 609 
: Diteie af Mew Cemeamite..... o.oo o5..0c oe cenGieundes 611 S C RV C F 
Pompamal POG Gi FeGGs 05 6:5. éidincscndscpaedacses 614 
' 
i —— bd 
| Docket of the Commission. .................2-.008- 616 Day m io day 0 ut 
i 





TRAFFIC WORLD 


Name Registered U. S. Patent Office — Copyright, 1944, Traffic Service Corporation 


Published Every Saturday by The Traffic Service Corporation DEPENDABLE SERVICE 
Founded 1907—37th Year 
ARC E. F. Hamm, Jr., President and Treasurer @ 
Henry A. Patmer, Vice President and Secretary 


KEESHIN MOTOR EXPRESS oo INC. 





Publishing Headquarters: 418 S. Market St., Chicago 7, Ill, U.S.A. 


Washington, D. C. 4, Office: 1023-28 Earle Building NATIONAL FREIGHT LINES, INC. 
EDITORIAL AND BUSINESS STAFF 

4 eee : eee, SEABOARD FREIGHT LINES, INC. 
Editor Chief, Wash. News Bureau 


Rosert J. Bayer, Assistant Editor J. L. KEESHIN, President 
R. R. Lernem, Mgr., Special Service Dept., Washington 
D. J. Hansen, Circulation Mgr. Emu G. Stantey, Advertising Mgr. 
Advertising Representatives: 


New York 17, 250 Park Ave., Joun C. Capie 
San Francisco 2, 640 Mason St., Jack B. Cox * * * * 


















Published weekly by THE Trarric Service Corp., 418 S. Market St., Chicago, Ill. Entered as 
second class matter anuary 1, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 1879 


TRAFFIC WORLD 


We cant all wear wings 


WE know how you feel, young 
fellow—that stout heart of 
yours is breaking because you can’t 
be up there in those army bombers. 

But shucks, what of it? You 
couldn’t help it that the medicos 
turned you down. You wanted to 
fight for your country. 

Well, what else do you think 
you're doing now? You’re fighting 
—even though your uniform is a 
railroad trackman’s overalls. 

Every time men of your courage 
and character come in and apply for 
work that will help shorten the war, 


we of The Milwaukee Road learn 
anew what it is that makes this na- 
tion invincible. 

Out on the rolling prairies, on the 
endless plains of the Dakotas, or in 
the rugged mountains of Montana 
or Washington, the sound of heavy 
war trains rolling over your ‘stretch 
of track is like the roar of a bomber 
to your ears. 

You don’t wear wings. But we 
thought the country you're serving 
ought to know about you. And we 
can tell you that over 5,000 men and 
women of The Milwaukee Road in 


the armed services consider you their 


kind of man. 


“They should not have taken a railroad man 
for the Army unless he, himself, clamored 
for military service. He is in as fine a mili- 
tary place as he can ever occupy when he is 
helping run the railroads.” Colonel J. Monroe 


Johnson, Interstate Commerce Commission. 
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Richmond, Fredericksburg and Potomac Railroad 


FENN, Rr Tons Revenue Freight Hauled: 


“ 


BALTIMORE || 4,563,981 


- 6,599,612 


WASHI NGTON 11,758,693 


~WEST (POTOMAC RIVER) W 
POTOMAC YARD@ 
ALEXANDRIA ¥ 


Revenue Passengers Carried: 


2,537,931 
QUANTICO 7 


(US.MARINE BARRACKS) 5,326,883 


8,395,493 


Costly new road locomotives, Diesel switching power and added yard 
trackage, with the unstinted effort of R. F. & P. personnel top to bottom, 
enabled us to handle expeditiously this extraordinary volume of War Traffic 
in 1943, requiring daily average of forty-six freight trains and fifty-seven. 
passenger trains. We pledge even greater performance, if need be, in 1944. 


FREDERICKSBURG 


APPAHANNOCK RIVER 


The Post-War Outlook 


The same facilities and efficiency will assure Peace Time Service to 
meet any and all demands. 
(uM EFORD 

Plant locations at Richmond, Fredericksburg, Alexandria or South 
Washington offer many attractions to Post War Industry, including equable 
climate, dependable native labor, ample supply of soft water, reasonable 
policy of taxation and other economic advantages for which Virginia is 
noted. 
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Proximity to the richest parts of the South and the densely populated 
North and East means superior rail service and favorable rates on raw 
materials and outbound products. 


John a. Mhedseni, 


TRAFFIC MANAGER, 
RICHMOND, VA. 
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Scratches are fatal because they mean rejections! In the case of 
bronze bearings and bushings for important war-time require- 
ments, scratches occurred when these items came in contact 
with each other during various phases of production and ship- 
ment. The answer? An H & D war-time packaging development 
that provides positive product protection throughout the entire 
production and shipping cycle. 

H & D Package Engineers are not only devoting much time 
to war-time packaging but-are also turning their attention to 
the packages of tomorrow. 

Post-war packages must receive the same careful planning 
as the products entrusted to them for safe arrival. Damaged 
deliveries never create customer good-will. So plan now for 
your post-war packages, and plan to use corrugated boxes that 
both protect and promote your products. H & D’s vast store- 
house of war-time packaging information is available now for 
planning peacetime packaging. Write today. 


BUY WAR BONDS—YOUR SAFEST INVESTMENT 


Tells HOW to PACK War Materials 
in Corrugated Boxes 


The chief requirement in packaging war goods 
is to get as much essential material to specified 
destinations in the fastest, safest, most econom- 
ical way. “‘How to PACK WAR MATERIALS in 
Corrugated Boxes’’ tells how H & D boxes are ef- 
fecting new shipping efficiencies 
and economies in important war 
packaging assignments. Get 
copies of this and other H & D 
Little Packaging Library booklets 
by writing The Hinde & Dauch Pa- 
per Company, Executive Offices, 
4421 Decatur St., Sandusky, O. 


FACTORIES in Baltimore ®@ Boston @ Buffalo ® Chicago 

Cleveland @ Detroit @ Gloucester, N. J. @ Hoboken 

Kansas City @ Lenoir, N. C. @ Montreal ® Richmond 
St. Louis @© Sandusky @ Toronto 


HINDE & DAUCH 


AUTHORITY ON PACKAGING... CORRUGATED SHIPPING BOXES 
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RAILROADS MEET 
DEMANDS OF 
WARTIME 
CONSTRUCTION 















































Transportation of building materials has never ° 

before approached the total traffic demanded by tion 
the present emergency. Factories, cantonments, rem 
military and naval bases and housing develop- § thin: 
ments called for staggering quantities of lumber, § ager 
roofing, building board and hardware. said. 
Added to all the other transportation required, Em¢ 

this building materials assignment would have had 
baffled any other nation’s railroad system. But es 

America’s railroads met every demand, and 

no project was unduly delayed by failure of gen 
deliveries. req 

After victory, there will be a vast amount of the 
construction to meet civilian needs which have tats 
had to wait. When that time comes, the railroads mens 
will continue to demonstrate that they know how sia, 
to move building materials speedily and at lowcost. ig: 
be | 
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The above map shows the territory 








4Cx, 


0 
SS aS 
\ Zz \ 
\ 





served by the Illinois Central in 14 


SERVICE IN WARTIME— Our entire Traffic Depart- 
ment is a service organization for the duration, with 
one objective—to help speed Victory by aiding ship- 
pers and travelers. 


states. Direct connections are made 
with more than 150 other important 
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War Work Under Difficulties 


The Office of Price Administration, in a recent 

amendment to its revised supplementary regula- 
tion No. 11 (see Traffic World, February 19, p. 461), 
removed one of the anomalies among the many strange 
things brought into existence by conflicting federal 
agencies in this wartime. In the amendment the O. P. A. 
said, in effect, that storage charges set up by Federal 
Emergency Warehouse Associations in some 45 cities 
had been exempt from its maximum price regulations 
since April 10, 1943. 


The anomaly consisted in this: Federal Emer- 
gency Warehouse Associations had been set up at the 
request of the Office of Defense Transportation and 
the War Department in order to insure an adequate 
supply of storage space for military and other govern- 
ment material. Commercial warehousemen in their 
respective localities allocated a minimum of ten per 
cent of their total space to a F. E. W. A. pool, agreeing 
to keep that amount of space “liquid” so that it could 
be devoted to government storage on demand. The 
rates for the space were fixed on the average of the 
rates for all of it in the locality. 

Mathematically, it was impossible, of course, to 
fix such an average without including some storage 


space that had theretofore been rented at lower charges. 
This was construed by some in the O. P. A. as a viola- 
tion of its maximum price regulation. A representative 
of the O. P. A., at the meeting of the American Ware- 
housemen’s Association in Chicago in February, 1943, 
made facetious reference to warehousemen to whom 
he intended to send cigarettes in jail, where they might 
well land as a result of their participation in F. E. W. A. 
activities. Some of the warehousemen who heard him, 
expressed from the floor their intention of immediately 
withdrawing from their local associations. The presi- 
dent of the Warehousemen’s Association pleaded with 
them to “take the risks involved’ in continuing their 
affiliation with the local groups. 


The picture at the time was of the O. D. T. urging 
warehousemen to affiliate with local associations for 
the benefit of the government and the war effort while, 
simultaneously, an O. P. A. representative was warning 
them that such affiliation might land them in prison. 
Two months later the O. P. A. issued a temporary 
exemption for the Federal Emergency Warehouse As- 
sociations. Extended from time to time, that exemp- 
tion was not made permanent until two weeks ago. 
Affiliates of the associations may now, at length, rest 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
-but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 


operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 
A scientific and fair treatment of the transportation 


problem by the board created by Congress to make recom- 
mendations for legislation. 


569 


Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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assured that their activities in behalf of one branch 
of the government are not going to get them in trouble 
with another branch. 


Meanwhile, the F. E. W. A. plan has proved to be 
of great benefit to the government. Director Eastman, 
of the O. D. T., has said that it has made’ available 
to government agencies 41,000,000 square feet of floor 
space in 289 warehouses and that it has made unnec- 
essary the construction by the government of 10,000,000 
square feet for its own use, thus effecting a saving of 
$50,000,000. This, we submit, is a considerable contri- 
bution by a group of men who were left in doubt until 
a fortnight ago as to the legality of what they were 
doing. 


More Bunk 


We do not particularly care to keep alive the feel- 

_ing against the railroad saboteurs who threatened 
a strike to tie up transportation in time of war unless 
their wage demands were granted, but our gorge rises 
each time some railroad executive goes out of his way 
to praise these men for their loyalty and patriotism. 
It is these unctious persons, and not we, who are keep- 
ing the subject before the people. 


The latest emanation is from President Jeffers, of 
the Union Pacific, who told the convention of traffic 
clubs last week that the railroad workers were entitled 
to praise for their war efforts and that they never 
had the slightest intention of striking, but were merely 
trying, by union means, to get what might be coming 
to them. 

Where does he get the information that the men 
would not have struck? They voted overwhelmingly 
to authorize a strike and their leaders threatened lou 


what they would do by way of tying up transportation. y 


Why should their threat have been regarded as a bluff? 
Are they different from other union men, notably the 
miners, who have struck and returned to work only 
when the President took over the industries in which 
they were employed? 


If men who talk thus had prevailed, we suppose, 
the rail workers would have been told to go ahead with 
their strike if they wished, the play being that they 
would not have carried out their threat. There is no 
way, of course, of knowing certainly what they would 
have done, but we would have bet a thousand to one 
at that time that they would go out if the President 
did not take over the railroads. We would then have 
bet a thousand to one that they would return to work 
as soon as the taking-over was accomplished. That has 
been the course in other strikes in essential industries 
in this time of war. 

We can understand how railroad employers do not 
wish to call their men names now that the threatened 
strike has been settled, but there is no need for their 
going to the other extreme and proclaiming them as 
heroes when they are self-convicted saboteurs. It is 
little wonder that the union leaders always make such 
a good showing against their executive opponents. 
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Transportation for Candidates 


The ruling by Henry McCarthy, associate director 
of the division of traffic movement, O. D. T., that 
Wendell Willkie and his party were entitled to the use 
of a railroad car for a campaign trip around the country 
because Mr. McCarthy thinks that’s the kind of coun- 
try he likes to live in, opens a more or less serious ques- 
tion. If Mr. Willkie is entitled to such a courtesy from 
the O. D. T., then, presumably, every other bona fide 
candidate for high office is entitled to the same thing. 
Is Mr. McCarthy going to decide who is bona fide and 
who is not and, if so, what are the standards by which 


he will judge and where, if anywhere, will be draw 
the line? 

We notice that Claude Watson, Prohibition candi- 
date for President, got an allotment of 10,000 gallons 
of gasoline from a ration board in Los Angeles. Cer- 
tainly he is a bona fide candidate, though with no 
chance of election. Is he entitled to such a ration of 
gasoline in order that he may meet the “peepul’’? And 
we notice that one Riley Bender, a former prize fighter, 
has filed for President in the Illinois preference pri- 
maries and has asked his ration board for an allow- 
ance of gasoline to permit travel of about 25,000 miles. 
Who is to decide that he is not a bona fide candidate 
or that, if he is, he is entitled to all that gasoline? 

Our own opinion is that, especially in these days of 
the radio, the country can very well forego the priv- 
ilege of seeing and hearing in person all the candidates 
who seek office. The conservation of transportation 
facilities is a whole lot more important. That’s the kind 
of intry we would like to live in, Mr. McCarthy. 


tral Truck Rate Proposals 


Strenuous attempts of motor carriers to augment revenues 
in the face of rising operating ratios are reflected in the 
docket of the standing rate committee of the Central States 
Motor Freight Bureau for hearings at the Stevens Hotel, Chi- 
cago, scheduled to begin March 15. The docket contains 268 
items, by far the largest number in the history of the bureau. 
Of these, more than eighty indicate that the proposals covered 
were intiateg by highway carriers for the reason that “the 
present rates are noncompensatory.” Some of the items cover 
rates on individual commodities for restricted application, 
others on individual commodities for general application, and 
still others propose amendments or cancellations of exception 
ratings on long lists, the longest including 53 items. 

Item 8406 on the docket covers a proposed new rule for 
truck diversion and reconsignment submitted by shippers. It 
proposes the establishment of a $2 charge for diversion or 
reconsignment of a volume or truckload shipment, on instruc- 
tions of shipper or consignee, where the diversion or reconsign- 
ment takes place at an intermediate point; a charge of $5 
where the shipment is diverted or reconsigned at destination, 
before arrival at consignee’s place of business, where to 4a 
point beyond, and the assessment of a combination of local 
volume or truckload rates to and from the original billed 
destination, where the division or reconsignment is effected 
after arrival at the consignee’s place of business. Notes to 
the proposed rule say that the carriers will not obligate them- 
selves to divert or reconsign at points short of original desti- 
nations, but, when requested, will make “a reasonable effort 
to do so,” and, also, that an inbound volume or truckload ship- 
ment or any part of it, may, after arrival, be reconsigned to 
one or more consignees in the municipality of destination at a 
rate of 12 cents a hundred pounds. 







RIVERS AND HARBORS BILL 
A rule for consideration of the omnibus rivers and harbors 
bill, H. R. 3961 (see Traffic World; Jan. 29, p. 260), has been 
recommended by the House rules committee. When ‘the meas- 


ure is taken up under the rule, debate will be limited to one 
hour. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 


Great Northern Equipment Note 


In a report in Finance No. 14431, Great Northern Railway 
Co. Notes, the Commission, division 4, showed that the promis- 
sory note in the amount of $1,501,438.38 that the Great North- 
ern proposed to issue, and as to which the Commission had 
announced its approval earlier (see Traffic World, Feb. 26), 
was to finance the acquisition by the railroad of three new 
5,400-horsepower Diesel-electric road freight locomotives, and 
that the applicant planned to issue a total of $6,506,232.98 of 
promissory notes in its program for acquisition of a total of 
13 such locomotives. ; 

“Action on that part of the application requesting authority 
to issue not exceeding $5,004,794.60 of additional notes will be 
deferred,” said the Commission, “pending the sale thereof, sub- 
ject to our approval, and the receipt by us of information from 
the applicant regarding the rate or rates of interest to be 
borne thereby and by the corresponding contracts.” 

The Commission said in its report that the applicant in 
1942 purchased $21,149,900 of its general-mortgage 4 per cent 
convertible bonds, series G and H, due in 1946, and made pay- 
ments of $5,120,828 on other long-term maturing debt. In 1943, 
to the date of the application, it said, the Great Northern 
bought $18,472,650 of the series G and H bonds and deposited 
funds with the trustee under the general mortgage for redemp- 
tion of $1,180,350 of its series G bonds. In 1943, also, said the 


| Commission, the applicant paid $3,990,000 on notes evidencing 


indebtedness under conditional-sale contracts, $500,000 on its 
collateral-trust bonds, $616,000 on its secured serial bonds, and 
$465,000 on equipment-trust certificates, series E. 

After noting that the present volume of the applicant’s 
business, uncertainties of the postwar era and certain other 
contingencies required a working capital of not less than 
$15,000,000, the Commission said the applicant felt it would be 
to its advantage to spend any surplus cash in purchase of its 
obligations bearing a rate of interest higher than that of the 
proposed conditional-sale agreements and notes, rather than to 
use it in cash payments for the locomotives. 

“From the low interest rate obtained for the note which 
has been sold, it appears that the applicant’s expectations in 
this respect will be realized,” the Commission said. 


Motor Minimum Rate Increase 


Without prejudice to the establishment of minimum-charge 
increases generally 20 cents lower than those proposed by the 
respondents, the Commission, division 2, in a report in I. and 
S. M-2240, Minimum Charges in Central Territory, has found 
unjust and unreasonable a proposal by parties to tariffs of 
Central States Motor Freight Bureau, Inc., and certain other 
motor carriers to increase to $1.25 the minimum charges a 
shipment, on property generally between points in central ter- 
ritory and between points in that territory, on the one hand, 
and in New England.and trunk-line territories, on the other. 

The Commission said the respondents, in addition to those 
participating in Central States Motor Freight Bureau tariffs, 
were The Cleveland, Columbus & Cincinnati Highway, Inc., 
Transamerican Freight Lines, Inc., and the motor common car- 
riers participating in their tariffs, and that water carriers also 
were involved, to the extent they participated in joint motor- 
water rates. 

It said that the schedules here involved had been filed to 
become effective May 22, 1943, and later, and had been sus- 
pended on protest of the Price Administrator, the Economic 
Stabilization Director and several commercial organizations 
until December 22, 1943, and that the effective date of the 
schedules had been postponed by respondents, some to March 
22, the others indefinitely. The schedules under suspension, it 
Said, proposed to increase to $1.25 the minimum charges a 
shipment that now were either 58 cents or 88 cents on traffic 
within central territory and $1 on traffic between central ter- 
ritory and New England or trunk-line territory. 

“The respondents believe,” said the Commission, “that 
their financial plight is serious and one which can be corrected 
only by increased revenues derived from increased rates or 
charges, As a result of a survey of their operations they con- 
cluded that minimum-charge shipments were being transported 





at less than cost. The proposed increased charges are designed 
to reflect more nearly what respondents consider are their 
costs for the transportation of minimum-charge shipments.” 

The Commission cited findings made by 66 of the respond- 
ents in a survey of the number of shipments transported on 
June 23, 1943, and their weight and freight charges, including 
minimum-charge shipments. In those findings were included 
data showing that out of a total of 56,089 shipments, 23,212 
(or 41.4 per cent) were minimum-charge shipments; that 
freight charges on the latter totaled $19,038, or 5.7 per cent 
of the total charges of $332,407, and that the weight of the 
minimum-charge shipments constituted 4 per cent of the total 
traffic handled on that day. A 

“Based on their cost studies,” the Commission said, “the 
respondents determine that the transit costs assignable to each 
minimum-charge shipment are $1.355. In addition to the ter- 
minal costs, the line-haul costs which vary according to dis- 
tance were determined to be 0.14 cent per minimum-charge 
shipment per mile... .” 

The Commission digested testimony by shippers of drugs, 
medicines and toilet preparations that the increased charges 
would place an undue burden on the drug industry and fail to 
distribute fairly the higher transportation charges among the 
other types of shipments. 

It cited objections by the Chicago Association of Commerce 
that under the proposed rule the first class rate was one of the 
bases for the minimum charge, and that, under the rule as 
proposed by the Central States bureau at the hearing, the 
minimum charge varied with the level of the first-class rate— 
“that is, the suggested minimum charges are 88 cents when 
the first-class rate is 46 cents or less and $1.25 when the first- 
class rate is over 46 cents and less than $1.25.” Continuing, the 
Commission said, in part: 


As illustrative of the disparities produced by the application of the 
first-class rate as a minimum charge on commodities rated lower than 
first class, the charges on articles rated fourth class and transported 
as a truckload of four 5,000-pound shipments are compared with the 
charges that would be applicable under the proposed minimum charges 
on articles rated fourth class and transported as a truckload of 2,000 
shipments, each weighing 100 pounds, from Chicago to Gary, Ind.; 
approximately 28 miles, South Bend, 87 miles, Lima, O., 220 miles, 
and Pittsburgh, 459 miles. From Chicago, the first-class and fourth 
class rates, respectively, are 45 and 32 cents to Gary, 63 and 42 cents 
to South. Bend, 88 and 45 cents to Lima, and $1.24 and 63 cents to 
Pittsburgh. The aggregate charges on the described truckload of less- 
than-truckload shipments from Chicago are $64 to Gary, $84 to South 
Bend, $90 to Lima, and $126 to Pittsburgh, and the charges on the 
described truckloads of minimum-charge shipments, based on the 
proposed minimum charges of 88 cents to Gary and $1.25 to the other 
three points, are $176 to Gary and $250 to South Bend, Lima and 
Pittsburgh. On the minimum-charge shipments, the charges to South 
Bend, Lima and Pittsburgh for the additional line haul over Gary of 
59, 192 and 431 miles, respectively, exceed the charges to Gary by 74, 
whereas the differences over Gary in the charges on the less-than-truck- 
load shipments are $20 to South Bend, $26 to Lima and $62 to Pitts- 
BUPee...: «+. 

It is clear that the proposed increase in the minimum charges 
would result in lower charges for longer interterritorial hauls than on 
like shipments for shorter intraterritorial hauls included within the 
longer routes. These would be prima facie unreasonable and require 
special justification. None was adduced. The respondents ask that our 
approval of increased minimum charges not be conditioned upon the 
prior removal by them of the described disparities, as such an adjust- 
ment would take considerable time and unduly delay the needed in- 
creased revenues. This request will be granted, but we shall expect 
the respondents to make appropriate adjustments within a reasonable 
time. 

In their cost studies, respondents included the amounts paid to 
other carriers and to shippers and consignees for performing pick-up 
and delivery service. They did not, however, include the number of 
vehicle miles represented by these costs in the total vehicle miles by 
which the costs were divided in determining costs per mile in pick-up 
and delivery service. There are other infirmities in the respondents’ 
cost studies, and it is impossible from the data of record to recompute 
the costs to determine with any degree of accuracy the expense to the 
respondents for transporting minimum-charge shipments. The respond- 
ents’ evidence, however, is sufficient to prove that the present minimum 
charges per shipment are too low. As nearly as we can ascertain 
from the record before us, a minimum charge per shipment of $1.05 
would be just and reasonable. . 

We find that the proposed minimum charges would not be just and 
reasonable. This finding is without prejudice to the filing of new 
schedules providing that the minimum charge for a single shipment 
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from one consignor to one consignee on one bill of lading shall be 
(1) the charge for 100 pounds at the applicable class or commodity 
rate where the applicable rate is less than the first-class rate or 
(2) the charge for 100 pounds at the first-class rate where the first-class 
rate or a class or commodity rate higher than first class is applicable; 
but in no case less than $1.05. An order will be entered requiring the 
cancelation of the suspended schedules and ‘discontinuing this pro- 
ceeding. 


The Commission ordered the respondents to cancel the 
schedules under suspension on or before April 1. 


KEESHIN NOTES 


By a second supplemental report and order in MC F-1108, 
Keeshin Freight Lines, Inc.—Issuance of Notes, the Commis- 
sion has modified the findings in the prior report, 35 M. C. C. 
119, to permit issuance by Keeshin Freight Lines, Inc., of 
Chicago, Ill., of a promissory note of series III in the principal 
amount of $75,000. 

The note is to be payable to General Motors Corporation, 
to be dated February 24, 1940, and to be substituted for another 
note of like date, payable to Yellow Truck & Coach Manufac- 
turing Co. The Commission required that the substitute note 
carry a prescribed notation referring to the instant report and 
order, and surrender and cancellation of the old note. 

Authority to issue the requested note was asked following 
acquisition by General Motors Corporation of Yellow Truck & 
Coach Manufacturing Co., and its request for reissuance of 
the note in the name of General Motors. 


WwW. C. & N. RECEIVERSHIP 

The Commission, by a supplemental report in Finance No. 
14322, Waterloo, Cedar Falls & Northern Railway Co. Re- 
ceivership, has authorized the railroad to issue not exceeding 
$2,273,200 of income mortgage 5 per cent bonds and 56,837 
shares of no par value common stock. The report said the 
authority was granted following conditions imposed by the 
Commission in its order of November 9, 1943 (see Traffic 
World, Nov. 13, p. 1191). The conditions involved furnishing 
the Commission with certain information. 

By another report and order dealing with the railroad, 
entered in Finance No. 13612, Waterloo, Cedar Falls & North- 
ern Railway Co. Receivership, the Commission, division 4, has 
approved maximum limits of final allowances of compensation 
and expenses, including counsel fees and expenses, incurred 
and to be incurred by Russell Van Horn, as reorganization 
manager, in the period from November 12, 1941, to the termi- 
nation of the proceedings. The Commission allowed $5,000 for 
services rendered and to be rendered, and $1,219.46 for ex- 
penses incurred or to be incurred. 

The Commission also allowed $12,500 to Hepburn & Nor- 
ris and Swisher, Cohrt & Gillilland, as counsel for the reorgan- 
ization manager, in the period from January 19, 1942, to the 
termination of the proceedings; and allowed $300 as depository 
for the reorganization manager and $2,500 as agent for the 
exchange of securities, to Pennsylvania Co. for Insurance on 
Lives and Granting Annuities. The Commission allowed $2,500 
for expenses in connection with the printing of the new bonds 
and mortgage. 


Hayes Motor Rate Increase 


A proposal by Hayes Freight Lines, Inc., of Mattoon, IIl., 
a Class I motor common carrier of property, to increase by 
approximately 20 per cent its local class rates applicable be- 
tween points in central territory and to cancel certain joint 
class rates, resulting in the application of combination rates, 
has been found unjust and unreasonable in a report by the Com- 
mission, division 3, in I. and S. M-2333, Increased Rates—Hayes 
Freight Lines. 

The Commission said it was its opinion that the respondent 
should be permitted an increase in rates because of the in- 
creases it had shown in its cost of performing service, but that 
these increased costs affected Hayes’ entire operations and 
should not be borne solely by the shipper of lots less than 
10,000 pounds. 

“The respondent and other carriers,” the Commission said, 
“are seeking an increase in their minimum charges per ship- 
ment and all carriers parties to the (Central States Motor 
Freight) Bureau’s tariffs, including the respondent, have filed 
schedules containing a general increase of 4 per cent in truck- 
load and less-than-truckload rates between points in central 
territory. The latter tariffs have not become effective but are 
subject to protest and suspension. If the other efforts of the 
respondent to obtain increased revenues should not produce 
sufficient revenue to enable it under honest, economical, and 
efficient management to earn a reasonable return, it may apply 
for a further increase in its rates. 





TRAFFIC WORLD 


“We find that the proposed rates are unjust and unreason- 


‘able. An order will be entered requiring the cancellation of 


the suspended schedules and discontinuing the proceeding with- 
out prejudice to the filing of new schedules in conformity with 
the foregoing discussion.” 

The Commission ordered cancellation of the schedules on 
or before April 15. According to the report, these schedules had 
been filed to become effective November 23, 1943, and to expire 
June 30, 1944, and had been suspended, on protest of various 
shippers and shipper organizations, until June 26, 1944. They 
had been issued by the Central States Motor Freight Bureau, 
Inc., for the individual account of the respondent. Protestants 
included Chambers of Commerce of St. Louis, Mo., Cincinnati, 
O., and Evansville, Ind., the Louisville, Ky., Board of Trade, 
and two Chicago mail order houses. The Commission said 
Hayes maintained no 1. t. 1. commodity rates. The proposed 
increases would make the respondent’s rates about 20 per cent 
higher than that of competing members of the Central States 
bureau on the considered traffic, if said. It stated that about 
60 per cent of the total volume of Hayes’ traffic consisted of 
shipments weighing less than 10,000 pounds and that about 70 
per cent of the truck line’s revenue came from such shipments, 

A financial report by the respondent showed, said the Com- 
mission, an operating loss of $44,408 in the last quarter of 1943 
and an operating deficit of $67,883 for the entire year. It noted 
that Hayes Motor Freight Lines had 44 terminals, served more 
than 1,500 points on its routes, and operated about 600 tractors, 
700 trailers, and 100 trucks, in addition to vehicles that it leased. 

“The respondent,” it continued, “attributes its present finan- 
cial condition to increased costs of operation. All of its em- 
ployes, except the clerical staffs, are members of labor unions. 
It is a party to 57 labor contracts. Upon expiration of these 
contracts increases in wages, retroactive to the dates of expira- 
tion of the contracts, are frequently awarded. Labor costs have 
risen not only because of increased wages but because, under 
present emergency conditions, only inexperienced and less effi- 
cient labor is available to replace employes entering the armed 
forces or engaging in other war activities. As its service entails 
a large amount of handling of small shipments, this lowered 
employe efficiency is particularly noticeable by the respondent.” 

The Commission said that the respondent, on suspension 
of the schedules here considered, issued an embargo that be- 
came effective December 1, 1943, under which it discontinued 
transportation of all shipments weighing less than 10,000 
pounds, except those, moving on government bills of lading, to 
253 points in Illinois, 174 points in Indiana, 28 points in Ohio 
and two points in Iowa. In addition, service in transportation 
of such shipments to 500 points was reduced from daily to 
weekly, or twice or three times weekly. It added that this 
action was taken “because of respondent’s belief that this serv- 
ice was being rendered at a loss which it could not continue to 
absorb,” and that the respondent desired to resume full service 
as soon as its financial condition would permit. The report in- 
cluded the following: 


We cannot accept the respondent’s determination that its operating 
ratio on shipments of 10,000 pounds and over is 57 per cent and that 
on shipments under 10,000 pounds it is 124 per cent. . . . The present 
bases of class rates were initiated by the respondent and other motor 
common carriers on April 1, 1936. . . . The bases were approved as 
minimum reasonable class rates in Central Territory Motor Carrier 
Rates (8 M. C. C. 233). Under these bases of rates, the respondent 
has substantially increased its investment in tangible property, the 
amount of service performed, and built up a substantial reserve. . 
We do not believe that they are so maladjusted. . 
contends. ... 


. as the respondent 


Central-Western Motor Restrictions 


Efforts of motor carriers operating in Western Trunk Line 
Territory and between Illinois Territory and certain areas in 
Western Trunk Line Territory to establish increased class and 
commodity rates met with a refusal by the Commission, divi- 
sion 2, in I. and S. M-2154, Minimum Rate Restrictions To, 
From, Within Southwest, and five embraced proceedings. At 
the same time the Commission found reasonable a rule for the 
determination of minimum weights on shipments moving at 
two-factor rates between Illinois territory and certain areas 
in Western Trunk Line Territory, the rule requiring the use 
of the higher of the minimum weights named; and found rea- 
sonable cancellation of exception rating on net cotton bags be- 
tween points in Kansas, and between certain Missouri points 
and points in Kansas. 

The Commission ordered the proposed schedules cancelled, 
on or before April 1, except to the extent found reasonable, 
and the proceedings discontinued. The cases embraced with 
the title case were: I. and S. M-2158, Class Rate Minima in 
Central & Western States; I. and ‘S. M-2168, Ratings, Rates, 
Exceptions—To or From Kansas or Missouri Points; I. and S. 
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M-2182, Class Rates & Restrictions—To or From _ Western 
States; I. and S. M-2188, Dairy Products—Rates and Restric- 
tions—in Western States; and I. and S. M-2218 Rate Restric- 
tions in Midwest. The report said the Price Administrator, the 
Director of Economic Stabilization, the Secretary of War, and 
the Public Utilities Commission of South Dakota were pro- 
testants and were represented at the hearing. 


The Commission made the following findings: 


The proposed schedules considered in this report affect a large 
proportion of the traffic transported by motor common carriers within 
the area. As we have indicated, the respondents’ evidence in the 
main has been inadequate to sustain the burden of proof placed upon 
them by the statute. If the general bases of class rates now maintained 
are too low on the lower-rated traffic which moves long distances as 
contended by the respondents, the situation should be corrected by a 
revision of the classification and the class rates rather than by estab- 
lishing general bases of minimum class rates. We cannot give our 
approval to any proposal of the respondents to establish minimum 
pases of class rates unless it is shown that the present rates are un- 
reasonably low and that the proposed minimum class rates would be 
just and reasonable. 

During the suspension period, the respondents changed some 
of the rates which they proposed to increase in contravention of those 
provisions of the orders requiring the respondents to maintain in effect 
the bases of rates which were in effect at the time the orders of 
suspension were entered. We shall expect the respondents promptly 
to restore the rates which they changed during the pendency of these 
proceedings. 

We find that the proposed rule providing for minimum weights on 
shipments at two-factor rates and the proposed cancelation of the 
exception rating on net cotton bags will be just and reasonable. We 
further find that all other proposed schedules considered in these 
proceedings have not been shown to be just and reasonable. 

An order will be entered requiring the respondents to cancel the 
schedules found unlawful, and discontinuing the proceedings. 


In connection with the proposed increases in minimum 
class rates the report said that between points in Western 
Trunk Line Territory the class rates of the respondents, parties 
to agency tariffs of the Middlewest Motor Freight Bureau, were 
subject to the “west” ratings in the national motor freight clas- 
sification, and that between Western Trunk Line and points 
east of the Mississippi River their single-factor class rates 
were also subject to the “west” ratings. Respondents also 
maintained rates between certain areas in Western Trunk Line 
Territory and Illinois territory composed of two factors, it 
said. The eastern factors of these rates were subject to the 
“east” ratings, and the western factors to the “west” ratings, 
it said, adding that if the charges under the two-factor rates 
were less than under the single-factor rates, the former applied. 


“When their class rates were originally filed with us,” said 
the report, “the respondents copied the tariffs of the rail car- 
riers. The class rates presently maintained by the railroads 
are those prescribed in the western class rate revision subject 
to the general changes approved by the Commission. The pres- 
ent motor carrier class rates are the same as the railroad class 
rates except that the motor carriers did not reduce their rates 
at the time the effectiveness of the 6-per cent increase in rail 
rates was suspended.” 


The respondents believed that the railroad class rates for 
the lower classes, especially for the longer distances, were not 
reasonably compensatory for motor carrier operation, said the 
report, and that they had from time to time established min- 
imum class rates between certain areas in Western Trunk Line 
and Illinois territories. These minimum class rates had not 
been protested and became effective, it said, adding that by 
the suspended schedules, the respondents proposed to establish 
minimum class rates between those points between which such 
rates were not now maintained. In general, it said, only truck- 
a shipments would be affected by these proposals, and con- 
inued: 


In arriving at the proposed minimum rates, the respondents com- 
puted the rate necessary to return 20 cents a truck-mile on loads of 
20,000 pounds, to which they added a terminal charge of 5 cents per 
100 pounds, and increased the sum of these factors by 6 per cent. 
The ratios of the minimum class rates under this formula to the 
first-class rates for the shortline rail distances in western trunk line 
Zone I were then determined, and minimum class rates based on the 
ratios thus obtained were proposed between all points regardless of 
the zone in which the points are located. For example, the present 
Zone I first-class rate for 200 miles is $1.03, and the proposed mini- 
mum class rate is 27 cents between all points in Zones I, II and III 
where the first-class rate is $1.03. This minimum rate of 27 cents 
was determined by adding a line-haul factor of 20 cents per 100 
pounds, which would return 20 cents a truck-mile, and a terminal 
factor of 5 cents per 100 pounds, and increasing the result by 6 
per cent. 


Respondents proposed to maintain the same minimum class 
fates in connection with the western factor of the two-factor 
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rates as they proposed with respect to single factor rates said 
the report, but that they proposed to increase all eastern factor 
to a minimum of class 37.5, generally 37.5 per cent of first class. 


“If, as contended by the respondents, the railroad class 
rates maintained for motor carrier service do not produce rea- 
sonably compensatory earnings, they should revise their classi- 
fications and class rates to fit their motor carrier operations,” 
said the report. “Instead they propose to superimpose on the 
rail basis a system of minimum class rates which would lessen 
the present spreads between less-than-truckload and truckload 
rates, destroy the present relations between rates on articles 
having different truckload ratings, and in some instances result 
in rates the equivalent of truckload all-commodity class rates. 
The respondents have failed to submit evidence to show that 
the proposed minimum class rates would be just and reasonable. 
Under these proposals there would be no uniformity of truck- 
mile earnings for hauls of similar distances between different 
points, and there is no evidence which justifies these differ- 
ences.” 


As to commodity rate and exceptions rating restrictions, 
the report said a number of the respondents proposed to re- 
strict the application of certain commodity rates and excep- 
tions ratings between western trunk-line points and between 
Illinois territory and western trunk-line points on local move- 
ments over their lines or on movements over through routes 
in which they participated. The commodity rates and rates 
under the exceptions ratings would not be cancelled, it said, 
and would continue to apply over other routes, but that on 
any shipment moving wholly or in part over the lines of one 
of the respondents proposing to restrict their application, higher 
class rates or higher commodity rates would apply. After 
discussing cost data submitted by some of the carriers, the 
report said the methods of cost determination used by them 
did not take into consideration that there was any difference 
in the cost of transporting less-than-truckload and truckload 
shipments, and that evidence relating to costs was of little 
value in determining whether the earnings under the com- 
modity rates and exceptions ratings applying in truckloads 
were reasonably compensatory. The proposed cancellation of 
participation in the commodity rates and exceptions ratings 
had not been justified, said the report, and that the respondents 
should be prepared to prove that a general increase was re- 
quired if an improvement in their financial conditions was 
to be brought about by a general increase in rates. If the 
improvement was to be brought about by increasing individual 
rates they believed too low,. respondents should be prepared 
to show that the increased rates would be just and reasonable, 
it said, adding that such a showing had not been made. 


As to the rule requiring the application of the higher mini- 
mum on shipments at two-factor rates, the report said the 
purpose of the rule was to eliminate a doubt that had existed 
respecting the minimum weight to apply when the two factors 
were not subject to the same minimum. The proposed rule, 
it said, would seldom result in increased freight charges as 
the amount tendered the carriers was usually the quantity 
necessary to meet the higher minimum weight. Under the cir- 
cumstances, it said, it was concluded that the proposed rule would 
not result in unjust or unreasonable charges. 


The report also found that the rates that would result 
from the application of minimum class-rate restrictions on local 
and joint-line traffic, proposed by J. W. Healzer, had not been 
shown just and reasonable. 


In approving cancellation of the exception rating on net 
cotton bags, the report said the respondents had no knowledge 
of an actual movement under the rating. 


PAINT, CHICAGO TO MILWAUKEE 


MC C-367, Sherwin-Williams Co. vs. Advance Transporta- 
tion Co. of Wisconsin et al. By division 2. Dismissed. Com- 
modity rate of 18 cents a hundred pounds, minimum 20,000 
pounds, on paint and paint materials, between points in part 
of Chicago south of 75th Street, on the one hand, and Mil- 
waukee, Wis., on the other, maintained by Advance Transpor- 
tation Co. of Wisconsin and West Shore Transport Co., not 
unreasonable, unjustly discriminatory, or unduly prejudicial. 
The Commission said the complainant contended the assailed 
rate was unreasonable to the extent it exceeded a 16-cent rate 
from the north Chicago area to Milwaukee. The Commission 
said it was not unlawful for motor carriers to maintain differ- 
ent rates from or two different zones or areas in the same city, 
adding that “this was recognized in the trunk-line territory 


_ minimum rate revision. It said no evidence had been adduced 


that the rate assailed was unreasonable or that the difference 
between the rates from south Chicago and from north Chicago 
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had operated to complainant’s disadvantage in marketing its 
products. 


CRIPPS OVERLAND EXPRESS PURCHASE 

Saying that a split of operating authority in such a manner 
that two carriers instead of one would be authorized to 
operate over the same highway was not consistent with the 
public interest, the Commission, division 4, by a report and 
order in MC F-2267, Lloyd Markel—Purchase—Cripps Overland 
Express, Inc., has approved purchase by Lloyd Markel, doing 
business as Aurora Transfer Co., of Aurora, Ill., of all of the 
operating rights of Cripps Overland Express, Inc. It had been 
proposed to sell part of the operating rights of Cripps between 
Chicago and Milwaukee. 

In the embraced proceedings, MC F-2268, P. E. Mogensen 
and Mrs. Harry Mogensen—Control; Service Transport Co.— 
Purchase—Cripps Overland Express, Inc.; and MC F-2346, 
George H. Mickow—Purchase—Cripps Overland Express, Inc., 
the applications were dismissed at the request of the appli- 
cants. 

The report pointed out that George H. Mickow had been 
operating a portion of the Cripps rights under lease expiring 
May 30. In view of the findings, and the request for with- 
drawal of the application, the report said there was no valid 
reason for his continuing to operate under the temporary author- 
ity until May 30. Therefore, it said, the Commission’s order 
would provide for vacation of such authority effective 15 days 
from February 23. In the meantime, it added, Lloyd Markel 
and Cripps might consummate the purchase and sale of all 
of the latter’s operating rights subject to the outstanding lease 
to George H. Mickow, but that Lloyd Markel should not institute 
operations under the rights embraced in that lease until that 
part of the Commission’s order vacating the temporary author- 
ity became effective. 


ROGERS MOTOR PURCHASE 


On reconsideration in MC F-1864, Charlton Bros. Trans- 
portation Co. Inc.—Purchase—John I. Rogers, the Commission, 
division 4, by a report and order have approved and authorized, 
subject to condition, purchase by Charlton Bros. Transportation, 
Inc., of Hagerstown, Md., of certain operating rights of John 
I. Rogers, doing business as Rogers Transfer Co., of Keyser, 
W. Va., and acquisition of control of said operating rights by 
M. R. Charlton and Roger O. Charlton through said purchase. 
Prior report 39 M. C. C. 229. 

The report said that modification of the transaction so as 
to cover all of the seller’s general-commodity authority, the 
original transaction having proposed separation of some gen- 
eral-commodity rights, removed the features found objection- 
able in the prior report. The report said that separation of the 
right to transport household goods had been found to be con- 
sistent with the public interest, the seller retaining. the right 
to transport household goods in the instant transaction. 


Railroad Abandonments 


c.B. & Q. 


“We believe that we may take judicial notice of the progress 
of the war in Europe and of the possibility that it may end 
at a reasonably early date,” said the Commission, division 4, 
in a report and certificate in Finance No. 14161, Chicago, 
Burlington & Quincy Railroad Co. Abandonment. In permitting 
the Burlington to abandon the involved lines of railroad ex- 
tending from Humeston to Clearfield, approximately 58 miles; 
and from Merle Junction to Clarinda, about 27 miles, all in 
Wayne, Decatur, Ringgold, Taylor, and Page counties, Ia., the 
Commission said that, under present circumstances, it would 
work an undue hardship on the communities and people affected 
to permit abandonment now. However, it said, to require oper- 
ation indefinitely would impose an unnecessary and undue 
burden on the applicant and on interstate commerce, and it, 
therefore, made its certificate effective February 22, 1945. 

The report said the highways in the territory appeared to 
be generally suit for transportation of the traffic available, but 
that under present war conditions it was extremely difficult 
to obtain new trucks, or repairs, tires, or gasoline to operate 
the old ones. 

On behalf of employes adversely affected, the Commission 
said it had been asked to provide that any such employe should 
not be placed in a worse condition with respect to his employ- 
ment for a period of four years; and that any employe so 
affected be reimbursed for any home-property losses and mov- 
ing expenses sustained by reason of the abandonment. In view 
of its conclusions, the Commission said, it would reserve juris- 
diction for two years from the effective date of the certificate 
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to oer the question of whether conditions should be im 
posed. 


N. Y. C. 


Having considered additional evidence received by it at a 
hearing held January 24, three weeks after the Supreme Court 
of the United States had held that the abandonment certificate 
issued by the Commission should have been set aside by the 
court below because of inadequate findings by the Commission 
as to its jurisdiction in the case (see Traffic World, Jan. 8 
p. 77), the full Commission, in a report on rehearing and 
reconsideration in Finance No. 13914, New York Central Rail- 
road Co. Abandonment, has fortified the earlier decision by 
division 4 that the present and future public convenience and 
necessity permit abandonment by the New York Central of its 
Yonkers branch, extending 3.1 miles from Van Cortland Park 
Junction, New York City, to Getty Square, Yonkers, N. Y. 

The Supreme Court opinion in the case contained the 
statement that the Commission had not undertaken to review 
evidence relevant to the issue of whether or not the Yonker; 
branch was “operated as a part or parts of a general steam 
railroad system of transportation” within the meaning of sec. 
tion 1(22) of the act, and that the Commission had made no 
findings as to its jurisdiction under that section in this proceed. 
ing. The Commission, in the report on further hearing, quoted 
the provision of section 1(22) that “the authority of the Com. 
mission . . . shall not extend to the construction or abandon. 
ment of . . . street, suburban, or interurban electric railways, 
which are not operated as a part or parts of a general steam 
railroad system of transportation.” The Commission took the 
position that Congress intended to exercise control over all 
parts of steam railroad systems, whether operated by steam or 
electric power. 

After outlining the scope and nature of New York Central 
operations, the Commission said it was clear that, although its 
lines were electrically operated in some localities, applicant was 
“a general steam railroad system of transportation” within the 
meaning of section 1(22), and that the original evidence, as 
supplemented on rehearing, showed clearly that the Yonkers 
branch was operated as a part of applicant’s system and of the 
Putnam division of that system. 

In support of that finding, the Commission said that there 
were no separate operations conducted exclusively on the 
branch; that all trainmen operating Yonkers branch trains and 
all other employes connected with the operation of the branch 
were New York Central employes; that the branch had no 
separate supervising officers; that the tracks of the branch were 
maintained under the general supervision of applicant’s main 
tenance-of-way engineer having authority over applicant’s line 
.at Buffalo and east thereof, and that no separate accounts were 
maintained for the branch. 

With respect to the contention of the Public Service Com- 
mission of New York and other protestants that the Commis. 
sion lacked jurisdiction because the branch lay wholly within 
New York state and because there was no affirmative showing 
that interstate commerce was transported over it, the Com 
mission said that the fact that the continued operation of the 
branch in intrastate commerce would burden interstate com: 
merce was controlling on the question of jurisdiction. 

“The people of Yonkers,” said the Commission, “virtually 
deserted this branch, and the applicant ought not to be re 
quired to maintain it, at a continuing loss of approximately 
$60,000 annually, for the few people who found it somewhal 
more convenient than available alternate means of transporta: 
tion. The rehearing discloses nothing to indicate that any 
substantial increase in business on the Yonkers branch will be 
experienced in the future, and we affirm the finding of division ! 
in this regard.” 












Lehigh Valley 


In Finance No. 14493, Lehigh Valley Railroad Co. ask 
permission to abandon a part of its Slatedale branch, exten¢ 
ing from Little Run junction to the end of the branch, 1.08 miles 
in Lehigh county, Pa. 

In Fiance No. 14494, Lehigh Valley Railroad Co. ask 
permission to abandon a part of its Welshtown branch, extené 
ing from milepost 110.10 to the end of the branch, milepos 
111.54, a distance of 1.44 miles, in Lehigh county, Pa. 

The railroad said the lines proposed to be abandonel 
were damaged by floods in May, 1942, and had not been oper 
ated since that time, owing to bridge damage and damage tl 
the roadbeds. It said that from January 1, 1940, to May 23 
1942 only seven inbound cars had been handled over these lines 
with outbound shipments consisting of 725 tons of slate products 


St. Louis & Hannibal 


By a report and certificate in Fiance No. 14445, St. ‘Louis é 
Hannibal Railroad Co., Abandonment, uncontested, the Com 
mission, division 4, has permitted abandonment as to intel 
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state and foreign commerce by the St. L. & H. of its entire Corporation—Control—Crescent Stages, Inc. The examiner 
line of railroad in Marion, Ralls, and Pike counties, Mo., 32.8 recommended denial of the application of Family Finance Cor- 
miles. poration, of Wilmington, Del., for authority to acquire control 

Santa Fe of Crescent Stages, Inc., of Anniston, Ala., through purchase 


of capital stock, and of R. DeWitt King and Mrs. Beulah M. 

The Railway Labor Executives’ Association has filed excep- King, and John M. Ogden and Mrs. Johnie M. J. Ogden, indi- 
tions to the examiner’s report in Finance No. 14221, Oklahoma ___ vidually and as trustees, to acquire control through said acquisi- 
Railway Co. Abandonment of Operation, Etc., embracing tion by Family Finance Corporation (see Traffic World, Feb. . 
Finance No. 14229, Atchison, Topeka & Santa Fe Railway Co. 5, p. 325). 5 
et al., Purchases. In those proceedings, Examiner W. J. Schu- The corporation, and the trustees, asked the Commission 
trumpf recommended that the Commission authorize abandon- to approve the proposed acquisition of the stock of Crescent 
ment of freight transportation by the Oklahoma on lines of without imposing motor carrier regulation on Family Finance 
railroad extending (a) from a point near the agency station Corporation or its stockholders. They were in the small-loan 
of Bethany to El Reno, Okla., approximately 19 miles; (b) business and not in the motor carrier business, they said, and 
from a point near the non-agency station of North Oklahoma need not be regulated as motor carriers in the public interest. 
to Guthrie, Okla., approximately 25.5 miles; (c) from a point Among the twenty-eight exceptions taken, the corporation 
near the intersection of Broadway and South 21st Streets, and the trustees said the record showed that the King and 
Oklahoma City, Okla., to Norman, Okla., approximately 16.5 Ogden interests, which controlled Georgia Stages, Inc., as a 
miles; and (d) lines aggregating approximately 3.4 miles lying result of Commission approval of purchase of operating rights 
wholly within Oklahoma City. Finance No. 14229 involved an and certain property of St. Andrews Bay Transportation Co., 
application of the Santa Fe and of the Rock Island to purchase and control of Georgia Stages through Triangle Securities Trust 
in joint equal undivided interests certain of the Oklahoma rail- in MC F-2119, did not control Family Finance Corporation and 
way lines, to acquire lease from the Oklahoma of the railroad would not control Crescent if the proposed transaction was 
of the Oklahoma City Junction Railway Co., to acquire track- approved. In addition, it was argued that the Commission had 
age rights over Oklahoma railway street car tracks, and to’ discretion under section 5 of the interstate commerce act to 
acquire trackage rights over each other’s tracks (see Traffic decide whether or not to subject a non-carrier (in stated situa- 
World, Feb. 12, p. 383). ; tions) to motor carrier regulation, when that section and sec- 

The labor association objected to the examiner’s finding tion 215 were read together, and that it was unnecessary to 
that the proposed transaction was consistent with the public subject Family Finance Corporation to sections 204 and 220 
interest, saying it was unsupported by and contrary to the respect to the keeping of its accounts xe > se repo: 


evidence, and to the conditions proposed by the examiner for x ‘ied y 

the protection of employes affected as inadequate. They did 1. 0 : Ex P. : 

not constitute a fair and equitable arrangement for such pro- ails and x arte 14 Rates 

tection, the association said, in that they failed to provide for ; 7 “ 
compensation to employes reauied to move heir laces off, cM, trams omens ofthe ralronds met ot the Sieve 
- a cnaneie madd au aaa te effect on employes / t¢Ts, among which was the Commission's suspension of the Ex 
as a phase of the public interest relevant to the question of the’ —— SN ee hg aed ag Son 
ar “— oe ee “iS ns pe a pf = bey oe * land, traffic vice-president of the Association of American Rail- 
said. pointed ou or out of a group em- , ] 
ployes would be left without employment and said this result a who B saecre: g 8 vg wy —— ar row pos 
alone was sufficient to establish a vital relationship between Ut 1t was learne 1 ri Cc al cers haa voted to leave 
the effects of the proposed transaction on employes and the pee der png Mangia ig Boas ak or » rca rea which was to 
-—— ane ome point to be considered, said the asso- Discussion preceding that action, it was said, was chiefly 
and Oklahoma Railway Co., 238 I. C. C. 235, the first involving _ lifting of the suspension, but rather toward seeking its exten- 
te rallway labor act and the second the Zallroad retirement Sonn Drferencs to cancelation of the eraser ner 
a the Commision hed held thatthe exemption id not cover Ye mmission: permitting the nerenss fo 60 in effec whe 
he statute Involved, it sald, and added that itis igniicant the Nigh rallrad earning hat were the cause of thelr supe, 
mission to its decisions in these cases are those of which the UNder suspension, the railroads would be in a good position to 
Oklahoma Railway is endeavoring to divest itself in this pro- Petition for the lifting of that suspension so that they might 


ceeding.” again go in effect when the inevitable decline in railroad rev- 
If the pending applications were granted, it said, the ©nues made itself felt. : : 
Oklahoma Railway would have substantial grounds for an at- Other matters discussed by the meeting were described as 


tempt to avoid the provisions of the two statutes aforemen- ‘Toutine.” They included a number of specific proposals for 
tioned, as well as those of the interstate commerce act itself, @djusting rates on government traffic. 
An exhibit showing present contributions under the rail- ERE § SARE PEAR 
road retirement act amounting to 3.25 per cent of the payroll COMMISSION ORDERS 
and anticipated contributions of 2 per cent under the social |, ge gp Fag acm Rang Maco a <hr bee ae 
+ $ + 66 + . . 
wad es Peeps ap « the _ & Acel — of Ran * genes Thompson, Chicago, Ill., for authority under section 5, interstate com- 
seen Bee - stubble ape, ss Pn coe be said. sad merce act, to acquire control, through ownership of stock, of Helders 
+] +] 


- Motor Service Co., Chicago, Ill., granted, and said application dis- 
continued: missed. 
o D. Burden and Frank V. Cummins, co 
We believed that the basic purpose of this proceeding is to pro- oe ee Se = se conte 


application. Reopened for further hearing. Order of September 29, 
: 1943, as subsequentl modified to become effective Februa 29, 
to its employes the collective bargaining advantages of the railway jnsofar as it tented MB enn vg vacated. o 
labor act, deny them access to the National Mediation Board and the No. 28595, Louisville Cement Co. vs. P. R. R. et al. Order of 
National Railroad Adjustment Board, tribunals established under that November 15, 1943, further modified to become effective April 22, on 
act for the adjustment of disputes, and further to deny to them ; 


not less than 30 days’ notice, instead of March 23. 
Participation in the. substantial benefits of the railroad retirement FF 2, Pitt & Scott Corp., freight forwarder application. Applicant 
system. . . . ‘ 7 " 


granted leave to file petition for reconsideration on or before March 8. 
= ‘ Effective date of permit and order of January 19, postponed to May 24. 
The conditions proposed for the protection of employes 7 - J ar 4 


i se . cil 1. & S. M-2167, Rate restrictions between central and southern 
were inadequate, the association said, because no provision had states. Proceeding discontinued. 


been made for payment of moving expenses, or for reimburse- No. 28819, Abingdon Sanitary Manufacturing Co. vs. C. B. & Q. 

ment of employes suffering loss because of the sale of a home. _ et al. Petition of complainant for reconsideration accepted and filed 

There was some testimony, it said, that there might be and dls Py Fig and time for filing reply to said petition 
ro * : extende o Marc " 

: mer Gok cee eee ” employes would be required 1. & S. M-1546, Oil field equipment, etc., in Kansas, Oklahoma and 

, Texas, MC C-238, Oil Field Haulers Association, Inc. vs. C. Hobson 

Te a ee Dunn. MC C-239, Same vs. Midwest Oil Field Carriers Bureau, 

CRESCENT STAGES PURCHASE MC C-240, Same vs. G. W. Wilson and John Detamore, dba Wilson 

Family Finance Corporation, and the King family and Truck Co., and MC C-266, Oil field machinery and supplies in Kansas, 


5 S fs Oklahoma and Texas. Proceedings in I. & S. M-1546 d - 
Ogden family trustees, have taken exceptions to the entire rec- . ay et oe ane 


. t , discontinued, and complaints in MC C-238, MC C-239 and MC C-240 
ommendation of Examiner Irving J. Raley’s proposed report dismissed. 


in MC F-2344, R. DeWitt King, et al—Control; Family Finance MC 20521, Illiana Freight Transport, Inc., formerly Ben’s Tri-State 


vide the means whereby the Oklahoma Railway may successfully deny 
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Motor, Inc. Order of February 8, 1943, reopening proceeding for recon- 
sideration vacated. Reopened for further hearing. 

MC 30893 and MC 25796, Rickenbacher Transportation, Inc., com- 
mon carrier application. Report and order of August 28, 1943, modified 
so as to authorize applicant to serve New York, N. Y., as an inter- 
mediate point in connection with operations over. routes between 
Cincinnati, Ohio, and Boston, Mass., as described in item (1) of 
Appendix B of said report. This order shall become effective April 1, 
unless prior thereto any party in interest shall show cause, if any 
_ there be, in a writing verified under oath, why report and order of 
August 28, 1943, should not be modified in manner described above. 

MC 69745, Penn.-N. Y. Truck Lines, Inc., common carrier appli- 
cation. Reopened for further hearing. Order of November 5, 1943, as 
subsequently modified to become ‘effective March 31, insofar as it 
denied application vacated. 

MC 8902, Western Express Co., common carrier application. Re- 
opened for further hearing solely to determine whether applicant is 
entitled to continue operations as a common carrier by motor vehicle, 
in interstate or foreign commerce, of: General commodities, except 
those of unusual value and except household goods as defined in Prac- 
tices of Motor Common Carriers of Household Goods, 17 M. C. C. 467, 
commodities in bulk, and those requiring special equipment, from and 
to all points in Cuyahoga County, Ohio, in connection with routes 
authorized in corrected certificate issued to applicant March 12, 1943. 

MC 61598 Sub. 9, Smoky Mountain Stages, Inc., extension, Augusta, 
Ga., and MC 14486 Sub. 9, McDuff Turner, extension, Augusta, Ga. 
Report and order of October 13, 1943, modified so that exception to 
authority granted shall read as follows: except that service at Vaucluse 
and points between Vaucluse and Augusta is restricted to pick-up or 
discharge of passengers moving to or from points north of Vaucluse 
or south of Augusta. This order shall become effective March 31, 
unless prior thereto any party-in-interest shall show cause, if any 
there be, in a writing verified under oath, why report and order of 
October 13, 1943, should not be modified in manner described above. 


PETITIONS FOR REHEARING, ETC. 

Finance 14219, Missouri-Kansas-Texas of Texas 
Protestants asks for further hearing. 

1. & S. 5171, Less carload class rates between Arkansas and Louisi- 
ana. Respondents ask for reconsideration by entire Commission in part 
of report and order of Division 2. 

No. 28915, E. D. Addy, dba Addy Motor Co. et al. vs. Mich. Cent. 
et al. Complainants ask for rehearing, reargument and reconsideration 
by entire Commission. 

No. 28920, Hoffman Beverage Co. vs. Pacific Electric et al. Hoff- 
man Beverage Co., complainant, and Nedick’s Stores, Inc., intervenor, 
ask for rehearing, reargument before and reconsideration by entire 
Commission. 

No. 28922, California Cotton Oil Corp. et al. vs. Alton et al. Spencer 
Kellogg and Sons, Inc., asks for rehearing, reconsideration, and 
reargument. 

No. 29084, Indiana State Chamber of Commerce vs. Alton et al. 
Complainant asks for permission to withdraw complaint. 

No. 28819, Abingdon Sanitary Manufacturing Co. vs. C. B. & Q. 
et al. Complainant asks for reconsideration and vacation of order of 
September 3, 1943. 

MC F-2452, Fayetteville Transfer Co., lease, North Alabama Motor 
Express, Inc. Fayetteville Transfer Co., Fayetteville, Tenn., asks for 
authority temporarily to operate motor carrier properties of North 
Alabama Motor Express, Inc., Birmingham, Ala. 

No. 28922, California Cotton Oil Corp. et al. vs. Alton et al. War 
Food Administrator, intervener, asks for reconsideration and reargu- 
ment. 

MC C-336, Dave Wolzinger, dba Pony Express Stages vs. Burling- 
ton Transportation Co. et al. Complainant asks for reconsideration of 
report of Division 3. 

No. 28922, California Cotton Oil Corp. et al. vs. Alton et al. Inter- 


vener, Albers Milling Co. asks for rehearing, reargument and recon- 
sideration. 


abandonment. 


MOTOR FINANCE CASES 

Action by Division 4 in finance proceeding No. MC F-2428, J. D. 
Harms and Stanley N. Randolph—Control—Fruit Delivery Co. Applica- 
tion for authority under section 210a(b) of J. D. Harms and Stanley 
N. Randolph of Seattle, Wash., for temporary operation of motor 
earrier rights and properties of Fruit Delivery Co. of Seattle, Wash., 
granted with conditions. 

MC F-2442, Guy Moran and James A. Skaggs—Purchase—Doyle 
Transfer Co., Inc. Application for authority under section 210a(b) of 
Guy Moran and James A. Skaggs, doing business as Glasgow Transfer 
Company, of Glasgow, Ky., for temporary operation of motor carrier 
rights and properties of Doyle Transfer Company, Inc., also of Glas- 
gow, granted, with condition. 

MC F-2427, P. A. Kelly, Jr., et al.—Lease—M. D. Hicklin Motor 
Trucker. Application for authority under section 210a(b) of P. Aw 
Kelly, Jr., C. H. Smith and C. G. McCrary (Mrs. Leila Mae McCrary, 
administratrix), of Sumter, S. C., for temporary operation of a portion 
of the motor carrier rights of M. D. Hicklin Motor Trucker, of Colum- 
bia, S. C., granted with conditions. 

MC F-2440, Major A. Riddle and United States Freight Co.—Con- 
trol; Hancock Truck Lines, Inc.—Purchase—L. J. Davidson. Applica- 
tion for authority under section 210a(b) of Hancock Truck Lines, Inc., 
of Evansville, Ind., for temporary operation of motor carrier rights 
and properties of L. J. Davidson, doing business as Stanley Truck 
Service of Henderson, Ky., granted with conditions. 

MC F-2284, Kenneth Hargis et al.—Control: Hargis Truck Line, 
Inc.—Purchase—Richard A. Huls. Purchase by Hargis Truck Line, 
Ine., of Tell City, Ind., of the operating rights and property of Richard 
A. Huls, doing business as Huls Truck Service, of Jasper, Ind., and 
acquisition of control of said operating rights and property by Kenneth, 
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Matthew and Ethel Hargis, also of Tell City, through said purchase, 
approved and authorized, subject to condition. 

MC F-2398, Carolina Transportation Co.—Purchase—L. Russell Stall- 
ings et al. Upon reconsideration, application for authority under sec- 
tion 210a(b) of Carolina Transportation Co., of Raleigh, N. C., for 
temporary operation of motor carrier rights and properties of L, 
Russell Stallings, Mrs. Annie Stallings and John L. Barbee, doing 
business as Stallings Transfer Service, of Rocky Mount, N. C., granted, 
with conditions: 

MC F-2345, Carl Welborn and Norman Welborn—Lease—Atlantic 
Greyhound Corporation. Lease by Carl Welborn and Norman Welborn, 
doing business as Welborn Bus Lines, of Liberty, S. C., of certain 
operating rights of Atlantic Greyhound Corporation, of Charleston, 
W. Va., approved and authorized, subject to condition. 


FINANCE APPLICATIONS 

Finance No. 14491, Claude A. Roth, trustee of the Chicago & North 
Western Railway Co., asks authority to issue promissory notes evidenc- 
ing indebtedness for the purchase of 27 diesel switching locomotives 
in the maximum aggregate amount of $1,894,500. The locomotives are 
part of a total of thirty-nine, authority to purchase which had been 
granted by the federal court for the northern Illinois district, eastern 
division. Cash would be paid for five of the locomotives, the applica- 
tion said, and that 27 of the remaining locomotives would be financed 
through the Continental Illinois National Bank & Trust Co., of Chi- 
cago, to be paid for in sixty consecutive equal monthly installments, 
with interest at 134 per cent a year on the unpaid balance. The 
remaining seven locomotives of the total of thirty-nine, the application 
said, for which supplemental authority would be requested, would be 
purchased under similar arrangements. 

MC F-2455, Garrett Freight Lines, Inc., of Pocatello, Ida., asks 
authority to acquire 50 per cent of the common stock of Interstate 
Motor Lines, Inc., of Salt Lake City, Utah. 

MC F-2453, Scherer Bros. Transfer & Storage Co. of Ottawa, III, 
asks authority to purchase certain operating rights of Chicago, St. 
Louis Transfer Co., Robert O. Gaudlitz, trustee, of Springfield, II, 
and temporarily to operate. 

MC F-2454, G. M. Bradsher of Bector, Ark., asks authority to 
purchase certain operating rights of Potashnick Local Truck System, 
Inc., of Sikeston, Mo., and temporarily to operate. 

Finance No. 14492, Atlantic & East Carolina Railway Co. asks 
authority to issue $50,000 of equipment trust notes, to be secured by 
first lien on two diesel electric locomotives, delivered March 15 and 
November 14, 1943, the original cost of which was $75,650. The applica- 
tion said the locomotives were purchased new and paid for out of cash 
working funds, and that it was desired to reimburse the treasury for 
this expenditure from the proceeds of the loan. 

MC F-2456, Ralph England, dba England Brothers Truck Line, of 
Fort Smith, Ark., asks authority to purchase certain operating rights 
of Powell Brothers Truck Lines, Inc., of Springfield, Mo. 

MC F-2457, Harvey Jones, dba Jones Truck Line, of Springdale, 
Ark., asks authority to purchase certain operating rights of Powell 
Brothers Truck Lines, Inc., of Springfield, Mo. 

MC F-2458, Great Southern Trucking Co. and L. A. Raulerson, con- 
trolling stockholder of Great Southern, both of Jacksonville, Fla., ask 
authority to purchase certain operating rights of K. & L. Transporta- 
tion Co., of Waycross, Ga. 

MC F-2459, Pratt’s Express Co., of Minneapolis, Minn., and Sharon 
Investment Co. (real party in interest), also of Minneapolis, ask 
authority to purchase the operating rights of Security Warehouse Co., 
also of Minneapolis, also controlled by Sharon Investment Co. 

Finance No. 2460, Queen City Coach Co., of Charlotte, N. C., asks 
authority to lease certain operating rights and equipment of Piedmont 
Coach Co., Inc., of Wadesboro, N. C. 

Finance No. 2461, Allen J. Schware, and proposed motor carrier 
dba Valley Transfer & Storage, of Allentown, Pa., asks authority to 
purchase certain operating rights and equipment of Peter J. Freas, 
also of Allentown, and temporarily to operate. 


CHICAGO AREA COMMUTATION FARES 

The Commission, with John D. Biggs of the Illinois Com- 
merce Commission sitting with it, heard argument March 2 
in No. 28974, Interstate Commutation Fares—Chicago, IIL, 
District. The proceeding was instituted by the Commission on 
its own motion, and Examiner William A. Disque recommended 
finding below reasonable maxima commutation fares between 
points in the Chicago, Ill., dsitrict, on the one hand, and, on 
the other, points in Wisconsin, Indiana, and Michigan, that a 
20 per cent increase be authorized, and that the proceeding be 
discontinued (see Traffic World, Jan. 22, p. 201). 

Time for argument was allotted to R. E. Quirk, P. F. Gault, 
and Harry E. Boe, for the respondent carriers; to H. R. Booth 
and Robert Keebler, for the Price Administrator and the Direc- 
tor of Economic Stabilization; and to William C. Wines and 
William R. Morgan, representing the attorney general of IIli- 
nois. 

The respondents argued generally that the roads were 
losing money on commuter traffic and that very large facilities 
were required for what they called a specialized service. Costs 
were increasing, they pointed out, and that two wage increases 
had been granted in the last two years. Commuters, they said, 
were not paying their fair share of the transportation cost. 

The Price Administrator and the Director of Economic 
Stabilization argued that a general increase in commutation 
fares would be inflationary and should not be allowed. The 
increases were also opposed by the attorney general of Illinois. 
It was pointed out that the Illinois commission was considering 
the matter of intrastate commutation fares. 
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A. J. Brown Forwarder Application 


In a proposed report in FF-38, Arthur J. Brown Freight 
Forwarder Applicaticn, embracing FF-39, Chicago Clipper 
Service Freight Forwarder Application, the Commission’s Bu- 
reau of Water Carriers and Freight Forwarders has recom- 
mended that the application FF-39 be dismissed, and that, in 
FF-38, the Commission should grant the requested authority, 
including authority for protested eastbound operations. 

The bureau recommended that the applicant be found to 
be a freight forwarder subject to the interstate commerce act, 
and should be granted a permit authorizing him to forward 
commodities generally between points in Bronx, Kings, Nassau, 
New York, Queens, Richmond, and Westchester counties, N. Y., 
and Bergen, Essex, Hudson, Middlesex, Passaic, and Union 
counties, N. J., on the one hand, and, on the other, Cook, Du- 
Page, Kane, Lake, and Will counties, Ill., and Lake county, 
Ind. As the operation described in the applications covered a 
single service, the bureau said, the application in FF-39 should 
be dismissed. This had been requested by the applicant, the 
report showed. 

The report said the applicant’s eastbound operation from 
Chicago had been commenced May 23, 1942, seven days after 
part IV of the act became effective, had been temporarily sus- 
pended in December, 1942, due to applicant’s inability to obtain 
the services of motor common carriers operating from Chicago 
to New York, and had been resumed on June 11, 1943, after the 
applicant had been successful in making forwarding arrange- 
ments with the B. & O. 

Lifschultz Fast Freight had opposed the application in so 
far as the eastbound service was concerned, it said. But the 
fact that the operation had not been instituted prior to or on 
the date part IV of the act became effective, and the fact that 
there had been a suspension of the service, standing along, did 
not necessarily preclude the issuance of a permit, the bureau 
said. Since the eastbound operations had been resumed and the 
services of a rail carrier utilized, it said, the applicant had for- 
warded a substantial amount of freight. In view of the fact 
that applicant had been able to establish a successful eastbound 
service in which a large number of Chicago shippers had been 
shown, and had shown a substantial movement of freight from 
Chicago to New York, the bureau said the Commission should 
find that the applicant had made the requisite showing that it 
would be consistent with the public interest and the national 
transportation policy to issue a permit authorizing the east- 
bound operation. 




















































American Range Line Application 


_ ‘The Commission, on reconsideration, should affirm the find- 
ing in the prior report in W-157, American Range Lines, Inc., 
Contract Carrier Application, 250 I. C. C. 510, said Examiners 
H. W. Johnson and E. L. Glenn, in a proposed report in that 
proceeding, involving the status of so-called “tramp ship” oper- 
ators, and the applicant’s obligation under its holding out. 

In the prior report the Commission, division 4, found the 
applicant to be a common carrier by water, entitled to continue 
to transport commodities generally, in self-propelled vessels, by 
way of the Atlantic Ocean and the Gulf of Mexico, between 
ports and points along the coasts thereof and tributary water- 
ways, including Chesapeake and Delaware Bays and waterways 
tributary thereto, but not including ports and points on Long 
Island Sound and waterways tributary thereto, nor the Hudson 
and Mississippi rivers above the ports of New York, N. Y., and 
New Orleans, La., respectively. 

The examiners said the type of regulated service offered 
by the applicant was controlled by the provisions of its pub- 
lished tariffs, and discussed the term “bookings” as used in a 
tule in the tariff requiring specific bookings to be made prior 
to tender of shipments. The term “bookings” was not other- 
wise defined in the tariff, said the examiners. 

__ “It appears that the term ‘bookings’ as used in connection 
With water carrier freight traffic relates to reservation of space, 
Prior to delivery to the vessel, of bulk or loose shipments, and 
hot to contract carrier restriction in service,” said the exam- 
iners, and quoted tariff SB-1 No. 6, Harry S. Brown, agent for 
the Isthmian Steamship Co. and other intercoastal common 
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carriers of bulk, loose, or package freight, requiring, as to 
some items, prior booking arrangements. This showed that the 
term “bookings” was not regarded by such carriers to mean 
that it applied to contract carrier contracts, said the examiners, 
and referred to the tariff of a typical contract carrier in which 
the comparable rule provided that all rates were minimum 
rates covering the transportation that would be rendered by 
the carrier “only on the basis of specific contracts entered into 
with the shippers prior to the loa@ding of cargo.” 

“The record in the instant case does not show that appli- 
cant has handled any package freight,” said the examiners, 
“but that does not change applicant’s tariff obligation to do so 
if such carload, or less-than-carload package shipments are 
tendered it for transportation, and it would be a strained inter- 
pretation of applicant’s tariff wherein it names rates for arti- 
cles in packages, in carloads and less-than-carload quantities, 
to hold that the term ‘bookings’ as used therein had the mean- 
ing that it restricted applicant’s holding-out to render service 
only as a contract carrier and not as a common carrier of 
package freight. Pope & Talbot, Inc., Common and Contract 
Carrier Application 250 I. C. C. 117 (121).” 


Forwarder Bills of Lading 


The Commission should find that there must be issued one 
through bill of lading on shipments moving under warwarder 
rates under which the freight forwarder was responsible for 
the transportation, the bill of lading to be issued either by the 
forwarder or by a participating or non-participating common 
carrier in the name of the forwarder, as its agent, said Exam- 
iners David T. Copenhafer and T. Leo Haden, in a proposed 
report in No. 28990, Bills of Lading of Freight Forwarders. 
The proceeding involved an investigation, instituted by the 
Commission on its own motion, into forwarder bill of lading 
practices. The examiners recommended the following major 
findings of fact, and conclusions: 

Recommended major findings of fact: 


1. Through bills of lading are issued by freight forwarders cover- 
ing shipments received direct by them at their own or agehcy stations, 
or by participating carriers as agents for the forwarders covering ship- 
ments moving under joint rates. 

2. Through bills of lading are issued by participating carriers in 
other instances in their own names and adopted by the forwarders. 

3. Through bills of lading are issued by non-participating carriers 
in their own names covering traffic moving under forwarder rates, which 
bills of lading are adopted by the forwarders. 

4, In some instances bills of lading are issued by non-participating 
common carriers covering transportation from origin to on-line stations 
of the forwarders and thereafter an additional bill of lading is issued 
by the forwarders to cover transportation from origin to ultimate desti- 
nation. 

5. Forwarders frequently receive numerous less-truckload ship- 
ments consigned to them at on-line stations intended for different con- 
signees and destinations for which they execute at their on-line stations 
individual bills of lading from initial points of origin to ultimate desti- 
nation and mail the bills of lading back to the shippers. 


Recommended conclusions: 


The Commission should ‘ind that the present and the proposed 
rules, regulations and practices affecting the issuance of bills of lading 
or shipping receipts for forwarder traffic by freight forwarders or their 
agerts, insofar as they fail to provide for the issuance of through bills 
of lading in the name of the forwarder to cover the through transporta- 
tion in forwarder service are unjust and unreasonable, in violation of 
section 404(a) of the act; indefinite and uncertain in violation of section 
405(a), and in violation also of section 413 of the act. The Commission 
should further find that in all instances where shipments move under 
forwarder rates, under which the freight forwarder is responsible for 
the transportation, there must be issued a through bill of lading, either 
by the forwarder itself or by the participating or non-participating 
common carrier in the name of the forwarder as its agent, to cover the 
transportation from initial point of origin to ultimate destination. 


The examiners said the methods of operation described in 
the report were those of Acme Fast Freight, Inc., and that 
these methods were typical of the methods of forwarders gen- 
erally. There were three channels through which forwarder 
shipments were received for transportation, they said: (a) at 
a forwarder agency or “on-line” station; (b) at off-line points 
by a common carrier by motor vehicle, which carrier was a 
party to the forwarder’s tariff naming the latter’s rates ap- 
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plicable to the shipment; and (c) at an off-line point by a 
common carrier subject to the interstate commerce act, but 
not a party to the forwarder tariff naming the rate applicable 
to the shipment. Further describing forwarder operations, the 
examiners said: 


Where shipments are delivered to the forwarder at an ‘‘on-line’”’ 
point, the bill of lading is issued by the forwarder in its own name at 
the time the shipment is received. Where a motor carrier participating 
in joint rates receives shipments at off-line points, the shipper in most 
instances prepares the shipping order in advance as well as the bill of 
lading to be executed by the participating motor carrier. The latter 
executes the bill of lading either in its own name or in the name of the 
forwarder showing itself as agent and retains the shipping order for its 
own records. The shipper is shown as consignor and the ultimate re- 
ceiver as consignee. It may or may not show the particular forwarder 
by which the shipment is to be routed. Where the motor carrier exe- 
cutes the bill of lading in its own name, the forwarder handling the 
shipment from the point the shipment is received from the motor car- 
rier adopts that bill of lading io cover the through movement, and 
assumes responsibility for the shipment from the time it is delivered 
by the shipper to the originating motor carrier until it is delivered to 
the ultimate consignee. It is immaterial to the forwarder whether the 
bill of lading issued under such circumstances is signed in its name or 
in the name of the motor carrier. The forwarder asks that it be per- 
mitted to continue the practice of adopting bills of lading when issued 
by a participating motor carrier in its own name. 

In connection with shipments received (for movement in forwarder 
service) at off-line points by carriers not participating in joint motor- 
forwarder rates, the bill of lading is issued by the carrier or its pick-up 
agent to whom the shipment is delivered for transportation to the 
nearest consolidating station of the forwarder on the route of move- 
ment. Such bill of lading usually shows the shipper as consignor, the 


ultimate consignee and the name of the forwarder in whose service the 
shipment is moving. 


In the foregoing instances, said the examiners, the for- 
warder treated the bill of lading issued by the motor carrier 
as its own to cover the through movement from the actual 
origin to the ultimate destination, applied the through for- 
warder rates, and assumed full responsibility for the entire 
movement. However, they pointed out, if the bill of lading 
was issued by a non-participating carrier in its own name and 
did not carry the name of the forwarder, a bill of lading was 
issued at the junction point and the shipment treated as a 
forwarder shipment only from the junction point to ultimate 
destination.. In such instances, said they, the through forwarder 
rate was not applied. 

The forwarder maintained that its responsibility was the 
same whether it signed the bill of lading or adopted that of a 
motor carrier, said the examiners. Under the rules proposed 
by the forwarders, as shown in an appendix to the report, the 
name of the forwarder and the name and address of the ulti- 
mate consignee must be shown on the bill of lading whether 
issued by participating or non-participating carriers, said the 
examiners. The forwarders had asked that the rules be not 
specifically prescribed by the Commission at this time, they 
said, but that they be permitted to establish them voluntarily 
so that they might first be tested by actual experience. 

They said that the motor carriers, when the legislation 
that resulted in part IV of the act was under consideration, had 
sought the right to sign the bill of lading in their own name 
and in their own behalf, as they desired to retain their indentity 
with their customers. Three practices predominated, said the 
examiners, as follows: 


(1) A bill of lading is issued to the original shipper through to 
destination by the motor carrier in the name of the forwarder upon 
its express authority; (2) a bill of lading frequently is given to the 
original shipper through to destination signed by the motor carrier on 
its own behalf and adopted by the forwarder; and (3) where a bill of 
lading is given to the original shipper, signed by the motor carrier in 
its own behalf, showing the forwarder as the first consignee, the assem- 
bly point as the first destination, and showing the ultimate consignee 
and destination the forwarder adopts that bill of lading. 


“The motor carriers insist that any order issued in this 
proceeding should preserve to them the right to sign bills of 
lading in their own names,” said the report. 

It added that, in view of the conclusions, it was not neces- 
sary to pass on the contention on the contention of the motor 
carriers that the responsibility, for shipments in connection 
with which a selection of the forwarder was not made at the 
point of origin, rested with the motor carrier alone for such 
transportation to the terminal. 

After setting out the provisions of section 2(11) of the act, 
and citing cases on the issuance of through bills of lading or 
receipts, the examiners said that, “as the freight forwarder is 
subjected to the same requirements as is any common carrier, 
it is clear that a through bill of lading must be issued on 
traffic received for transportation in forwarder service.” 

After disagreeing with the contention of the forwarders 
that a bill of lading issued by the originating carrier in its own 
name, showing the shipment consigned to the forwarder at its 
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“on-line” station with the ultimate consignee and destination, 
was a through bill of lading, and setting forth the provisions 
of section 413, the examiners said the question arose as to 
whether the through bill of lading must be issued by the for- 
warder, or in its name by a common carrier as its agent, where 
the shipments moved as forwarder traffic under rates main- 
tained by the forwarder from origin to destination. The motor 
carriers insisted that they were entitled to issue such bills of 
lading in their own names, regardless of whether or not they 
were parties to joint rates with the forwarder, said the exam- 
iners. 

After citing Allied Asphalt & Mineral Corp. vs. Hoboken 
Mfrs.’ R. Co., 194 I. C. C. 265, and Louisiana, A. & T. Co. 
Operation, 170 I C C 602, the examiners said under those deci- 
sions “it would appear that a participating carrier would be 
obliged, in so far as section 20(11) is concerned, to issue a 
through bill of lading in its own name where joint through 
rates are maintained were it not for other provisions of law 
contained in part IV There is doubt whether this would be 
true where joint rates are not maintained and the traffic moves 
under forwarder rates in connection with a nonparticipating 
carrier,” and continued: 


The forwarders take full responsibility for the shipments from 
origin to destination, regardless of whether the bill of lading is issued 
by the participating carrier as their agent or in its own name, or by a 
non-participating common carrier; under their proposals they will 
“‘adopt’”’ bills of lading issued by participating carriers in their own 
name, and also those issued by non-participating carriers provided cer- 
tain conditions are met. 


To adopt such bills of lading would leave matters in an indefinite 
State. Further confusion would result in view of the fact that the motor 
carriers in certain instances claim to be responsible for the shipments 
until delivery is made to the forwarder whereas the forwarder claims 
that it is responsible from initial origin to ultimate destination. Unless 
the shipper was aware of the tariff rules, as proposed, he might, justi- 
fiably, in the event of loss, look to the motor carrier for redress. This 
would result in delay and confusion and be contrary to what seems to 
us to be the clear intent of the above-quoted provisions of section 413. 


After discussing the difficulty of establishing the forwarder 
nature of a movement unless the forwarder’s name was on the 
bill of lading as the party “receiving” the property for trans- 
portation, the examiners said it should be clearly established 
at the outset what forwarder was to handle the traffic and that 
it was to move under forwarder rates. If the shipments moved 
under forwarder rates, said they, there should be no divided 
responsibility. 

Western Freight Association, a freight forwarder at Los 
Angeles, Calif., whose methods, said the examiners, were sim- 
ilar to those of other forwarders, had received numerous com- 
plaints respecting the issuance by it of duplicate bills of lading 
covering the same shipments when originated at off-line points. 
This, said they, had caused much confusion and additional 
expense, and that Western had urged that any possibility of 
requiring the forwarder to issue a bill of lading after another 
carrier had already done so be removed. The proposed rules 
would accomplish that purpose, according to Western. Re- 
spondents generally and the trucking interests were opposed 
to the issuance of duplicate bills of lading on the ground that 
there was no reason whatever for doing so and many reasons 
why it should not be required, said the report. 

It also said that Lone Star Package Co., Inc., a freight 
forwarder, had contended that where through rates were pub- 
lished by a freight forwarder, such rates should be applied in 
connection with any common carrier regardless of whether it 
was a party to the governing tariff. 


N. E. Motor Rate Adjustment 


Although one of the purposes of the proposed readjust- 
ment of motor rates on boots and shoes between points in New 
England and between New England and certain points in New 
York and New Jersey was to remove incongruities and dis- 
criminations in the rate structure, it clearly failed to do so, 
said Examiner Paul R. Naefe in a proposed report in I. and S. 
M-2298, Boots—Shoes—Paint—in New England, embracing I. 
cg M-2303, Boots and Shoes—New England points to New 

ork. 

He recommended cancellation of the suspended schedules 
as to boots and shoes and that the proceedings be discontinued. 
As to a proposed cancellation of commodity rates on boot and 
shoe factory supplies, the examiner recommended it be found 
reasonable on any-quantity and less-than-truckload shipments, 
not unreasonable on truckload shipments. He recommended 
finding unreasonable a proposed exception rating and proposed 
cancellation of commodity rates on paint and paint materials, 
in glass containers between the same points. 

In the title proceeding, by schedules filed to become effec- 
tive September 13, 1943, motor common carriers parties to 
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tariffs of the New England Motor Rate Bureau, Inc., agent, 
proposed to readjust the rates of the respondents on boots, 
shoes and related articles, and on boot and shoe factory sup- 
plies and related articles, and to increase a classification rating, 
and commodity rates, on paints, varnishes, and related articles 
in glass containers, between points in New England and be- 
tween points in that territory, on the one hand, and, on the 
other, points in the metropolitan New York area. On protest 
of the Director of Economic Stabilization, the Price Adminis- 
trator, the New England Shoe & Leather Association, the 
Auburn Shoe Manufacturers Association, and the Panther- 
Panco Rubber Co., the operation of the proposed schedules 
was suspended until April 13. 

In L. and S. M-2303, by schedules filed to become effective 
September 24, 1943, Boston & Maine Transportation Co., of 
Boston, Mass., and Stone’s Express Incorporated of Boston, 
proposed a similar readjustment in their rates on boots, shoes, 
and related articles, between points in New England, on the 
one hand, and, on the other, points in the metropolitan New 
York area. These schedules were suspended until April 24 on 
protest of the Price Administrator and the Director of Eco- 
nomic Stabilization. 

The examiner said the present rate structure was replete 
with incongruities and discriminations. The reasons for the 
proposed readjustment were, first, to comply with the admoni- 
tion in New England Motor Carrier Rates, 8 M. C. C. 287, and 
28 M. C. C. 31, to iron out the commodity rate structure either 
by bringing the commodity rates up to 90 per cent of the class 
rates or to bring ‘the commodity rates up to the level of the rail 
rates; second, to remove the incongruities and discriminations 
in the present rates; and third, to obtain additional revenue, 
he said. 

He said respondents’ rate witness had asserted that be- 
tween points in New England the basis generally used for con- 
structing the proposed: commodity rates was the third-class 
column D rate for distances up to 90 miles; for distances from 
90 to 115 miles, 5 per cent had been deducted from that rate; 
for distances from 116 to 140 miles, 10 per cent had been de- 
ducted; from 141 to 165 miles, 15 per cent had been deducted; 
and that for distances over 165 miles, 20 per cent had been de- 
ducted. The reductions were made on the theory that applica- 
tion of the straight column D rates, irrespective of distances, 
would result in increased rates higher than the traffic would 
bear, said the examiner. 

He pointed out, however, that the reduction formula had 
not been used in constructing the proposed commodity rates 
between points in New England and metropolitan New York. 
The rates between such points had been constructed by using 
the column D date or combinations of the proposed local com- 
modity rates to Boston, and from Boston to New York city, and 
a through commodity rate published, said he. 

The examiner said that the proposed readjustment clearly 

failed to remove the incongruities and discriminations in the 
present rates, with respect to the proposed rates from points in 
Maine, New Hampshire, Massachusetts, Rhode Island, and Ver- 
mont. Certain of the proposed commodity rates, said he, from 
points within one state to points in New York city, were higher 
for shorter distances than for longer distances. Other of the 
proposed commodity rates appeared to be unjustly discrim- 
inatory as between origin points in the different states, he said, 
and that certain of the proposed commodity rates bore no 
proper relationship to distances. Two appendixes to the report 
indicated some of these discriminations. 
_ “A study of the profits of the entire shoe industry, includ- 
ing New England, made by the Treasury Department, shows 
that in normal times the average return on sales was slightly 
under 3 per cent, which the witness for this protestant (New 
England Shoe & Leather Association), believed was a fair 
percentage of return for the New England manufacturers,” 
said the examiner. “This return results in a profit of approxi- 
mately 5 cents a pair of shoes based on the average cost of 
$1.80 a pair. The proposed increases ranging from 13 to 47 
per cent in the present rates from points in Maine to Boston 
and somewhat smaller, but substantial increases from New 
Hampshire points to Boston, it is estimated would average a 
little over a cent a pair, or 20 per cent of the profit. Witness 
for this protestant points out that the proposed rates would 
result in the sharpest increases in the rates from the largest 
manufacturing centers, particularly in Maine, such as Auburn, 
Lewiston, Portland, and Kennebunk, and also Farmington and 
Rochester, N. H.” 

_ .The examiner pointed out that witnesses for the Price Ad- 
ministrator had been of the opinion that any increases in trans- 
portation rates would not be a sufficient basis for raising the 
price ceilings on shoes, and that the manufacturers would have 
to absorb the increases out of their profits. In a general dis- 


cussion of the proposed readjustment, the examiner said: 
Although the proposed readjustment is somewhat of an improve- 
ment over the present rate structure on boots and shoes in New Eng- 
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land and between New England and metropolitan New York, it is in- 
adequate. Commodity rates would be canceled from some points of 
production leaving the class rates to apply, and from other points of 
production the proposed commodity rates are on no general basis. 
There is no showing of different transportation conditions which would 
justify the different bases on which commodity rates are proposed. 
Because of the proposal of different bases of rates, rates to inter- 
mediate points would be higher than rates to more distant points on 
the same route. It is apparent from a mere examination of the pro- 
posal that the respondents desire to favor some shippers to the unjust 
discrimination of others. The boot and shoe rates are clearly in need 
of readjustment, but the readjustment proposed by the respondents 
should not be approved. 

Just and reasonable classifications, which motor common carriers 
are required to establish under section 216(b) used in connection with 
just and reasonable class rates would provide reasonable rates on less- 
than-truckload shipments. So long as the respondents desire to favor 
some shippers by commodity rates and not others and to favor some 
shippers by lower bases of commodity rates than others, so long will 
inconsistencies and incongruities remain in the rates on boots and shoes 
in the area. All unlawful, unjust, and undue preferences and discrimi- 
nations should be eliminated, and apparently this can only be done by 
putting all rates on boots and shoes on a uniform basis. The distance 
from Worcester to New York city is 176 miles and the distance from 
Boston to New York city is 224 miles; yet the respondents propose to 
take away from Worcester the advantage of its geographical location 
by according shipyers from Boston the same rates as from Worcester 
under a complicated formula for which no reasonable justification was 
advanced. 


The examiner further objected also to a proposal of the 
carriers of an any-quantity rate of 69 cents from their terminal 
in Boston zone 1 to points in New York city below 23rd street, 
and a rate including pick-up and delivery within Boston zone 1 
to the same points of 95 cents, a difference of 26 cents. There 
was no showing, said he, that the cost to the carriers of per- 
forming pick-up in Boston was as great as 26 cents a 100 
pounds. To the extent that a rate applying from a carrier’s 
terminal exceeded the rate including pick-up by more than 
the cost of performing such seryice plus a reasonable profit, 
the rate unduly preferred shippers delivering goods at the car- 
riers’ terminal to the unjust discrimination of those who did 
not have facilities to take goods to the terminal and were 
required to use the pick-up service, he said. 

There might be some justification for truckload commodity 
rates on boots and shoes where they moved in substantial 
volume in truckload quantities, as from points from which the 
War Department shipped a substantial volume of truckload 
shipments weighing over 20 pounds a cubic foot, said the ex- 
aminer. Although the record would justify the cancellation of 
all less-than-truckload and any-quantity commodity rates, he 
added, it would not justify the rates proposed. 

As to the proposed cancellation of present truckload com- 
modity rates on boot and shoe factory supplies, the examiner 
said that without a showing that they were unreasonable, their 
proposed cancellation should not be found justified. The can- 
cellation of the any-quantity and less-than-truckload commodity 
rates would result in the application of class rates that would 
be reasonable on the less-than-truckload movements, he said. 

As to paint and related articles, he said the respondents 
maintained a number of commodity rates from Boston to des- 
tinations in Maine, New Hampshire, and Vermont on less-than- 
truckload and truckload shipments unrestricted as to the con- 
tainers in which they were shipped, and that it was proposed 
to restrict the commodity rates so as not to apply on shipments 
in glass containers. 

The justification offered for the increase, he said, was that 
shipments in glass containers were more susceptible to damage 
than shipments in metal containers, and an added hazard of 
paint escaping from glass containers that had been broken and 
damaging other articles in the vehicle. No evidence in support 
of these contentions had been offered, said the examiner. He 
pointed out it was not shown by the respondents that other 
articles were rated higher when shipped in glass containers 
than when shipped in metal containers. He said the proposed 
exception rating and cancellation of commodity rates on paint 
and paint materials shipped in glass containers would be 
unreasonable. 


Proposed Reports 
Area-Walls 


No. 29009, St. Paul Corrugating Co. vs. Chicago & North 
Western (Charles M. Thomson, Trustee) et al. By Examiner 
John Davey. Third-class rating and 1. c. l. rate of $1.59 a 
hundred pounds on area-walls, “a new commodity . . . made 
from corrugated sheet metal,” shipped August 12, 1941, from 
St. Paul, Minn., to York, Pa., proposed to be found unreasonable 
“to the extent it exceeded, exceeds, or shall in the future 
exceed the column-40 rate of 91 cents.” Reparation of $2.56, 
with interest, proposed. The examiner based the recommended 
finding on “a consideration of the entire record and a com- 
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parison of the rates on corrugated sheet iron culverts, k. d., 
and floor arches, in the same general territory.” 


Phosphate Rock 

No. 28947, American Agricultural Chemical Co. et al. vs. 
Atlantic Coast Line Railroad Co. et al., embracing No. 28947, 
Sub. 1, Armour & Co. vs. Same. By Examiners M. J. Walsh 
and John A. Russell. Rates on crude phosphate rock, in car- 
loads, from producing points in Florida to certain destinations 
in New Jersey, New York, and Massachusetts, unreasonable in 
some instances and not unreasonable in others. Reparation 
awarded and reasonable rates for the future, subject to rea- 
sonable minimum weight provision, prescribed. The examiners 
recommended that the Commission should find that the rates 
assailed to South Amboy and Carteret, N. J., in effect on and 
after March 16, 1942, and to Buffalo and East Buffalo, N. Y., 
in effect on and after January 5, 1942, had not been and were 
not unreasonable, but that the rates charged in the statutory 
period prior to those dates, to the extent that they exceeded 
$7.44 to South Amboy, $7.54 to Carteret, and $8.44 to Buffalo 
and East Buffalo, had been unreasonable; that the assailed 
rates to Lowell, East Weymouth, and South Wilmington, Mass., 
had been, were, and for the future would be unreasonable to 
the extent that they had exceeded, exceeded, or might exceed 
$8.54 plus 3 per cent for the period from March 17, 1942, to 
May 15, 1943; and that the rates found reasonable should have 
been, and for the future should be, subject to a minimum of 
100,000 pounds, except when the car had been or was loaded 
to its full capacity and the actual weight had been or was less 
than 100,000 pounds, the minimum weight should have been 
and should be the marked capacity of the car. The examiners 
also recommended that the Commission find that American 
Agricultural Chemical Co., and International Minerals & Chem- 
ical Corporation, complainants in No. 28947, and Virginia Caro- 
lina Chemical Corporation, intervener; and Armour & Co., 
complainant in No. 28947, Sub. 1, had been damaged to the 
extent of the difference between the charges collected and 
those found reasonable, and were entitled to reparation, with 
interest. 

Kyanite 

No. 29002, Chas. Taylor Sons Co. vs. Atchison, Topeka & 
Santa Fe Railway Co. et al. Examiner Frank C. Weems. Rates 
on kyanite, in carloads, from Los Angeles Harbor, Calif., to 
Cincinnati, O., and Taylor, Ky., unreasonable. Recommends 
reasonable rates for the future, and that reparation be awarded. 
The examiner recommended finding that the rate assailed had 
been, was, and for the future would be, unreasonable to the 
extent it had exceeded, exceeded, or might exceed a rate of 
68.5 cents to Cincinnati, and 70 cents to Taylor, and that the 
complainant was entitled to reparation with interest. 


Fresh Meats, Etc. 

No. 28932, Cincinnati Meat Packers Association vs. Alton 
Railroad Co. et al., embracing No. 28954, Kingan & Co. vs. 
Baltimore & Ohio Railroad Co. et al. By Examiners A. C. 
Wilkins and Ernest A. Burslem. Rates on fresh meats and 
packing-house produces, in straight or mixed carloads, from 
Indianapolis, Ind., and Cincinnati, O., to a defined portion of 
central territory, not shown to be unreasonable or otherwise 
unlawful. Recommend dismissal. The report pointed out that 
the complainants in the instant proceedings were protestants 
in I. and S. 4650, Meats, Packing-House Products, Chicago, 
C. F. A. Territory, 237 I. C. C. 525, in which the Commission 
found, with certain limitations, that reduced rates proposed to 
meet motor carrier competition were justified. The problem 
now presented was to determine whether changes, if any, had 
occurred, warranting a different conclusion than was reached 
in the suspension proceeding, said the report, and that the 
tonnage figures submitted definitely showed that substantial 
truck competition was still present. Intervening truckers were 
carrying all the traffic they could handle, it said, and that the 
tonnage figures also showed that the reduced rates had resulted 
in increased traffic to the rail carriers. ' 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated). 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
che order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “‘biack face’ type, 
with name of town or city following.) 


New York (Richmond Hill) —-MC 49537, Sub. 4, Kew Gar- 
dens Storage Warehouse, Inc., extension. Certificate proposed. 
Household goods, between New York, N. Y., and points in 
Nassau county, N. Y., on the one hand, and, on the other, all 
points in Del., Md., and Va.; and between points in Nassau 
county, on the one hand, and, on the other, all points in Conn., 
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Mass., N. J., N. Y., Pa. R. L, Vt., and D. C., over irregular 
routes. 

New York (New York)—MC 103516 Sub. 2, Delaware, 
Lackawanna & Western Railroad Co., extension. Certificate 
proposed. General commodtiies, between Morristown, N. J., 
and Bernardsville, N. J., over U. S. highway 202, service to be 
performed limited to service auxiliary to, or supplemental, of 
D. L. & W. rail service; carrier not to serve, or interchange 
traffic at, any point not a station on its rail lines; shipments to 
be limited to those received from or delivered to the rail line 
under a through bill of lading covering a prior or subsequent 
movement by rail. 

Texas (Alpine)—MC 104739, Ernest Acton and Vergel 
Brown, common carrier. Certificate proposed. General com- 
modities, with exceptions, between Alpine, Tex., and Terlingua, 
Tex., over unnumbered highways, serving also Study Butte and 
Buona Suerte, Tex. 

New York (Brooklyn)—-MC 104748, Lawrence Sacowitz 
and Sidney Sacowitz, contract carrier. Permit proposed. Can- 
dies and confectionery, and advertising matter, used in the sale 
of the aforementioned commodities, from Brooklyn, N. Y., to 
all points in Bergen, Essex, Hudson, Middlesex, Monmouth, 
Morris, Passaic, and Union counties, N. J.; from Brooklyn, 
N. Y., to all points in Albany, Greene, Orange, Rockland, and 
Ulster counties, N. Y.; and the same commodities, damaged or 
refused, between the same points in the opposite direction over 
irregular routes. 

lowa (Carson)—-MC 14664, Sub. 1, Kenneth H. Hughes, 
extension. Denial of certificate proposed. Livestock, from Car- 
son, Ia., and points within 15 miles thereof, to Chicago, IIl., 
over irregular routes. . 

Illinois (Chicago)—-MC 32045, Lance Motor Service, con- 
tract carrier, embracing MC 52847, Lance Motor Service, com- 
mon carrier. Certificate proposed in MC 52847, on conditions, 
including surrender for cancellation of that part of the permit 
issued in MC 32045 authorizing operation as a contract carrier 
from Chicago, Ill., to points in the Chicago Commercial Zone. 
Continuance in operation, general commodities, with exceptions, 
between points in the Chicago commercial zone, over irregular 
routes. 

Michigan (Battle Creek)—-MC 52473, Sub. 2, Carl H. 
Behnke, extension. Denial of permit proposed. Apples, carrots, 
cucumbers, berries, and fruit, from Battle Creek, Mich., to 
Lockport, Ill., over specified routes; from Battle Creek to Chi- 
cago, Ill., commercial zone, over specified route; from Battle 
Creek to Joliet, Ill., over specified route; clearsol gum, dextrine, 
and hyposulphite of soda and raw materials used in the manu- 
facture of paper products, from Lockport, Ill., and points within 
the Chicago commercial zone, and Joliet, over the specified 
routes, to Battle Creek; and finished paper products, and car- 
tons, knocked down, from Battle Creek to Toledo, O., over a 
specified route, returning to Battle Creek via Detroit, Mich., 
with waste paper and similar products in intrastate commerce 
exclusively. 

INinois (Chicago)—-MC 64932, Sub. 30, Rogers Cartage Co., 
common carrier. Certificate proposed. Petroleum products, in 
bulk, in tank trucks, from certain Ill. points to points in Ind., 
Ia., and Mo., over irregular routes. 

Nebraska (Valentine)—-MC 84756, Sub. 3, Dwight E. Dam, 
extension. Certificate proposed. General commodities, with ex- 
ceptions, between Omaha, Neb., and Winner, S. D., over a 
specified route, serving the intermediate points of Norfolk, Neb., 
and Bonesteel, Burke, Gregory, and Colome, S. D. 

South Carolina (Columbia) —MC 104777, Southeastern 
Haulers, Inc., common carrier. Certificate proposed. Road 
building machinery, and equipment requiring special equip- 
ment, between all points in S. C., on the one hand, and, on the 
other, all points in Fla., and Ga., over irregular routes. 

New York (Candor)—MC 104793, Leroy E. Eiklor, common 
carrier. Certificate proposed. Coal, from Scranton, Pa., and 
points within 15 miles thereof, and from Forest City, Bernice, 
and Mildred, Pa., to points within 15 miles of Candor, N. Y., 
except points within one mile of the post office at Candor, over 
irregular routes. 

North Carolina (Lenoir)—MC 7804, Sub. 15, Smith’s Trans- 
fer Corporation, extension. Certificate proposed. General com- 
modities, with exceptions, between Asheville, N.-C., and junc- 
tion of U. S. highway 70 and N. C. highway 191, approximately 
two miles from Ashevillle city limits over N. C. highway 191, 
serving Elk Mountain, N. C. 

New York (New York)—MC 16682, Sub. 7, Murray Shapiro 
and Alexander Shapiro, extension. Certificate proposed. Store 
fixtures, hotel equipment, and kitchen equipment, uncrated, 
restricted so as not to include gas ranges except when such gas 
ranges are a part of a shipment of the aforementioned com- 
modities, between New York, N. Y., on the one hand, and, on 
the other, points in Va., N. C., and O., over irregular) routes. 

lowa (Portsmouth)—MC 102310, Sub. 1, Raymond P. 
Thielen, extension. Certificate proposed. Building materials, 
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farm machinery and parts thereof, fence materials, binder 
twine, and petroleum products in containers, from Omaha, Neb., 
to Portsmouth, Ia., and places within 10 miles therefor; and 
sand and gravel, from Plattsmouth, Neb., and points within 10 
miles thereof, to Portsmouth, and points within 10 miles there- 
of, over irregular routes. 

Ontario, Canada (Sleeman)—-MC 104904, Elmer Norlund, 
common carrier. Certificate proposed. Pulpwood, from the in- 
ternational boundary between the United States and Canada 
to International Falls, Minn., via the International Gateways 
at or near International Falls, over irregular routes. 

illinois (Chicago)—-MC 2180, Sub. 34, Burlington Trans- 
portation Co., alternative route. Certificate proposed. Passen- 
gers and their baggage, newspapers, express, and mail, over an 
alternative route on U. S. highway 6 between Sutton, Neb., 
and junction with the older route of said highway approximately 
2.5 miles south of Harvard, Neb: 

ilinois (Chicago)—-MC 2180, Sub. 35, Burlington Trans- 
portation Co., extension. Certificate proposed. Passengers and 
their baggage, newspapers, express, and mail, between Alliance, 
Neb., and junction of Neb. highways 87 and 19, over Neb. 
highways 2 and 87 via Hemingford, Neb., serving intermediate 

oints. 

Kansas (Manhattan)—-MC 2212, Sub. 1, Ralph Goheen, ex- 
tension. Certificate proposed. Empty beer containers and oil 
barrels, from Manhattan, Kan., to Kansas City, Mo., over U. S. 
highway 24. 

Colorado (Denver)—MC 4315, Sub. 4, T. & M. Transporta- 
tion Co., extension. Certificate proposed. General commodities, 
with exceptions, in Ia. and Ill., between junction of U. S. 
highway 30 and Ia. highway 212 east of Gladstone, Ia., and 
junction U. S. highway 30 and Ia. highway 131, operating over 
U. S. highway 30, serving no intermediate points, said route 
being in lieu of present operations between said junction points 
in connection with presently-authorized operation between Den- 
ver, Colo., and Chicago, Ill.; and between Morrison, Ill., and 
Chicago, Ill., over a specified route, returning over the same 
route, serving no intermediate points, said route being an al- 
ternate route for operating convenience only, in connection 
with presently authorized operations between Denver, and 
Chicago. 

Missouri (Kansas City)—-MC 44609, Sub. 27, Guy A. Thomp- 
son, Trustee, Missouri Pacific Railroad Co., alternative routes. 
Certificate proposed. General commodities, over a country road 
between its junction with Kan. highway 4 and Salina, Kan., via 
Kipp, Kan., approximately 18.47 miles; and over same country 
road from its junction with Kan. highway 4 and branch 5.1 
miles northerly thereof and thence over another country road 
approximately 13.55 miles between that point of branching and 
Salina via Exline Spur, serving intermediate points on both 
routes. 

Missouri (St. Louis)—-MC 44609, Sub. 26, Guy A. Thomp- 
son, Trustee, Missouri Pacific Railroad Co., alternative route. 
Certificate proposed. General commodities, between Marshall 
and Maine, Mo., over Mo. highway 41, as an alternative route. 

Kansas (Effingham)—MC 95852, Sub. 1, H. W. Budden- 
bohm, extension. Denial of certificate proposed, for want of 
prosecution. Livestock and unmanufactured farm products, be- 
tween Effingham and points within 10 miles thereof, on the 
one hand, and, on the other, St. Joseph, Mo., over irregular 
routes. 

Idaho (Boise)—-MC 104434, Sub. 1, Ernest Bond and How- 
ard Tennyson; common carrier. Application dismissed at ap- 
plicants’ request. General commodities, between Boise, Ida., 
and Gowen Field, Ida., over a regular route. 


DAIRY RATE PROTEST 


Chester Bowles, price administrator, on his own behalf 
and on behalf of Fred M. Vinson, economic stabilization di- 
rector, has asked the Commission to suspend the operation of 
Central States Motor Freight Bureau, Inc., MF-I. C. C. No. 
124, in so far as it cancelled items 1270 to 1350, inclusive, in 
tariff MF-I. C. C. No. 73, effective March 5. 

According to a tabulation contained in the protest, rate 

increases would range from one cent to 13 cents on dairy prod- 
ucts as described in items 1270 to 1350, applying from points 
in Minnesota and South Dakota to destinations in Central, 
Trunk Line and New England territories, by reason of the 
proposed cancellation of commodity rates, permitting class 50K 
rates to apply. 
_ The administrator said that, at the same time, there was 
in effect, in MF-I. C. C. 55, a rating of 45-S on the same com- 
modities to the same destinations. The proposal, in this re- 
spect, would result in conflicting rates in some instances and 
unduly prefer certain localities to the prejudice of others in 
other instances, he said, and also contended that the proposed 
increased rates would exceed the rail rates presently applicable 
on the considered traffic. 
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Hoch-Smith Southern Grain Case 


Thirty individuals, firms, associations, corporations, and 
boards of trade, have joined in exceptions to the one-factor 
through mileage rates in the proposed report of Examiner 
Frank W. Weaver in No. 17000, Rate Structure Investigation, 
Part 7-A, Grain and Grain Products to and Within Southern 
Territory, and I. and S. No. 4208, Grain to, From and between 
Southern Territory (see Traffic World, Sept. 4, 1943, p. 514). 

The exceptions, filed on behalf of the parties by Freeman 
Bradford, general manager, Indianapolis (Ind.) Board of Trade, 
concluded with a request that the Commission make the fol- 
lowing findings: 


Upon the record which has been developed in this proceeding, and 
for the reasons set forth herein, the Commission should find that one- 
factor through mileage rates are not practicable, or necessary, in con- 
nection with the grain traffic here involved. 

The Commission should find that the main recommendations of the 
report are not in accordance with the preponderance of evidence of 
record. 


We request, therefore, that the proposed report and recommenda- 
tion of the examiner be set aside, that the entire matter be set for 
further hearing, reargument, and further consideration. 


The exceptants quoted from Examiner Weaver’s report to 
the effect that, since the Commission had prescribed no propor- 
tional rates from Omaha or any other rate break points to the 
south or any of the several gateways for application on traffic 
to the south, there could be no doubt that one-factor rates to 
the south would be entirely consistent with the findings in the 
Western Grain Case, 173 I. C. C. 511, 215 I. C. C. 83. 


After discussing the different situations obtaining on ship- 
ments, transited at Omaha, from Nebraska to north Pacific 
Coast territory, on which the examiner said there were no 
proportional rates, the exceptants said that “in practically all 
other instances where the rate structure and physical move- 
ment of the grain would lend themselves to a system of local 
rates to the intermediate markets and storage points plus pro- 
portional rates therefrom, such system has been prescribed.” 
In all petitions for modification of the order in the Western 
Grain Case, they said, the Commission had upheld the rate- 
break plan and had dismissed the petitions. After discussing 
some of those cases, they directed attention to the fact that 
the decision of the Commission prescribing rate-break com- 
binations in the Western Grain Case had been upheld on appeal 
to the Supreme Court of the United States, Board of Trade 
of Kansas City, Mo. et al. vs. United States of America et al., 
314 U. S. Sup. Ct. Rep. 534. 


A system of through one-factor mileage rates would inter- 
fere with the orderly marketing and distribution of grain and 
grain products within southern and southeastern territories, 
said the exceptants. A system of local rates to recognized gate- 
ways plus proportional rate beyond was preferable for pro- 
ducers, consumers, and intermediate handlers to one-factor 
through rates, they said, and advanced these reasons: 


(1) Proportional rates place all carriers between given points on a 
parity; (2) it affords a method of equalization of different routes; (3) 
proportional rates stabilize the rate structure; (4) permits all shippers 
and receivers in a given market or territory to compete on even terms; 
(5) keeps millers or dealers on opposite sides of crossings or rate-break 
point on a parity; (6) proportional rates provide a fixed and determin- 
able basis for basing prices of grain and grain products at intermediate 
and terminal gateways as well as at destination; (7) their competitive 
influence enables the same type and quality of grain to be held at a 
common price at the market. 


The one-factor mileage rates proposed by the examiner 
did not reflect differences in transportation conditions and costs 
in the several territories from, ,to, and through which the 
affected traffic would move, said the exceptants. Very little 
evidence had been offered as to transportation costs and con- 
ditions in the several rate territories, said they, and that “‘it 
may be assumed that differences in rate levels within several 
territories reflect fundamental economics as well as transporta- 
tion costs and conditions.” They believed that absence of evi- 
dence was a stronger reason for difference in rates from vari- 
ous territories than it was for uniformity, they said, and 
pointed out that the Commission had often said it must take 
into account that traffic difference as between the several rate 
territories in fixing rates and the distribution of the transporta- 
tion burden. 

“Here we have an anomalous situation whereby a new, a 
drastic change is prescribed in a rate structure covering a 
movement of a basic commodity over a widespread area without 
evidence to support the change,” said the exceptants. “In con- 
formity with prior decisions of the Commission and in justice 
to all parties, such a change should not be made until the 
ae for it has been demonstrated by affirmative evi- 

ence.” 

If the proposition of one-factor through mileage rates was 
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approved in this proceeding, they said, there would be a peculiar 
situation where, after having determined the rate applicable 
to the gateways in the Western Grain Case, when reshipment 
was made from the gateways to points in southern territory 
it would then be necessary to refer back to the origin point 
and superimpose on the rate already made by the rate-break 
method a new rate constructed by the use of mileage. This 
course would be necessary, they said, in order to arrive at the 
proper rate from point of origin to destination. Application of 
the proposed rates from northern and western territories to the 
south would create a system of rates that would be imprac- 
ticable of application under transit from a commercial stand- 
point, and impossible of policing from a carrier standpoint, the 
exceptants contended. 

They pointed out that in the prefatory notice written by 
Commissioner Johnson, and served with the proposed report, 
it had been specifically stated that transit was not a subject 
of this investigation. The examiner had erred in finding that 
free transit stops between points of origin of the grain and 
ultimate destination of the grain or its products should be 
limited to three in number, said they. In proposing a scale of 
rates that “had been designed to compensate the carrier for 
terminal services required in the making of three free transit 
stops,” in the language of the examiner, the exceptants said 
the proposal had been made without evidence of such terminal 
costs or other information sufficient on which to base a finding 
and recommendation. 

As further evidence that the proposed report was not sup- 
ported by the weight of evidence, the exceptants pointed out 
that the proceeding had been the subject of several extensive 
hearings, original briefs had been filed, a proposed report had 
been issued by two examiners who sat throughout the hearing, 
exception briefs and replies had been filed by all parties, and 
oral argument had heen heard by the entire Commission. After 
this exhaustive procedure, they said, the case was assigned for 
further hearing before Examiner Weaver. No testimony of 
changed conditions had been offered at the further hearing, 
said they, but that “the proposed report now under discussion 
is a complete reversal from that proposed by the examiners in 
the first instance.” On that same ground, they voiced an objec- 
tion to the statement of Commissioner Johnson in the afore- 
mentioned prefatory notice to the effect that ‘‘a system of one- 
factor interterritorial rates on a common level seems to offer 
a fair and practical solution to the difficult problems presented 
in this proceeding.” 


State of Washington 


The state of Washington, through its attorney general, 
before setting forth its exceptions to the proposed report, said 
it agreed entirely with Commissioner Johnson’s general pro- 
posal that ‘‘a system of one-factor interterritorial rates on a 
common level seems to offer a fair and practical solution to the 
difficult problems presented by this proceeding.” The adoption 
of such a rate system, it said, would eliminate “the present 
unfair and discriminatory rate structure of which we have 
complained in this proceeding.” 


The state’s exceptions were to the adoption of the distance 
scale of rates proposed by the examiner, and its application to 
any of the territories under consideration; to the proposal that 
the Commission at this time make no definite findings relative 
to the rates from the north Pacific Coast area into southern 
territory; and to the application of a minimum weight on wheat 
of 60,000 pounds from the Pacific northwest area to the south- 
ern territory. 


The distance scale of rates would destroy the present 
groupings of origin and destination stations, it said, and that it 
was difficult to predict the, actual effect this would have on 
the transportation of grain in the regions: affected. A method 
‘should be adopted to effect the general proposal and at the 
—— y disturb present groupings as little as possible, it 
added. ' 

The state said that, while it had been “our position that we 
would not seek any revision in the all-rail rate from the Pacific 
northwest region to the southern territory until such a time 
as the rate-break system is eliminated, if the general proposal 
of establishing one-factor interterritorial rates on a common 
level is sustained, it appears that it is entirely practical and 
necessary to establish rates from the Pacific northwest region to 
southern territory.” The 60,000 pound minimum weight on 
wheat seemed unnecessarily low, it said. 


Southern Carriers 


_“The southern carriers submit that the present rates on 
grain and grain products which are involved in these proceed- 
ings are reasonable and properly related to each other, and 
they ask that the Commission disapprove the findings proposed 
by the examiner and approve the present adjustment as it 
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stands,” said those carriers in exceptions to the proposed report 
in I. and S. No. 4208, and related cases. 

In their sixteen exceptions the southern carriers said they 
had shown the ruinous effect the adoption of the examiner’s 
recommended scale would have on their revenue. The evidence 
did not justify any reduction in the level of the rates, they 
said, and that it was apparent that in recommending a reduction 
the examiner had lost sight of the unusual amount of service 
rendered by the carriers in connection with this traffic. The 
present level of rates was fully justified by those services, they 
said, adding, that “certainly there is nothing in this record to 
justify a reduction in excess of $4,600,000 in the revenue of the 
railroads. 

The examiner’s recommendations were based on an erro- 
neous conception of the requirements of the interstate commerce 
act, said the southern carriers. His repeated statements that 
a “uniform” level of rates was “necessary and desirable in 
the public interest,” and that there was “nothing to justify 
maximum reasonable rates” from other territories to the 
South “higher than maximum rates on similar traffic within 
the south” clearly indicated that he construed the act as declar- 
ing that the Commission should determine whether uniformity 
in rates, intraterritorially and interterritorially, was in the pub- 
lic interest, that uniformity was to be presumed in the public 
interest, and that the Commission should prescribe rates on a 
uniform level unless a special showing was made to justify 
some exceptional treatment. Because of this misunderstanding 
of the law, said the carriers, the examiner had based the 
“revolutionary recommendations” he had made, not on con- 
trolling and compelling facts, but, in large part, on a negative 
set of findings. 

The carriers said also that the examiner had proceeded on 
the false premise that the proportional rates from the northern 
gateways to the south must be condemned because of the Com- 
mission’s decision in the Western Grain Case. The Commis- 
sion had recognized a distinction between the situation in the 
west and that in other territories when, in Southwestern Millers’ 
League vs. Atchison, T. & S. F. Ry. Co., 227 I. C. C. 795, de- 
cided after the Western Grain case, it had prescribed varying 
proportional rates from Chicago to Central Freight Association 
territory, the carriers said. That decision, they added, made it 
clear that the Commission did not intend for its decision in 
the Western Grain Case to be controlling with respect to rates 
in other territories. 

The southern carriers said that the destruction of the 
present system of interritorial rates was opposed not only by 
all of the railroads, but by practically all of the grain and 
milling interests as well. 


Milling Interests 

The question of reparation was raised in exceptions filed 
on behalf of Oklahoma Millers’ Association and intervening 
Oklahoma Millers. Saying that this was “an extraordinary 
case,” the exceptants objected to the proposed report in so 
far as it recommended denial of reparation in No. 15026, 
Oklahoma Millers’ League vs. Alabama & Mississippi Railroad 
Co. et al. 

Almost twenty-one years ago, said the exceptants, the 
league had attacked the grain and grain products rates from 
Oklahoma to states south of Kentucky and Virginia as wel] as 
to the whole of Louisiana, and that they were still waiting 
for a decision as far as the rates to the south were con- 
cerned. They pointed out that in the report of the entire Com- 
mission on further hearing, 165 I. C. C. 557, June 30, 1930, 
reparation had been awarded on shipments to western Louisiana 
and east bank points mentioned. 

Reciting the events that led to assignment of No. 15026 
and other cases for hearing with the Hoch-Smith proceedings, 
the exceptants reproduced correspondence with Commissionet 
Eastman in 1937 in which Mr. Eastman said that examiners 
Mackley and Hall were inclined to his view that taking of 
testimony concerning reparation might more properly be de 
ferred until after the conclusion of the hearing and announce 
ment of findings by the Commission concerning the proper 
basis of future rates in No. 15026. In spite of this, said the 
exceptants, the examiners had recommended dismissal of 
No. 15026, saying that the “general findings herein dispose 
of the questions involved therein.” In exceptions, they said, 
they had referred to the correspondence with Mr. Eastman as 4 
reason why no such disposition was proper. 

“As a precautionary measure we will now brief the matter 
of reparation in this proceeding,” said the exceptants. 

They devoted their brief in support of the exception t0 
the finding as to reparations, saying that the exceptions being 
filed by the Corporation Commission of Oklahoma in No. 17000, 
Part &-A would be on behalf of all Oklahoma grain and milling 
interests. 

“It is no secret that the Commission would like to be 
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relieved of the duty of awarding reparation,” they said. “It has 
frequently asked the Congress so to amend the act, but Con- 
gress seems to be of the opinion that the Commission and not 
the court should have this duty. Honor and duty are Siamese 
twins. When one is accepted the other must trail along. Okla- 
homa wheat is and has been almost completely barred from 
the south. The products are as effectively barred except that 
by using large quantities of outside tonnage, an unnatural act 
and a more expensive operation, Oklahoma mills have been 
able to use limited quantities of Oklahoma tonnage along 
with it.” 
Oklahoma 


Exceptions filed on behalf of the Corporation Commission 
of Oklahoma, for and in behalf of Oklahoma producers, han- 
dlers, and processors of grain and grain products, contained 
proposals of the Oklahoma interests to the south and to 
Memphis, Louisiana, and the lower Mississippi River crossings, 
and an alternative proposal to the south. 


The Oklahoma interests said they excepted to the recuin- 
mendations of the examiner as to the measure of the scale; as 
to the recommendation that existing groups be discarded and 
smaller groups substituted; as to the degree of circuity recom- 
mended; and as to the absence of a recommended order re- 
quiring the customary transit privileges. 

“In substance,” they said, ‘‘the Oklahoma interests approve 
the principle of rate-break structure to the south, as suggested 
by examiners Mackley and Hall. From the exceptions which we 


have heretofore filed it is very apparent that we do not sub-. 


scribe to the measure of their proposed rates. We have pointed 
out in those exceptions many infirmities in their report and 
we here urge the Commission to adopt the first proposed report 
with the changes which we have indicated as being necessary 
and proper.” 


Southern Grain 


The exceptions of the Southern Grain and Grain Products 
Traffic Council said the report of Examiner Weaver was op- 
posed in its entirety by all of the shipping interests “here rep- 
resented” because it so completely changed the entire present 
system of rates on grain and grain products, to, from and 
within the southern territory and destroyed practices that had 
been in effect for many years and on which the milling and 
grain interests had founded and operated their several busi- 
nesses. It was their view, they said, that the conclusions of 
the examnier were not in accordance with the preponderance 
of evidence of record. 


The southern grain group said the Commission should find 
(1) that the present spread of 5 cents a 100 pounds between 
carload and less-carload rates, local and proportional, within 
southern territory, was fully justified; (2) that transit charges 
were an integral part of transit rules and regulations and were 
not involved in these proceedings; and (3) that no evidence 
warranted the prescription of through one-factor rates. 


Kansas 


The Hutchinson (Kan.) Board of Trade Association said, 
in its exceptions, that the appendices to its brief in support of 
its exceptions were convincing that one-factor through rates 
was not a proper rate structure “from such an immense orig- 
inating territory to so large a destination territory.” It said 
further that rates so constructed, with the proposed circuity 
allowances with transit, would create more undue preference 
and prejudice than any of the complaints now alleged. The 
rate-break plan, it said, was the only practical method of con- 
structing rates between the two large territories, and that 
whatever scale was constructed to be used as a yard-stick in 
measuring the rates it should bear a definite relationship to 
the Western Trunk Line scale and broken back into multiple- 
factor rates through the gateways consisting of local or “gath- 
ering” rates to the first price-fixing market and proportional 
rates therefrom to the gateways and proportional rates there- 
from to destinations; and that proportionals from the gateways 
should be reasonably related to each other and allow “the chips 
to fall where they may.” 


Louisville 


Five exceptions to the proposed report were filed on be- 
half of the Louisville (Ky.) Board of Trade: That the examiner 
had erred in finding that one-factor through rates were adapt- 
able via the Louisville market; that he had erred in condemn- 
ing present equalization practice; that he had erred in finding 
a common level of rates from the several producing territories 
would provide a substantial degree of route equalization; that 
circuity limitations would seriously affect grain dealers and 
millers in times of regional crop failures; and that the exam- 


- had erred in finding transit should be limited to three 
stops. 
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The Louisville board asked that the proposed report and 
recommendation be set aside and that the entire matter be set 
for further hearing, reargument, and further consideration. 


Birmingham 


The Birmingham Traffic Association said the examiner had 
given the Commission a very clear, concise picture of the vari- 
ous issues involved, and showed that he had made a thorough 
study and analysis of the difficult question of rates and transit 
on grain and grain products. His report departed from the 
long established custom of rate-making on grain and grain 
products, the association said, but that it deserved due consider- 
ation by’ the Commission. 

It said it found the rates and transit privileges recom- 
mended removed certain discriminations it claimed existed 
against the Birmingham millers, but objected to the degree of 
circuity recommended by the examiner. It said that 50 per 
cent circuity where the direct hauls from origin to destination 
exceeded 150 miles, and 3345 per cent where it exceeded 1,000 
miles was not sufficient to meet the needs and requirements of 
millers and to permit the orderly milling and distribution of 
grain and its products. The circuity limitation should be com- 
pletely removed or modified, it said, adding that removal of 
the limitation would place the Birmingham millers in position 
to get grain from a wider range in the event of a crop failure 
in any one section of the country. 


The association objected to the three transits recom- 
mended by the examiner, saying that they would greatly local- 
ize Birmingham’s source of supply. It said also that, due to 
the spread of 5 cents a 100 pounds between carload and less- 
carload rates it had been difficult to building up business to 
any great degree, and that the rates as proposed by the exam- 
iner would simply add further trouble to the distribution prob- 
lem. This claim, it said, was substantiated by the fact that 
Birmingham millers had been confronted by newly formed and 
fast growing water competition at Decatur and Guntersville, 
Ala., and Chattanooga, Tenn., saying that these river ports 
distributed their products by privately owned trucks in all parts 
of Alabama and Georgia. 


North Pacific Millers 


The North Pacific Millers’ Association, representing the 
flour mills of Washington, Oregon, and northern Idaho filed 
three exceptions to the proposed report, saying that it was 
apparent that “reduced rates are to be prescribed from con- 
tiguous states to the east and south with no reductions from 
mountain-Pacific group. If this is done the grain producers and 
millers of the mountain-Pacific group will be left with rates 
prohibitive as in relation to the rates from such contiguous 
states. If overhead through rates are prescribed from con- 
tiguous states the rates from the mountain-Pacific group should 
be properly related thereto. This should be done in this inves- 
tigation and not left to further hearings.” 

The association excepted to the mountain-Pacific grouping 
recommended by the examiner; to the proposed distance scale 
of rates for application to the southeast from the western dis- 
trict; and to the relationship of the rates. ; 

Competition in the sale of wheat and flour in the south- 
eastern markets was very keen under present rates, it said, 
and that any further advantages given competitors in contigu- 
ous territories by rate reductions without relative reductions 
from the mountain-Pacific group would eliminate any move- 


ment of wheat or flour to the southeast from the mountain- 
Pacific territory. 


Federal Barge Line 


With the Mississippi Valley Association, of St. Louis, Mo., 
adopting its exceptions and argument, the Federal Barge Line 
excepted to the failure of the proposed report to recommend 
specific findings disposing of the issue raised in Farmers Na- 
tional Grain Corporation, et al. vs. Alabama Great Southern 
Railroad Co., et al., an embraced proceeding, and to the failure 
to recommend “the prescription of the same proportional rules 
on ex-barge as on ex-rail grain in the event the rate-break 
method of constructing interterritorial rates is continued.” 

“At all of the hearings in these various proceedings,” said 
Federal, “the various parties proceeded in the light of the rate- 
break adjustment then in effect. To the best of our knowledge, 
none of the parties suggested that the whole rate structure be 
revised on a basis of a. one-factor system of interterritorial 
rates. Consequently, it is fair to say that the only question as 
to rates on ex-barge grain considered, either’in the evidence 
or in the briefs, has been whether they should be equal to the 
proportionals contemporaneously provided for ex-rail grain, or 
whether it would be proper to provide a higher basis on ex- 
barge than on ex-rail traffic.” 

Federal said that, if the Commission did not adopt a sys- 
tem of one-factor interterritorial rates for all-rail application 
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on a common level, as recommended, there was some doubt as 
to whether the record contained adequate evidence to support 
the prescription of special proportional rates for application to 
ex-water traffic. 

It said that, in the event the Commission concluded that 
the evidence was not adequate to support a finding as to spe- 
cial proportional rates for application to ex-barge grain, it 
requested that the Commission so find, and that any refusal 
to accord relief within the issues of No. 26965 be without 
prejudice to any further proceedings in that or in any other 
case involving the lawfulness of through barge-and-rail rates 
on grain, or the lawfulness of any factor in such through rates 
if made on combination. 

Federal said that it took no position on the substitution of 
one-factor rates for the plan of rate-break combinations, but 
that if the Commission did conclude to continue the rate-break 
combinations for all-rai] traffic, it renewed its claim to an equal 
treatment of ex-barge and ex-rail traffic in so far as the sepa- 
rately established rate factors from river crossings, St. Louis, 
Cairo, and Memphis, etc., to southern destinations were con- 
cerned. 

Flour Mills 


General Mills said that one of the most important issues 
involved was the matter of one-factor versus multiple-factor 
rates within and to southern territory. As to that, it merely 
said that if the present “dual” system of rates in effect within 
and to the south, together with the present system of varying 
proportional rates from the. gateways into the south, was un- 
lawful—and must be replaced with either (a) a multiple-factor 
system of rates as an exclusive basis, or (b) a one-factor sys- 
tem of rates as an exclusive basis, then it very definitely sup- 
ported the recommendations of the examiner for the one-factor 
system of rates with transit. 

General Mills summarized its position on carload rates, on 
fourth-section relief, on less-than-carload rates within the south, 
on transit on rates within and to the south, and on rates on 
grain and grain products within and to the south. As to carload 
rates, General Mills said it expressed no opinion as to the 
proper level of rates for the future; had no objection to a uni- 
form level of maximum rates; urged adoption of one-factor 
rather than multiple-factor system of rates; and had no objec- 
tion to determination of the rates according to distances, with 
certain provisos. 

Pillsbury Flour Mills filed twelve exceptions to the ex- 
aminer’s proposed report. In its conclusion, Pillsbury said it 
appeared that there was but one issue before the Commission: 
Did the evidence warrant the Commission in prescribing over- 
head rates from without the south to the south on grain and 
grain products? 

“If the answer is in the affirmative,” it said, “then the 
Commission and the courts have been wrong in their consistent 
attitude of turning back all attempts to break down the exclu- 
sive rate-break principle which has been in effect since July 1, 
1935, and as prescribed in the Western Grain Case, supra.” 

It said it doubted that the Commission would cast aside 
the experience gained in the years that the rate-break prin- 
ciple had been in effect. Cases dec:ded, “almost up to this 
moment,” in which the rate-break principle has been chal- 
lenged, have upheld the soundness of that principle, said the 
company, adding that, throughout its exceptions, it had tried 
to point out that the rate-break principle could and should be 
maintained in connection with rates into the south. There were, 
it said, no insurmountable difficulties in the prescription of 
rates that broke on the markets and gateways to the south. 


“We respectfully submit that from every standpoint, com- 
mercially, price basis, and transportation we have conclusively 
shown that no change should be made in the present system of 
multiple-factor rates on grain and grain products,” it said in 
conclusion. : 


John W. Eshelman & Sons, manufacturers of live stock 
and poultry feeds, located at Circleville, O., asked the Com- 
mission to find that the equalization of rates on grain and grain 
products from northern and western producing sections to the 
south and southeast over Ohio river and Mississippi River 
crossings was in the interest of the public, including farmers, 
dealers, manufacturers and railroads, and should be continued; 
and that the present combination method of constructing 
through rates between territories by use of local rates to 
recognized gateways, and proportional rates beyond, be con- 
tinued. . 

Western Rail Carriers 


Ten exceptions to the proposed report have been filed by 
rail carriers operating in the western district. After saying that 
there was no warrant for the “very substantial reductions” that 
they said the Commission had imposed on them by its orders 
in the 17000-Part 7 proceedings, and discussing those changed 
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rates, the western carriers said the examiner in the instant 
proceeding had repudiated the rate-break system. This, said 
they, was the key principle underlying the construction of the 
grain and grain products rate adjustment prescribed by the 
Commission. The examiner’s proposal, they said, was by “one 
without background of experience in the consideration of rates 
upon which grain and grain products move, and is in disregard 
or without knowledge of the facts found to be controlling in 
connection with the form of a rate structure best suited to the 
transportation and proper merchandising of such commodities. 

They said that the examiner conceded that, in so far as the 
rates from certain portions of western trunk-line territory to 
certain portions of southwestern territory were concerned, his 
recommendations would require vacation of those portions of 
the 17000 Part 7 Grain Case order “which require the mainte- 
nance of one-factor rates based on the revised southwestern 
scale between points in the southwest and proportional rates 
from the gateways to the southwest.” 

“The examiner’s condemnation of combination rates and 
his suggestion that substantially lower one-factor overhead 
rates be required are the result of a hasty theoretical rather 
than a thorough practical analysis of the present grain and 
grain products rate adjustment,” said the western carriers. 
“Such conclusions also emphasize his failure to take into ac. 
count the very low level to which the western factors of the 
through combination rates have been depressed and to under- 
stand that, even if the southern factors are relatively high, the 
combination, nevertheless, provides a reasonable through charge 
because the excess in the one is offset by the insufficiency of 
the other.” 

After analyzing what they said was the examiner’s method 
in arriving at rates based on a mileage scale, the carriers said 
that “hearings were held for the purpose of gathering evidence 
upon which to determine the issues. A fortuitous selection of 
some distance scale for universal application needs no record 
and the record in the present proceeding denies the propriety 
of the scale selected for application as suggested.” 


Official Territory Carriers 


Official territory carriers excepted to the proposed finding 
that multiple factor rates did not afford a practical method for 
the construction of maximum interterritorial rates on grain 
and grain products from producing areas without the south to 
southern territory; to the proposal that rates would be unrea- 
sonable to the extent they exceeded or might exceed the one- 
factor rates determined in accordance with the distance scale 
set forth in appendix C; to the finding that the rates proposed 
would be adequate to compensate for the terminal service 
rendered in making three stops in transit and that, when tran- 
sit was granted, stops to the number of three should be made 
without separate charge; and to the proposal that the one-fac. 
tor rates shown in appendix C be connected with the proposed 
circuity restrictions. 

“In this proceeding,” said the carriers, “the examiner has 
considered alleged unjust relationships as between certain pro- 
ducing areas, and concludes that certain of these existing rela- 
tionships require correction. If there is any unjustness in the 
present relationship as to any origin area, it should be corrected 
by an adjustment in the present rate structure, rather than by 
an attempt to force the grain and grain products traffic to 
accommodate itself to a new structure which will result in de 
struction of investment in mills, ruin to markets and complete 
elimination of certain areas of production from competition in 
large consuming areas.” 

The present basis through and from official territory to 
the south was reasonable and proper, said they, and should be 
approved. There was no basis for the examiner to adopt a rate 
level in this proceeding that would “drastically reduce the 
earnings of the carriers within official territory, when, as it 
this case, the present basis of rates within official territory ap 
plicable on interterritorial traffic has been used by the partie 
generally as the criterion or standard by which they hoped ti 
have their rate levels measured,” the carriers said. 

Chicago & Eastern Illinois Railroad Co. filed supplemental 
exceptions to those of the official territory lines, objecting t 
the proposed finding based on the distance scale set forth in 
appendix C to the report. 

“Generally speaking these combination rates have been Ss? 
adjusted as to preserve so-called ‘market relationships’ that is, 
the rate to one base point in combination with the rate beyoné 
produced a through rate which from certain origins and to cer 
tain destinations was the same in cents per 100 pounds as tht 
combination of, inbound rates to and outbound rates . from, 
other gateways,” said the C. & E. I. 

In the production, processing and marketing of grain and 
grain products, the road said, past experience forced the cor 
clusion that without in-transit privileges the movement of gral! 
and grain products would be greatly restricted and then to 4 
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certain area. In the final analysis, it said, a miller was. not 
concerned so much with what inbound rate he paid (provided 
jt was not an unreasonably high rate), but what balance he 
had to pay on the product that he reshipped to final destina- 
tion. 

It urged that the rate-break principle be continued as the 
basis for constructing through rates on grain and grain prod- 
ucts, carloads, from WTL, IFA and CFA territory origins to 
SFA destinations. 

Northern Pacific, etc. 


The Northern Pacfic Railway, the Soo Line, and the Great 
Northern, as to Minnesota and North Dakota, and carriers serv- 
ing Montana, Idaho, and Washington, advanced three excep- 
tions to the examiner’s report. They asked that the Commis- 
sion preserve the rate-break adjustment to the southeast and 
not to disturb the factors from Minnesota, North Dakota, Mon- 
tana, and the mountain-Pacific territory to the primary markets. 

Their position, they said, was that the rate-break principle 
of making grain rates heretofore established by the Commis- 
sion should be adhered to, including the rates to the southeast; 
that the establishment of one-factor rates to the southeast as 
recommended was unnecessary and would disrupt the general 
grain rate structure heretofore prescribed by the Commission; 
that in any event the appendix C scale of uniform distance rates 
recommended by the examiner for application to the southeast 
and other territories was unreasonably low and failed to give 
any recognition to the repeated holdings of the Commission 
that the territory west of Minneapolis was progressively higher 
rated territory than that to the east and south of Minneapolis; 
and that if any changes in the present through rates to the 
southeast were considered necessary by the Commission, such 
changes should be brought about by readjustment in the pro- 
portional rates from the southeastern gateways to destinations 
in the southeast, which proportional rates, they said, were fac- 
tors in constructing through rates to the southeast under the 
present rate-break method. 


Oregon and Utah 


The public utility commissions of Oregon and Utah said 
that, before listing their exceptions, they wanted to commend 
the examiner, not only for the care with which the report was 
made up, “but especially for his general conclusion that the 
rate-break principle of making grain rates to the southeast 
should be abandoned, and that a ‘system of one-factor inter- 
territorial rates on a common level offers a fair and practical 
solution to the difficult problems presented in this proceeding’.” 

They said they wished to give their wholehearted approval 
to this conclusion. Their exceptions, they added, were in no 
wise to be taken as expressing disapproval of the examiner’s 
major conclusion, but merely as indicating certain modifica- 
tion of details. 

The first of their objections was to the examiner’s recom- 
mendation that the Commission should make no definite find- 
ings at this time as to rates from mountain-Pacific territory. 
That territory, said the commissions, was a vast surplus pro- 
ducing area entitled to a fair share of the interior market in 
the southeast. The present multiple factor method of rate con- 
struction, said they, imposed substantial handicaps on moun- 
tain-Pacific shippers and conferred undue advantage on com- 
petitors located in intermediate Western Trunk Line territory. 
It was impossible to establish rates from mountain-Pacific ter- 
ritory to the south that would either overcome the rate-break 
handicaps, or offset Western Trunk Line rate-break advan- 
tages, they said, and that definite findings should be made at 
this time relative to rates in mountain-Pacific territory. 

Whyte Feed Mills, of Pine Bluff, Ark., excepted to the 
examiner’s recommendation to cancel proportional rates from 
St. Louis and Kansas City, Mo., also from East St. Louis, IIl., 
and Memphis, Tenn., to the southeast; to his proposal that the 
Commission vacate its order, 205 I. C. C, 416, Western Grain 
Case; and to the proposal that the Commission vacate its order 
“General Findings” second paragraph 205 I. C. C. 472, Western 
Grain Case. 

“Never was so much owed to so few by so many” might 

aptly be applied to the feed manufacturers of the United States, 
said the company. Feed manufacturers, it added, had done more 
to make possible for the peeople of the United States the 
maximum of food and feed in these war times when every 
Ounce of food meant so much, 
_ It said that the cancellation of the southwestern propor- 
tional rates would advance the transportation cost of grain 
and grain products and related commodities from many origins 
to many destinations. 

After a lengthy discussion of the rate situation as to Pine 
Bluff, the company said that, if the Commission vacated its 
orders in the Western Grain Case in these proceedings, it 
Should prescribe flat rates from Pine Bluff mile for mile or by 


relationship the same as from St. Louis, Mo., and Memphis, 
enn. 





Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
w it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin ana The Traffic Bulletin.) 


In I. and S. No. 5286, the Commission has suspended from 
March 2 until October 2 the operation of certain schedules 
as published in supplements Nos. 12 and 7 to Agent J. R. 
Peel’s tariffs I. C. C. Nos. 3221 and 3588, respectively. The 
suspended schedules propose to revise the rates on fresh meats 
and packing house products, in peddler cars, from Topeka, 
Kan., to destinations in the southwest. 

In I. and S. M-2373, the Commission has suspended from 
February 29 until September 29 the operation of supplement 
No. 1 to tariff MF-I. C. C. No. 3 of G. H. O’Brien, Inc., Nor- 
wood, Mass. The suspended schedules propose to cancel com- 
modity rates on various commodities from Boston, Mass., to 
Attleboro, Canton, Dedham and Foxboro, Mass., and between 
Norwood, Mass., and Boston and Cambridge, Mass., and, to 
apply in lieu thereof, generally higher class rates. 


1. C. C. ACCIDENT REPORTS 


“Although the rules applicable to this case required that a 
10-minute interval be maintained between these trains,” said 
the report of the Commission in Investigation No. 2762, “the 
carrier furnished only 5-minute fusees. However, the flagman 
of the preceding train used 10-minute fusees, which he had 
obtained from another source.” 

The report, written by Chairman Patterson, covered a 
rear-end collision between two passenger trains on the Gulf, 
Colorado & Santa Fe Railway at Novice, Tex., resulting in the 
death of 7 passengers and the injury of 82 passengers, 10 Pull- 
man employes, 6 dining-car employes, 2 business-car attendants 
and 5 train-service employes. The accident occurred January 13. 

The Commission found that the accident had been caused 
by failure of the G. C. & S. F. to provide adequate safeguards 
for the movement of trains, and recommended that the rail- 
road establish an adequate block system on the line on which 
the accident occurred. 

The report said it was snowing at the time of the accident, 
and that evidently the light of the fusee dropped by the flag- 
man had been obscured by the deep snow, as the enginemen 
of the following train were positive that they had not seen any 
warning signals in that vicinity, although the remains of a 
burned fusee had been found where the flagman said he had 
dropped the lighted fusee. 


Train Communication 


As the result of suggestions that radio communication be 
used to prevent train accidents, Robert S. Henry, assistant 
to the president, Association of American Railroads, has pre- 
pared for railroad public relations representatives “a memo- 
randum on what has been and is being done by railroads and 
communications companies in the development of systems of 
train communication.” 

“Railroads began experiment and work looking toward 
the development of a. satisfactory system of communication 
with moving trains with an installation on the Delaware, 
Lackawanna & Western in 1914,” says the memorandum. 

Experiments have been carried on with the “carrier cir- 
cuit system, which uses rails and the wayside wires as part of 
its ‘wired-wireless’ transmission,” and the use of “space radio 
without carrier circuits, or ‘pure radio,’” says the memo- 
randum. 

Technical problems involved in the application of radio 
to train communication are discussed in the memorandum. 
Obstacles have yet to be overcome before radio can be used 
successfully in train communication on a wide scale, accord- 
ing to the memorandum. In conclusion, it says: 


The carrier circuit system is much more expensive to install than 
the pure radio system. As a safety measure alone, the cost of its in- 
stallation would not be justified, since the same money applied to the 
extension of other safety measures, such as grade crossing elimination 
or protection, or the extension of automatic safety signals of various 
sorts, would undoubtedly produce a greater saving of life and limb. 

However, the railroads and the communications companies are 
carryirg on their experiments along both lines, since it is apparent 
that in different situations different systems might be found most 
useful For exampie, on a switching railroad serving an extended 
industrial district, with neither boaded rails nor an adjacent pole line 
of wires, the need for communication between a central office and the 
swicch engines might well be served by a pure radio installation, 
whereas the cost and complications of a carrier circuit system might 
not be justified. 

To sum up, as a result of prolonged and widespread experiments 
by railroads and communications companies over a period of more than 
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twenty years, “here are now open to railroads two possible lines of 
development, both still in an experimental stage with many difficult 
technical and practical operating problems yet to be worked out. The 
carrier circuit system is in practical use in four major yards and on 
one comparatively busy branch line fifty miles along. The pure radio 
system, as u result of wave band difficulties, has been turned back to 
the laboratory for further experimentation in ultra-high frequency 
transmission. Undoubtedly development will continue on both lines. 


Mid-West Iron-Steel Rates 


Examiner J. P. McGrath opened hearing at Chicago, March 
1, in I and S. 5269, iron and steel to Ia., Minn., Mich. and Wis., 
and five related complaint cases. Approximately 100 represen- 
tatives of the railroads, shippers, state commissions, chambers 
of commerce, truckers, and the U. S. Navy entered appear- 
ances. The hearing will probably continue for about two 
weeks. 

One of the complaint cases is reopened No. 28786, Con- 
tinental Steel Corporation vs. New York, Chicago and St. Louis 
et al., the Commission’s decision in which, last August, led to 
the suspension case and to the filing of the other complaints. 
H. A. Hollopeter, traffic director, Indiana State Chamber of 
Commerce, at the opening session withdrew his complaint, 
filed against the Alton et al., and docketed as No. 29084, but 
representatives of the Nebraska and South Dakota commissions 
indicated that they would soon file complaints against the 
railroad rates on iron and steel articles moving westbound in 
Official Classification and Western Trunk Line territories. Mr. 
Hollopeter also withdrew as counsel for the Continental com- 
pany, but appeared for other steel companies located at Mun- 
cie. Terre Haute and Crawfordsville, Ind. The other com- 
plaints include: 


No. 29057, Minneapolis Traffic Association and St. Paul Association 
of Commerce vs. Chicago, Burlington and Quincy et al.; No. 29057, 
Sub. 1, Duluth Chamber of Commerce vs. Chicago and North Western 
et al.; 29082, Omaha Chamber of Commerce, transportation department, 
vs, Santa Fe System et al. 


The complainants alleged that the railroads are in viola- 
tion of sections 1 and 3 of the act in maintaining unduly high 
and discriminatory rates on iron and steel articles moving 
within Official Classification territory and from that territory 
to Iowa, Wisconsin, and Minnesota. It was considered prob- 
able by some at the hearing that the scope of the proceedings 
would spread to include practically all iron and steel rates in 
the nation. 

No. 28786 involves Continental’s complaint that rates on 
iron and steel articles moving from its plants at Kokomo and 
Indianapolis, Ind., to the Twin Cities and other destinations 
northwest of Chicago are unduly high compared with rates 
applicable from Chicago, Peoria, Ill.,.and St. Louis. The 
present rate from Kokomo to Minneapolis, for example, is 48 
cents, which is based on 32.5 per cent of first class, whereas 
there are commodity rates from Chicago to Minneapolis of 
33 cents and from St. Louis to Minneapolis of 35 cents. The 
commodity rates were established about ten years ago to 
meet water competition. The Commission in its original order 
in the case ordered the railroads to make their rates from 
Kokomo and Indianapolis no higher, as a percentage of first 
class, than rates from Chicago, Peoria, and St. Louis (see 
Traffic World, Aug. 28, 1943, p. 465). 


The railroads sought to comply with the order, last No- 
vember, by canceling the commodity rates from Chicago, 
Peoria, and St. Louis. Such cancelation would have left in 
effect column 32.5 rates, ,.under which the Chicago-to-Minne- 
apolis rate would be 45 cents, and an all-freight rate of 39 cents 
on movements from Chicago to Minneapolis. However, the 
railroads simultaneously published a supplement to the all- 
freight tariff to exclude iron and steel articles from the tariff. 
Thereupon, the Minnesota shippers organizations, the Chicago 
Association of Commerce, the Chamber of Commerce of Kan- 
sas City, Mo., and various steel companies asked for and 
obtained the suspension of the two proposals (see Traffic 
World, Nov. 20, 1943, p. 1261). 

Following entrance of appearances and petitions for leave 
to intervene—which took up the whole of the first morning— 
the examiner announced that he would make the prior record 
in the Continental case part of the present consolidated hear- 
ing. Frank Townsend, director of traffic for the Minneapolis 
association, then began to testify. He was expected to con- 
tinue until the morning of March 3 and, later in the hearing, 
to introduce about 25 witnesses. 

His testimony was based on two exhibits containing more 
than 250 pages of statistics on business activity in the Twin 
Cities area, on railroad traffic, rates, and earnings in various 
territories, and on competition in various industries in the mid- 
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west. He proposed that a new uniform scale of rates be ap- 
proved as a maximum for carload movements of iron and steel 
articles from Official Territory to W. T. L. territory. His pro- 
posal would provide, for example, that a 20-cent rate apply 
on carload movements from Chicago to Minneapolis. The 
railroads would obtain revenue of approximately $4 a ton for 
carload movements under that rate, he said, adding that such 
a return in revenue would be slightly higher than the average 


revenue received by the railroads for all shipments hauled by 
them. 


Allied Van Lines Application 


- By an order in MC 15735, Allied Van Lines, Inc. Common 
Carrier Application, and MC 15735, Same, Extension, the Com- 
mission, division 5, has reopened the proceedings for further 
hearing solely for the purpose of receiving evidence concern- 
ing the alleged difficulties experienced by the state of Ohio in 
enforcing its motor carrier laws with respect to certain car- 
riers now a part of the organization of Allied Van Lines. 

The action followed a petition filed by Independent Movers 
& Warehousemen’s Association, Inc. The association asked for 
a hearing at Columbus, O., in place of the hearing assigned at 
Washington, D. C., for February 15, in order that W. V. Blake, 
superintendent of rates and services for the Public Utilities 
Commission of Ohio, might appear as a witness without having 
to travel to Washington (see Traffic World, Feb. 12, p. 389). 
As an alternative, the association asked that the February 15 
hearing be reassigned and that a subpoena be issued requiring 
the attendance of Mr. Blake. 


The order reopening the proceedings assigned them for 
hearing before Examiner William T. Croft, March 7, at the 
office of the Commission, Washington, D. C. 


The Ohio situation was first interjected into the proceed- 
ings by Wilbur LaRoe, Jr., representing Independent Movers 
& Warehousemen’s Association, Inc., at a reopened hearing at 
Chicago, beginning January 24. At that time Mr. LaRoe said 
he had learned that the Public Utilities Commission of Ohio 
had sent an important communication to the government say- 
ing that, to an extent, regulation “is breaking down in Ohio 
because so many carriers without certificate rights are operat- 
ing in Ohio and through Ohio under the cloak of Allied Van 
Lines’ authority.”’ (See Traffic World, Jan. 29, p. 268.) At that 
time Mr. LaRoe said that, unless the Ohio Commission volun- 

’ tarily produced a witness having knowledge of the communica- 
tion, a subpoena would be requested. Mr. Blake’s name was 
introduced in the warehousemen’s petition for further hearing. 

Mr. LaRoe said, February 26, that Mr. Blake had said it 
would be inconvenient for him to come to Washington. Mr. 
LaRoe said he would request a subpoena if that was necessary. 


Cc. & O. CONTROL INVESTIGATION 


Answering ‘a request by counsel for the Alleghany Corpo- 
ration for information from the Commission as to the respects 
in which it appeared that section 5(4) of the act might have 
been violated, as bases for the institution by the Commission 
of the investigation in No. 29085, Control of Chesapeake & 
Ohio Railway Co., New York, Chicago & St. Louis Railroad 
Co., and Pere Marquette Railway Co. by Alleghany Corpora- 
tion—Robert R. Young—Allan P. Kirby (see Traffic World, 
Feb. 12, p. 390), Commissioner Mahaffie has advised the New 
York law firm representing the Alleghany Corporation that 
“there has been prepared by the men in our Bureau of Inquiry 
a schedule descriptive of the documentary exhibits which they 
expect to introduce at the hearing, together with information 
as to the source of the exhibit.” 


“Counsel of the Bureau no doubt will be willing to furnish 
you a copy of this schedule and to exchange exhibits with you 
prior to the hearing,” Commissioner Mahaffie wrote, after hav- 
ing explained that “the order of inquiry contemplates that re- 
spondents will have an opportunity to show that their transac- 
tions relating to the acquisition and maintenance of control of 
common carriers conform to the statute.” 


Counsel for Alleghany—the law firm of Donovan, Leisure, 
Newton & Lumbard—said in the letter to Commissioner Ma- 
haffie that the firm was “seriously handicapped by a lack of 
any concrete information as to the facts or transactions on 
which counsel for the Commission proposed to base proof of 
an alleged violation,” since the complaint had not been insti- 
tuted by a third person, subject to rule 28 of the Commissions 
rules of practice that a formal complaint be “so drawn as 10 
fully advise the parties defendant and the Commission in what 
respects the provisions of the act are, have been or will be 
violated.” 
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March 4, 1944 


“Freight Consolidators” Scope 


The Commission heard argument March 1, in I. and S. 
M-2180, Definition of Freight Consolidators, embracing MC 
C-362, Freight Forwarders Institute vs. Transamerican Freight 
Lines, Inc., in which Examiner Leo T. Haden’s proposed report 
recommended that the Commission should find not shown to 
be unreasonable, unjustly discriminatory, unduly prejudicial, 
or otherwise unlawful the application of assembling rates to 
shipments of a ‘freight consolidator’ as defined in the pro- 
posed tariff of Transamerican, that the investigation and sus- 
pension proceeding be discontinued, and the complaint dis- 
missed (see Traffic World, Oct. 30, 1943, p. 1053). 


L. A. Chase appeared for the Conference of Shippers As- 
sociations, Inc.; Col. Thomas E. Sands, Jr., for the War De- 
partment; N. D. Belnap, for National Industrial Traffic League; 
Carl I. Wheat, for Pacific Coast Wholesalers Association, and 
for Shipper Consolidators Institute; H. S. Carpenter, for Acme 
Fast Freight; and R. E. Quirk, for Freight Forwarders Insti- 
tute. 

Argument turned on the construction to be given the words 
“under like conditions,” and the words “and others,” in section 
408, providing that “nothing in the interstate commerce act 
shall be construed to make it unlawful for common carriers 
subject to part I, II, or III of the act to establish and maintain 
assembling rates or charges, and classifications, rules, and reg- 
ulations with respect thereto, applicable to freight forwarders 
and others who employ or utilize the instrumentalities or serv- 
ices of such common carriers under like conditions. .. .” 

Frequent interchange of question and answer between the 
sitting Commissioners and the attorneys indicated that the 
proponents of the rule, who urged adoption of the examiner’s 
report, did not feel that. the words “under like conditions” 
should be construed to mean identical conditions, and that in 
construing those words, their meaning should not be held to 
the mere physical details of the transportation service. 

Mr. Carpenter maintained that the traffic handled for 
shippers, and consolidated at Chicago, must meet every one of 
the six tests enumerated in the report of the committee of the 
House in connection with the legislation that became part IV 
of the interstate commerce act, as the circumstances and con- 
ditions that justified the establishment of the rates authorized 
by section 408. The respondents, said he, had failed to justify 
those rates from the standpoint of the tests. 

In answer to a question from the bench, Col. Sands said 
that the War Department, in its use of the involved rates 
through its consolidation stations, should stand on an equal 
footing with freight ofrwarders. 

Mr. Belnap, in touching on the bearing of section 402(c) 
of the act, said Congress had wanted to make assurance doubly 
sure that the shipper and shippers’ organizations would be 
relieved from regulation. .Section 408, said he, was an exemp- 
tion section, not addressed to forwarders, but to common car- 
riers under parts I, II, and III of the act. It was permissive, 
he said, and imposed no obligation on common carriers. It 
legalized rates only for less-than-carload or less-than-truckload 
traffic, he said, and that it did not legalize such rates for use 
by forwarders or others from the principal point of assembly 
to a principal point of distribution. 

Mr. Quirk said that if the views of the proponents pre- 

vailed, they would have won a “Pyrrhic victory” because, he 
said, there would be “no rates of this kind established worth- 
while.” The rates involved, said he, were of no great impor- 
tance, but added that one reason assembling rates had not 
been established under section 408 by motor carriers, railroads, 
etc., had been the feeling on their part that the rates would 
have to be “open to others.” Motor carriers, said he, “are 
never going to establish assembling rates as substitutes for 
joint rates if this Commission or any court holds that they 
must establish those rates openly and for all others.” 
_ Touching on the construction of the words “like condi- 
tions,” Mr. Quirk said that-the Commission, “in the old Texas 
& Pacific case,” had held that it was limited to considering the 
transportation conditions, and that the court had held that the 
Commission should consider all conditions. He said the case 
had involved import traffic and that the court had held that 
import traffic was in a different category than domestic traffic 
and was not, therefore, “like traffic.” Mr. Quirk said he did 
not think the Commission wanted to make the same mistake 
again. 

Mr. Wheat said that the only question was whether the 
regulated freight forwarders would be allowed to destroy the 
Plainly expressed will of Congress that shipper consolidators 
and their non-profit associations should have access to the 
assembling and distribution rates. 

Similarly, Mr. Chase said the sole factor in issue was 
whether common carriers by motor vehicle might establish and 
maintain assembling and/or distributing rates that might be 
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made available to shippers and shippers’ associations. In an- 
swer to a question from the bench as to whether he meant “all 
shippers,’”’ Mr. Chase said he did, if those shippers complied 
with the other conditions of the tariff, and so long as the con- 
ditions under which the carrier handled the traffic were the 
same in the case of the shipper as in the case of the forwarder. 
Asked from the bench where dissimilarity might occur, Mr. 
Chase said it would occur if the underlying carrier, instead of 
saving the expense of “peddling” the freight of the various 
consignees by delivering at the dock of the shippers’ associa- 
tion, had to make delivery to the various consignees. 


Potatoes, East to South 


“This action by division 2 seems to represent a further 
stage in a trend which protestant has been viewing with grow- 
ing concern,” said the Price Administrator in a petition for 
reconsideration filed with the Commission in I. and S. No. 5237, 
Potatoes, Eastern Points to South. 

In that proceeding the Commission, division 2, in view of 
the variations permitted by the O. P. A. in determining price 
ceilings on potatoes, said it did not seem that the proposed 
increases should be regarded as appreciably affecting the selling 
prices and found the proposed rates just and reasonable (see 
Traffic World, Jan. 1, p. 10). The schedules proposed increases 
in rates on potatoes, other than sweet, from origins in New 
England Territory and in Trunk Line Territory except Buffalo- 
Pittsburgh territory, to destinations in a described area of Ten- 
nessee, and in southern Virginia, North Carolina, South Caro- 
lina, Georgia, and Florida. 

The instant proceeding was the first (excluding overall in- 
crease cases) in which the Commission had authorized a freight 
rate increase on a particular commodity despite a showing by 
protestant that consumers’ prices would be directly increased 
by the Commission’s action said the Price Administrator. 

“Not only in the instant report,” said he, “but in certain 
other cases, division 2 has apparently concluded that war condi- 
tions should have no effect upon the reasonableness of rates on 
particular commodities, and that carriers may increase rates to 
the peacetime maxima. See Dried Vegetables, Pacific Coast to 
Gulf Ports, 256 I. C. C. 355; Peanuts, Georgia-North Carolina 
to C. F. A. Territory, 256 I. C. C. 329; Bicycles, Westfield, 
Mass., to New England and East, 42 M. C. C. 442. Division 2 
has even held that a rate may be alined with the general 
classification without further proof of reasonableness from the 
carriers if no shipper objects, although the particular classifica- 
tion has never been approved by the Commission. Mineral 
Wool, Missouri to Official Territory, 256 I. C. C. 208... .” 

In a few prior cases, however, the Commission had recog- 
nized protestant’s contention that the changes of economic con- 
ditions as a result of the war required that the Commission 
reach different decisions than in peacetime, said the Admin‘s- 
trator, citing Iron or Steel to Pacific Coast for Export, 255 
I. C. C. 739; and Vengar, Charlotte, N. C., to South (I. & S. 
5233, decided Nov. 16, 1943). 


“Protestant respectfully submits that it is the viewpoint 
reflected in those cases, not in the instant case, which is con- 
sistent with the Commission’s wartime duties with respect to 
the stabilization program,” said the Administrator. ‘“Protes- 
tant considers that the instant case affords the Commission an 
important opportunity to arrest the trend described above which 
is carrying the Commission away, not only from the effective 
discharge of its wartime responsibilities, but also from its his- 
toric attitude with respect to small increases. as exemplified in 
its opinion in Advance in Rates—Eastern Cases, 20 I. C. C. 
Rep. 423,250. .. .” 

The Administrator specified seven matters in which it said 
the division had erred, among them that the division had failed 
to reach a decision consistent with section 1 of the stabilization 
act, and that the report contained an incorrect interpretation 
of law, “namely, that the provisions of the emergency price 
control act of 1942 and the stabilization act of Octoher 2, 1942, 
‘except those pertaining to the giving of notice and consent to 
the designated Federal agent, made no changes in, or additions 
to, the interstate commerce act with resnect to the rates, fares, 
and charges of common carriers by railroad’.” 

In his conclusion, the Administrator said that “in view of 
the Commission’s promise of cooperation in administration of 
the wartime stabilization program protestant is of the opinion 
that the decision of division 2 was primarily due to misunder- 
standings concerning the applicable law and administrative 
methods emploved to effectuate that program.” 

The Administrator said the errors assigned were due pri- 
marily to the division’s failure to consider the nroblem within 
the scope of the special field of the nation’s industrial system 
in which the Commission had expert knowledge and ability, 
namely, the relation of common carrier rate increases to the 
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wartime stabilization program; and that the division had erred 
in turning its decision on the ability of ceiling prices to bear the 
rate increases regardless of the necessity of the latter.” 

He asked the Commission to reconsider the division’s deci- 
sion “by determining whether the rate increases were necessary 
and consistent with the policies of the emergency price control 
and stabilization acts.” 


Cc. & ©. Preference Stock 


“Division 4 erred in holding that the proposed stock divi- 
dend would leave the petitioner with an inadequate surplus 
represented by capitalizable assets,” said the C. & O. in a peti- 
tion for reconsideration and reargument before the Commission 
in ee No. 14366, Chesapeake & Ohio Railway Co. Proposed 
Stock. 

In that proceeding, the Commission denied the C. & O. 
authority to issue $76,573,700 of preference stock (series of 
1943) after finding that, on the basis of original cost to date 
of the road’s property, determined by the bureau of valuation, 
there would be a deficiency in the capitalizable assets (see 
Traffic World, Dec. 18, 1943, p. 1513). 

“If the decision of division 4 is allowed to stand, the stock- 
holders of the Chesapeake and Ohio will suffer the same dis- 
heartening, pessimistic treatment experienced by holders of rail 
securities generally,” said the railroad, “notwithstanding the 
fact that their company has been conservatively managed and 
has avoided the above-mentioned unfavorable conditions. The 
stockholders are not even to be allowed to have the evidence of 
that which is already theirs.” 

Stockholders, said the petition, were interested in dividends 
and would not forever continue to invest in a business where 
the returns did not keep pace with the earnings. The time 
arrived when stockholders should be entitled to receive sub- 
stantially all of the corporation’s excess earnings over a reason- 
able reserve for contingencies, it said, and added that “that 
time has long since passed in Chesapeake and Ohio.” 

Stockholders of the road had financed the purchase of 
equipment, extensions of the line, and other permanent im- 
provements to the property, the petition continued. Their con- 
sent to this practice had not been sought or received, it said, 
but that it had been accomplished by the mere expedient of 
withholding earnings. 

The road said it maintained its books of account in com- 
pliance with the rules prescribed by the Commission and that, 
according to those accounts, the company’s surplus was in ex- 
cess of $169,000,000. 

- “Apparently questioning the integrity of petitioner’s invest- 
ment account,” it continued, ‘division 4, adopting a procedure 
unprecedented in stock dividend cases, relied upon estimates of 
original cost and depreciated original cost introduced by the 
Commission’s bureau of valuation in this proceeding. Ad- 
mittedly these figures resulted in large part from the applica- 
tion of complicated formulae and price factors, omitted entirely 
any consideration of some of the company’s properties, and 
were based upon numerous assumptions in respect of property 
concerning which the bureau of valuation had no record of 
cost.” 


STOKERS FOR LOCOMOTIVES 


The Santa Fe, and the New York, Ontario & Western, have 
asked the Commission for an extension of time to comply with 
its order in No. 29049, A Johnston, Grand Chief Engineer of 
the Brotherhood of Locomotive Engineers, et al., vs. those rail- 
roads. The order of March 18, 1939, required the carriers to 
equip certain coal-burning locomotives with automatic stokers 
by April 15, 1944. The Santa Fe asked an extension of time to 
December 31, and the N. Y. O. & W. for an extension of time 
for the duration of the war. 


Cc. & 0. EQUIPMENT TRUST 

“During the past seven years the applicant has made a 
net reduction of $39,275,000 in its publicly held indebtedness, 
and in 1944 will be required to expend approximately $3,900,000 
to meet maturing obligations and sinking fund payments,” said 
the Chesapeake & Ohio, in an application in Fiance No. 14496, 
asking the Commission for authority to assume obligation and 
liability in respect of $2,200,000 par amount of serial equipment 
trust certificates of 1944, to be dated April 1. 

The C. & O. said the equipment to be covered by the cer- 
tificates consisted of ten freight locomotives, and that the 
portion of the cost of the locomotives to be paid out of its 
treasury cash would be approximately $581,000. 

The railroad said it was also making heavy cash expendi- 
tures in the purchase of other equipment, and continued: 


During the four-month period ending in March, 1944, it will have 
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purchased outright, for cash, 40 freight locomotives, 620 hopper cars, 
and 100 flat cars, at a total cost of approximately $9,654,000, and the 
applicant is also applying substantial amounts of cash to the improve- 
ment and extension of its lines of railroad without resort to outside 
financing. It is estimated that important roadway projects now under 
way will require cash expenditures this year of between $8,000,000 
and $12,000,000. In view of these extraordinary demands for cash, the 
applicant deems it advisable and necessary that the greater part of the 
funds for the acquisition of the equipment described in this application 
be provided through the medium of an equipment trust. . . 


The C. & O. said that, on the basis of its past experience, 
it believed the trust certificates could be sold at an interest 
cost in the neighborhood of 1% per cent to 2 per cent. 


Small Craft Operation 


Secretary Bartel, of the Commission, has sent a notice to 
operators of small craft calling to their attention the fact 
that, under the Commission’s order in Ex Parte No. 157, Appli- 
cation of Part III to Transportation by Small Craft, which 
made some transportation of property by vessels of not more 
than 100 tons carrying capacity or not more than 100 indicated 
horsepower subject to regulation, certain carriers must file 
applications for permits within 120 days after February 20. He 
enclosed copy of the form of application with the notice. 


The secretary described the transportation made subject 
to the provisions of part III of the interstate commerce act 
as follows: 


1. Transportation of property by small craft by common carriers 
by water which are engaged also in the transportation of property 
partly by railroad or motor vehicle and partly by water under common 
control, management or arrangement. 

2. Transportation of property by small craft by common or con- 
tract carriers by water which are engaged also in the transportation 
of property by large craft between common points or within a common 
territory. 

3. Transportation of property by small craft by common or con- 
tract carriers by water which are engaged also in the transportation 
of passengers subject to the provisions of part III of the act by 
vessels equipped to carry more than 16 passengers. 


Carriers already holding certificates or permits, or carriers 
now having pending before the Commission applications filed 
under the provisions of section 309(a) or (f) for certificates or 
permits authorizing such transportation in which they wer 
engaged by the use of small craft, need not seek additional 
authority, Secretary Bartel said. 


“It should be noted,” he said, “that the order, although 
making transportation by certain carriers subject to the pro- 
visions of part III of the interstate commerce act which were 


not previously subject to that part, does not affect any car: 


rier which was not previously subject to some of the provisions 
of part I or II of the act, or partially subject to the provisions 
of part III.” 


STOPPING-IN-TRANSIT RULE 


The National Industrial Traffic League; the Shippers’ Con- 
ference of Greater New York; and the New England Paper & 
Pulp Traffic Assoc‘ation have added their protests to, and re 
quests for suspension of, revised Rule 15, of supplement No. 5 
to Consolidated Freight Classification No. 16, to those already 
— by the Commission (see Traffic World, Feb. 26, p. 

). 

The proposed rule, they said, would restrict the stopping 
in transit on multiple carload shipments to one stop for partial 
unloading only and thereby limit multiple carload shipments 
to one point of origin only. Each of the protestants said thal 
the same feature had been embodied in I. and S. No. 5268, Rule 
33—Multiple Loading (see Traffic World, Feb. 12, p. 385). The 
League said that, in those proceedings, there had been much 
evidence to show the unreasonableness of such limitation and 
the prejudices that would result, and suggested reference t 
the League brief in that proceeding. 

The New York conference said the carriers were endeavor: 
ing to restrict the stop-off privileges for the completion of loa¢- 
ing when more than one carload shipment was loaded in 4 
freight car, although the individual carriers published stop-of 
tariffs, they alleged, now permitted two and sometimes mort 
stop-offs for completion of loading in any one car. 

The New England traffic association said that the costs 0 
operating, the efficiency of operating, and the conservation of 
equipment would be substantially similar whether one stop-off 
was allowed for the purpose of completing loading or for tht 
purpose of partial unloading, and that there was no justificatiol 
for confining the stop-off only to partial unloading. 
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Railroads Vie for Branch Line 


Correspondence received by the Commission in connection 
with an application of the Louisville & Nashville Railroad Co., 
in Finance No. 14435, for authority to build a line 2.6 miles 
long from Romney, Ky., to coal-producing property on Crab 
Orchard Creek, in Hopkins county, Ky. (see Traffic World, 
Dec. 25, 1943, p. 1578), has revealed some bitterness on the 
part of the Louisville & Nashville against the Illinois Central 
because, according to the L. & N., the Illinois Central now is 
proposing “to invade applicant’s territory, as it has done many 
times in the past.” 

Involved in the controversy is an application by the Illinois 
Central and the Chicago, St. Louis & New Orléans Railroad 
Co., made public at the Commission February 25 and docketed 
as Finance No. 14490, for authority for construction by the 
Chicago, St. Louis & New Orleans of an extension of its line 
from a point near Daniel Boone, Ky., to a mine known as the 
Williams Mine, a distance of about 2.43 miles, in Hopkins 
county, and for operation of the line by the Illinois Central. 

The correspondence in Finance No. 14435 showed that the 
Illinois Central, after its president, J. L. Beven, had been ad- 
vised by Assistant Director Boles of the Commission’s Bureau 
of Finance of the filing of the L. & N. application, had notified 
the Commission of its desire to intervene in the proceeding. 
Subsequently, however, counsel for the Illinois Central advised 
the Commission that that railroad had concluded not to make 
representations in Finance No. 14435, that it was preparing an 
application covering construction of a line from its railroad to 
the mine proposed to be served by the Louisville & Nashville, 
and that it proposed setting down of the two applications for 
hearing at the same time. Director Sweet, of the Bureau of 
Finance, in a letter the following day (February 12) to Elmer 
A. Smith, counsel] for the Illinois Central, said that “under the 
circumstances we will cancel the hearing in Finance Docket 
No. 14435 now assigned at Washington, D. C., on February 23, 
and await the filing of an application by the Illinois Central.” 
Director Sweet, in a letter to Sidney Smith, assistant genera! 
counsel of the L. & N., said that ‘‘no useful purpose could be 
served by proceeding to hearing in the above case prior to the 
filing of an application by the Illinois Central,” and that the 
latter had assured the Commission that the application would 
be filed promptly. 

“If a hearing in this proceeding be deferred until proceed- 
ings upon the proposed application of the Illinois Central shall 
have reached a point when a hearing would be appropriate,” 
said the L. & N. assistant genera] counsel in a reply to Mr. 
Sweet’s letter, “there will be a delay of several months in 
action upon this company’s application, which delay will be 
highly prejudicial to applicant and to the further expansion of 
the coal mining industry which will be served by this line of 
railroad. ... The Williams Coal Co., which owns the coal bear- 
ing lands to be immediately developed by the proposed line 
... iS now producing coal from a shaft thereon, which is trans- 
ported by truck about 2.5 miles to an existing tipple served by 
applicant’s railroad, which method of operation, in view of 
present shortages of gasoline, tires and trucks, is wasteful and 
inefficient, and cannot well be expanded to equal the coal pro- 
ducing capacity of the mining operation. ... 

“Applicant here points out that on December 9, 1943, sub- 
ject to all necessary governmental permission, it made a firm 
contract with the Williams Coal Co. to construct this branch 
railroad and a system of mine tracks to serve the coal mining 
plant, and, so far as applicant is advised, the Illinois Central 
had no interest in the extension of service by it to this industry 
until it learned of the application filed in this proceeding... .” 

The hearing originally set for February 23, in Finance No. 
14435, was eanceled by a Commission order dated February 16. 


HARRY JAFFA PURCHASE 

The Commission, by Commissioner Porter, has denied the 
Petition of Watson Bros. Transportation Co., of Omaha, Neb., 
for a further extension of time within which to exercise the 
authority granted to lease certain operating rights in MC 
F-1962, Watson Bros. Transportation Co.—Lease—Harry Jaffa. 

The order said Harry Jaffa, doing business as Jaffa Trans- 
portation and Jaffa Transit, of Minneapolis, Minn., had dis- 
posed of the operating rights that were the subject matter of 
the transaction in MC F-1962. 

Recently the Commission, division 4, by a report and 
order in MC F-2238, H. H. Holdcroft et al.—Control; Holdcroft 
Transportation Co.—Purchase—Harry Jaffa, approved the pur- 
chase by Holdcroft Transportation Co. of the rights leased to 
Watson Bros. in MC F-1962 (see Traffic World, Feb. 19, p. 
440). In the Holdcroft proceeding; the Commission took note 
of a suit filed by Watson Bros. in the federal court for the 
Nebraska district seeking to prevent the Commission from 
Proceeding further in that matter. Watson Bros. alleged that 
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Harry Jaffa had refused to comply with a condition prescribed 
by the Commission in connection with the proposed purchase 
of the Jaffa rights, and had then entered into the agreement 
with Holdcroft Transportation Co. In permitting the Holdcroft 
purchase of the rights, the Commission said it was apparent 
that Harry Jaffa would persist in his refusal to comply with the 
condition specified in the Jaffa-Watson proceeding. 


SUBSTITUTED MOTOR FREIGHT SERVICE 


By another order involving truck-for-rail service by the 
motor carrier subsidiary of Texas & Pacific Railway Co., issued 
in MC 50544, Sub. 5, Texas & Pacific Motor Transport Co., 
Extension, and Sub. Nos. 6, 8, 12, and 22, the Commission, divi- 
sion 5, has reopened those proceedings for further hearing at 
a time and place to be fixed, solely to determine what, if any 
changes or modifications should be made in the conditions con- 
tained in the outstanding certificates issued to the motor trans- 
port company. 

Similar action was taken recently by the Commission with 
respect to the motor transport company’s common carrier ap- 
plication and thirteen subs (see Traffic World, Feb. 26, p. 526). 


MARITIME SHIPPERS SERVICE ACQUISITION 

By an order in FF-19, the Commission, division 4, has ap- 
proved and authorized acquisition of all operating rights of 
G. V. Helms, doing business as Maritime Shippers Service Co., 
by Maritime Shippers Service, Inc. 

The order said Maritime Shippers was not a carrier sub- 
ject to part I, I, or III of the interstate commerce act and 
that it was ready, willing, and able properly to continue the 
freight forwarder operations authorized effective March 3, as 
to commodities generally, from all points in New York to all 
points in California. The acquisition, it added, would not ad- 
versely affect the employes of G. V. Helms, 

The order required that, following execution of the instru- 
ment or instruments whereby the operating rights were con- 
ferred to it, Maritime Shippers should file, in duplicate, veri- 
fied copies of the instruments with the Commission. 

The order further said that unless the authority granted 
was — on or before April 24, it would be of no force 
or effect. 


Motor for Rail Suit 


Alleging that he would be directly affected by “the new 
competition brought into being” by the Commission’s re- 
port and order in MC 2815, Sub. 6, Willett Co. of Indiana, 
Inc., Extension, Harry A. Parker, doing business as Parker 
Motor Freight, of Petoskey, Mich., has filed suit in the fed- 
eral court for the southern Indiana division, Indianapolis 
division, asking the court to set aside the Commission’s 
order. 

The proceeding involves authority granted Willett Co. 
of Indiana, Inc., a subsidiary of the Pennsylvania Railroad, 
to transport general commodities between Fort Wayne, Ind., 
and Mackinaw City, Mich., over seven connecting routes be- 
tween specified termini, serving intermediate and off-route 
points that are stations on the rail lines of the Pennsylvania. 
The authority was restricted to service supplemental to that 
of the railroad, and as to certain key points (see Traffic 
World, Oct. 16, 1943, p. 908). 

The complaint alleged that the applicant had not pre- 
sented evidence showing that public convenience and neces- 
sity required the proposed operation. The evidence. offered 
by the applicant had dealt only with a claimed saving to the 
Pennsylvania, and with other subjects not germane to the 
issues on this type of application, it said. No evidence had 
been presented to show that motor carriers already offering 
service over the involved routes and between the involved 
points would be unable to furnish the service covered by the 
application, the complaint said, and added that the appli- 
cant and the railroad had admitted that they had no know- 
ledge of the motor carrier service available and that they 
would not make use of any existing common motor carrier 
even though such carriers could furnish a service equal to or 
superior to that proposed by the applicant. 

Among other things, the complaint said protestants had 
presented uncontradicted proof that some of them were per- 
forming precisely the same sort of service for another rail- 
road, and that the Commission, through division 5, had dis- 
regarded all of the evidence presented by the protestants. 

Norwalk Truck Line, of Norwalk, O., filed a motion to 
intervene in the Indiana court, and joined in the request of 
Parker Motor Freight for judgment. 

A hearing was set in the Indiana court February 25, on 
a motion for an interlocutory injunction. D. H. Kunkel, of 
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the staff of the Commission’s chief counsel, appeared for the 
Commission. At the suggestion of the court it was agreed 
that the Commission would postpone issuance of the cer- 
tificate to Willett, pending disposition of the case on its 
merits, and no action was taken on the motion for an inter- 
locutory injunction. : 

The case was docketed as Civil Action No. 701, H. A. 
Parker, dba Parker Motor Freight vs. United States of 
America. 


ALTON REORGANIZATION 


Henry A. Gardner, trustee of the Alton Railroad, received 
permission in federal district court at Chicago February 28 to 
file his proposed plan of reorganization by July 1. The court 
last July gave to Mr. Gardner until November 9, 1943, to file 
his plan, and subsequently extended the date for filing to 
February 29, 1944. The second extension of time was authorized 
after the trustee said that the firm of Coverdale and Colpitts, 
retained to make a survey of income and the like, had been 
unable to complete its work because of a shortage of employes 
and tabulating machines, and that he would need additional 
time after the survey was completed in which to prepare his 
plan (see Traffic World, Feb. 26, p. 525). 


Cc. & N. W. REORGANIZATION 


Judge John P. Barnes in federal district court at Chicago, 
February 29, made effective as of January 28 the $30,000 yearly 
compensation, previously approved as reasonable by the Com- 
mission, to be paid to Claude A. Roth, new trustee of the 
an and North Western (see Traffic World, Feb. 19, p. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder, appear below.) 


Northern Illinois district, esatern division, at Chicago. 
Chester T. Mehn, of Gridley, Ill.; Richard C. Foster, of El 
Paso, Ill.; and Warren Lyon, of Black River Falls, Wis., were 
fined a total of $225, February 21, following their pleas of 
guilty to separate informations charging them, as drivers em- 
ployed by Mutual Trucking Co., of Toledo, O., with violations 
of part II of the interstate commerce act. Each of the de- 
fendants was required to pay $75 of the aggregate fine. 

Western Louisiana district, at Shreveport. John Lewis 
(“Jerry”) Smith, doing business as Jerry Smith Truck Lines, 
of Shreveport, was fined $500, February 21, following entry 
of his plea of guilty to an information charging him with 
operating as a common carrier of property for compensation, 
without a certificate having been issued to him by the Commis- 
sion authorizing the particular transportation that was per- 
formed. The fine was required to be paid in full. 


NEGROES ALLEGE DISCRIMINATION 


Suit against the Southern Railway to recover $45,000 dam- 
ages for alleged violation of their civil rights because they were 
forced to give up coach seats they had bought for transporta- 
tion from Philadelphia Pa., to Greensboro, N. C., has been 
brought in the District Court of the United States for the 
District of Columbia by the Rev. William H. Jernagin, pastor 
of the Mount Carmel Baptist Church, Washington, D. C., and 
president of the National Baptist Young People’s Congregation; 
Ralph Matthews, editor of the Afro-American, and William J. 
Scott, all Negroes of Washington, D. C. According to Mr. 
Matthews the travelers, when they reached Alexandria, Va., 
were requested to leave the coach seats for which they had 
tickets and move to another car. 


ELKINS ACT PROSECUTIONS 


The Commission has been advised that on February 16, in 
the federal district court at Grand Rapids, Mich., Grand Trunk 
Western Railroad Co. entered a plea of nolo contendere to one 
count of an information filed against it in five counts charging 
violations of section 1 of the Elkins act. The court imposed a 
fine of $1,000 and dismissed the remaining counts. The infor- 


mation alleged willful failure strictly to observe its tariffs on ~ 


the part of the carrier, arising from its failure to assess tariff 
charges for the refrigeration of carload shipments of fresh 
vegetables transported from Muskegon, Mich., to Green Bay, 
Wis. 


TRAFFIC WORLD 





Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(District ourt, D. Maryland.) The non-carrier control 
clause of Interstate Commerce Act does not restrict Interstate 
Commerce Commission’s authority to act under carrier pur- 
chase clause, so that it may act on joint application of two 
corporate motor vehicle common carriers of petroleum products 
for authority to consummate sale of operating rights, motor 
vehicles, and equipment by one of such carriers to the other, 
without joinder in application of non-carrier corporation own- 
ing majority of purchasing corporation’s stock. Interstate Com- 
merce Act, Secs. 1(3) (b), 5(2) (a, b), (4-6, 8, 13), 49 U.S.C. A. 
Secs. 1(3), (b), 5(2) (a, b), (4-6, 8, 13); Act Aug. 9, 1935, 
Sec. 213, 49 Stat. 555. 

An application by corporate motor vehicle common carrier 
of petroleum products to Interstate Commerce Commission for 
authority to consummate sale to applicant of certain operating 
rights, motor vehicles, and equipment by another such carrier 
was made by “real party in interest,” though majority of appli- 
cant’s stock was owned by non-carrier corporation, in view 
of difference between corporation and its stockholders. Inter- 
state Commerce Act, Sec. 5(2) (a, b), 49 U. S. C. A. See. 5(2) 
(a, b). (Marshall Transport Co. vs. United States, 52 Fed. Supp. 
1010.) 





Collective Bargaining Required 


In an opinion by Justice Jackson in No. 343, The Order of 
Railroad Telegraphers, petitioner, vs. Railway Express Agency, 
Inc., the Supreme Court of the United States, February 28, 
reversed a decision of the United States Circuit Court of 
Appeals for the Fifth Circuit that set aside an award made 
by the National Railroad Adjustment Board that certain express 
company agents were entitled to compensation provided by a 
collectively bargained agreement rather than by individual con- 
tracts. Justice Roberts said the judgment of the Court of 
Appeals should have been affirmed for reasons given in the 
lower court’s opinion. 

“This hoary litigation presents the question whether a 
carrier by contracts with individual employes made in 1930 
could supersede or expand terms of an agreement collectively 
bargained between the employer and the union in 1917, in 
view of the provisions of the railway labor act of 1926, which 
was applicable when the controversy arose,” said Justice 
Jackson. 

Employes involved were agents at stations on the Seaboard 
Air Line who primarily were employes of the railway and 
secondarily of the railway express agency, said the justice, 
adding that the employes received’ compensation from each 
employer. 

In 1930 the express company began to handle new business 
consisting mainly of carload shipments of perishables that 
formerly had been handled by the railroad as freight, said the 
justice. The agency gave individual notices to the agents that 
their compensation for such shipments would be $5 a car and the 
agents accepted. The local chairman of the union protested, 
insisting that the collective bargaining procedure of the railway 
labor act must control the compensation of the agents. The 
matter came before the adjustment board and the case was 
finally decided in favor of the union by a referee. A federal 
district court in June, 1942, upheld the board’s award. The 
Circuit Court of Appeals, said Justice Jackson, reversed upon 
the ground that the collective agreement had been superseded 
validly by the individual contracts and upon the further ground 
that the claims under the collective agreements were barred 
by the statute of limitations. On the first question, Justice 
Jackson said: 


The company.contends that special voluntary individual contracts 
as to rates of pay, rules, and conditions of employment may validly 
be made, notwithstanding the existence of a collective agreement, and 
that the terms of the individual agreements supersede those of the 
collectively bargained one. If this were true, statutes requiring col- 
lective bargaining would have little substance, for what was made 
collectively could be promptly unmade individually. It is said, how- 
ever, that in this case the agreements affect relatively few agents and 
that those are specially and uniquely situated. This apparently is 
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true, for the application of the collective agreement results in an 
award of some $40,000 to one agent over the period and less than 
$2,000 to all of the others, and most of the awards are for a few 
hundred dollars. 

Collective bargaining was not defined by the statute which pro- 
vided for it, but it generally has been considered to absorb and give 
statutory approval to the philosophy of bargaining as worked out in 
the labor movement in the United States. From the first the position 
of labor with reference to the wage structure of an industry has been 
much like that of the carriers about rate structures. It is insisted 
that exceptional situations often have an importance to the whole 


because they introduce competitions and discriminations that are ~ 


upsetting to the entire structure. Hence effective collective bargaining” 
nas been generally conceded to include the right of the representa Ss 


of the unit to be consulted and to bargain about the exceptio as. 


well as the routine rates, rules, and working conditions. Collecti 
yargains need not and do not always settle or embrace every e 
tion. It may be agreed that particular situations are reserved’ for 
individual contracting, either completely or within prescribed limits. 
Had this proposed rate of pay been submitted to the collective bar- 
gaining process it might have been settled thereby or might have 
resulted in an agreement that the company should be free to negotiate 
with the agents severally. But the company did not observe the right 
of the representatives of the whole unit to be notified and dealt with 
concerning a matter which from an employe’s point of view may not 
be exceptional or which may provide a leverage for taking away 
other advantages of the collective contract. 


As to the claims under the collective agreements being 
barred by a state six-year statute of limitations, Justice Jack- 
son said it was true that the enforcement of the award resulted 
in entering judgment in 1942 on claims that began to accrue 
in 1930 and some of which ceased to accrue over six years 
before the suit in the district court was begun and that it was 
also true that some of these had accrued in large amounts. 
Continuing, he said: 


If the action brought in 1942 had been a common-law action to 
recover wages, like that in Moore vs. Illinois Central Railroad Co., 
312 U. S. 630, a quite different question of limitations would be pre- 
sented. The action as brought, however, was not a common-law 
action but one of statutory orgin to enforce the award of an admin- 
istrative tribunal. A _ special two-year limitation from the time 
of award was prescribed by the federal statute, and this action 
brought within that period. It is clear that as an action to enforce 
the award the suit was not barred, and it must therefore have been 
the opinion of the Circuit Court of Appeals that the statute barred 
the administrative tribunal from making an award on claims so 
old. There is no federal statute of limitations applicable to un- 
adjusted claims which the adjustment board may consider. It is 
dificult to see how state statutes of limitations can restrict the 
power of the federal administrative tribunal to consider and adjust 
claims. Moreover, even if the six-year statute did apply to the 
claims under the collective contract, as we think it did not, pro- 
ceedings on these claims were initiated before the board well within 
that time. 

If, therefore, these claims are barred, it must be because the 
time occupied in their litigation before the adjustment board operates 
to defeat them. A state statute of limitations can hardly destroy a 
claim because the period of actual contest over it in a federal tribunal 
extends beyond the limitation period. 

Statutes of limitation, like the equitable doctrine of laches, in 
their conclusive effects are designed to promote justice by preventing 
surprises through the revival of claims that have been allowed to 
slumber until evidence has been lost, memories have faded, and 
witnesses have disappeared. The theory is that even if one has a 
jast claim it is unjust not to put the adversary on notice to defend 
within the period of limitation and that the right to be free of 
stale claims in time comes to prevail over the right to prosecute 


, them. Here, while the litigation shows no evidence of reckless haste 


on the part of either party, it cannot be said that the claims were 
not timely pursued. 


Regrettable as the long delay has been it has been caused by 
the exigencies of the contest, not by the neglect to proceed. We 
fnd no basis for applying a state statute of limitations to cut off 
the right of the adjustment board to consider the claims or to 
absolve the courts from the duty to enforce an award. 


ILLINOIS COMMUTATION FARES 


Judge John J. Lupe of the superior court of Cook County, 
Ill., February 25, denied a petition of the Chicago and North 
Western to set aside an order of the Illinois Commerce Com- 
mission, issued in December, 1942, forbidding the railroad to 
Increase by 10 per cent its fares for suburban passenger com- 
mutation service at Chicago. The railroad put the increase in 
effect.in January, 1943, under protection of a temporary in- 
junction issued by Judge U. S. Schwartz of the court. C. and 
N. W. officials appealed from the commission’s decision on the 
ground that its denial order had not been based on evidence 
recorded at the commission’s hearing in the matter in 1942. 
Judge Lupe said he could not “honestly say” the commission 
had been wrong, and, therefore, must affirm the order. 

Attorneys for the railroad said they would appeal further 
to the state supreme court. If it should uphold Judge Lupe’s 
order, the company still would have an opportunity to seek a 
permanent injunction in Judge Schwartz’ court, based on the 
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ground that at present the company should be authorized to 
charge the higher fares. The court has impounded the money 
obtained by the railroad through the increase, and such money, 
now amounting to approximately $350,000, will be returned to 
C. and N. W. commuters if the supreme court sustains Judge 
Lupe’s order and the permanent injunction is not granted (see 
Traffic World, Dec. 18, 1943, p. 1527). 


Staley Plant Switching 


Appellants in No. 453, United States of America and Inter- 
ate Commerce Commission vs. Wabash Railroad Co., Illinois 
Central Railroad Co., Illinois Terminal Railroad Co., and A. E. 
Staley Manufacturing Co., have filed a brief in the Supreme 
Court of the United States, asking reversal of the decision of 
the federal district court for the southern Illinois district, 
southern division, which had set aside and permanently en- 
joined an order of the Commission, entered May 6, 1941, in 
A. E. Staley Manufacturing Co. Terminal Allowances, 245 
I. C. C. 383. The Supreme Court noted probably jurisdiction 
in November, 1943 (see Traffic World, Nov. 27, p. 1329). 

The government brief said the ultimate question was as to 
the validity of an order of the Commission that appellee rail- 
roads must cancel tariff supplements by which the carriers 
proposed the elimination of charges for spotting performed at 
an industrial plant, the Commission having concluded that 
transportation under appellees’ line-haul rates ended with 
delivery of the cars on the interchange tracks and that per- 
formance of the spotting without additional charge would violate 
section 6(7) of part I of the interstate commerce act. The order, 
they said, had been entered on further hearing of issues in- 
cluded in the report of the Commission appearing in 215 I. C. C. 
565, under the same title, and which was the fifty-fifth supple- 
mental report issued by the Commission following its main 
report, 209 I. C. C. 11, in Ex Parte 104, Practices of Carriers 
Affecting Operating Revenues or Expenses, Part II, Terminal 
Services. 

“The struggle of railroads to avoid the Commission’s 
authority, under Congressional* mandate, to remove all dis- 
criminations, preferences, and rebates, has been long and 
tedious,” said the appellants. ‘Rail management has been most 
reluctant to give up favoritism as an instrument of competitive 
advantage, by use of which they are able to procure a greater 
share of freight. Volume freight is the reward of rebates, and 
for this reason large shippers have been recipients of this 
largess. Congress, the Commission and the courts represent- 
ing ‘the scattered and unorganized sufferers from favoritism’ 
(Chicago & Alton R. Co. vs. United States, 156 Fed. 558, 562 
(C. C. A. 7), affirmed 212 U. S. 563), have struggled to pro- 
cure equal treatment for them... .” 

Carriers and preferred shippers had resorted to a “variety 
of disguises” designed by their cooperative effort to evade 
legislative prohibitions against rebates, said the appellants, 
and that where removal of “the disguise” had revealed the 
rebate, it had been found in variegated form, they said. 

“Terminal services were long recognized as a prolific field 
for rebates,” the appellants continued, after listing alleged 
forms of rebate, “having been the subject of both many deci- 
sions and of railroad associations’ efforts to provide uniform 
and equal service for all shippers through universal rules 
voluntarily adopted by all carriers (see Ex Parte 104, 209 
I. C. C. at p. 18). Failure of the cooperative railroad effort 
inevitably led to the Commission’s action, upon its own initiative, 
in Ex Parte 104, 209 I. C. C. ll... .” 

The appellants said the lower court had erred: 







1. In deciding that the Commission’s order is invalid and enjoin- 
ing enforcement thereof. 

2. In deciding that the Commission’s conclusion three as to pref- 
erential service is unsupported by evidence, although this conclusion 
was only stating a legal fact and required no evidentiary support, 
and even if evidentiary support was required, the court erred in 
deciding the question upon consideration of a partial record, the 
whole of the record considered by the Commission not having been 
produced. 

3. In deciding factual questions not decided by the Commission, 
and in deciding, without jurisdiction, questions of unjust discrimi- 
nation and undue preference under the provisions of sections 2 and 3 
of the interstate commerce act, where the Commission had not decided 
those questions and there is no order thereon subject to court review. 

4. In deciding that the Commission’s action is arbitrary. 


As to the first error specified, appellants said the Commis- 
sion had determined what constituted complete delivery or 
where “transportation” began and ended with reference to 
the industrial plant of the Staley Co., and that this determina- 
tion was one of fact for the Commission. 

Appellees, said the appellants, might attempt to distin- 
guish cases previously decided on the ground that free carrier 
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spotting differed from allowances to the industries for per- 
forming their own spotting, as involved in other cases. The 
basis of allowances, said they, was industry performance of a 
service that could not be performed free by the carriers. The 
opinion in the American Sheet & Tin Plate case, 301 U. S. 
402, they said, made it clear that it was the service, held as 
not within the line-haul obligation, and not merely the question 
of allowances paid, that determined the issues involved. 

The Commission’s order was supported by substantial evi- 
dence, the appellants said, and showed a complicated service 
at the Staley plant, coordinated with the plant operations. It 
was a situation in which carriers could not, at their own con- 
venience, perform the switching, they said. The lower court 
only held that evidence was lacking to support the finding of 
fact five (establishing the services at the Staley plant in excess 
of those received by shippers generally on team tracks or 
industrial sidings and spurs) and therefore conclusion three as 
to “preferential service not accorded to shippers generally,” 
they said. The court below had concluded that it was necessary 
to find under section 3 whether the spotting service was in 
fact preferential to Staley as compared to competitors of that 
company. 

Conclusion of law three was only a statement of a legal 
fact and required no evidentiary support, said the appellants. 
In its main report the Commission had found that free service 
beyond the point where transportation began and ended, or 
payments of allowances therefor when performed by the indus- 
tries themselves “provides the means by which th¢ industry 
enjoys a preferential service not accorded to shippers generally,” 
said the appellants, adding that that was, of course, not a finding 
of preference under section 3, but was only stating the legal 
fact that preference necessarily resulted from any and all 
departure from established tariffs. 


“If facts show a rebate in the form of terminal services, 
not compensated for by line-haul rates, it is ‘preferential serv- 
ice’ as a matter of law,” they said, and pointed out that under 
section 6(7) of the act, free service to all shippers was pro- 
hibited, adding that all variation from established rates was a 
“preferential service” without reference to whether or not the 
same variation was made for any or all shippers. 


As to the third error specified by the appellants, they said 
the court below had found two facts, neither of which had been 
determined by the Commission, and neither of which was nec- 
essary or required under previous decisions of the Supreme 
Court. to render the report and order valid. 


“It has found that the switching situation at the Staley 
plant was similar to that at other nearby and competing indus- 
tries, and it has found that discrimination and preference, pro- 
hibited by sections 2 and 3, resulted against the Staley Com- 
pany because of the order. Both are factual decisions of the 
lower court and not a review of a decision of the Commission, 
for those facts were not determined by the Commission,” the 
appellants said. 


In effect, they said, the court had found as a fact that the 
conditions of operation of each of the named Staley competitors 
was such as to require a spotting charge at those plants if a 
spotting charge was to be imposed here. If the district court 
intended to establish a principle that would require a spotting 
charge at the Corn Products, plant, for example, simply because 
that industry was in competition with Staley, it would empower 
the Commission to order a spotting charge against all industries 
proven to be competitors of the one involved in the case before 
it, without investigation, hearing, or knowledge of the “actual 
conditions of operation” in the competitive plant, said they. 
They added that the Commission preferred to follow the prin- 
ciple stated by the Supreme Court in the American Sheet & Tin 
Plate Co. case that “evidence respecting the operations at (each) 
plant” (301 U. S. 411) was necessary to such a decision. 


In connection with the fourth error specified by the appel- 
lants, they said the Commission’s order was not arbitrary. The 
viewpoint that it was arbitrary was based on a conception that 
it was the duty of the Commission, in deciding the question of 
terminal service at the Staley plant, to decide the same question 
as to industries in competition with that company, they said, 
and that such action was not required by the statute or by 
decisions of the Supreme Court. 


The effect of the ruling below, said they, was that where 
the Commission discovered a prohibited rebate granted a par- 
ticular industry, it could not, under conceded authority, take 
action to stop it until every other rebate, claimed as similar 
and made to competing industries, was simultaneously stopped 
by the Commission’s action taken on its own motion. The deci- 
sion would result in permitting recognized variation from pub- 
lished rates until the Commission could make a decision as to 
all other like rates and stop them simultaneously, said they, 
and continued: 
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Such a rule would require of the Commission a herculean if not 
an impossible task; it completely overlooks the practical problems 
involved in ridding railroad operation of rebates, such as this, and 
the possibility that an authority other than the Commission might act 
to remove the preference and discrimination found by the court. To 
say that the Commission is solely responsible for that preference and 
discrimination, and that failure of the Commission to force carriers to 
equalize spotting charges, justifies continuance of a rebate, would 
eliminate ordinary practical solutions of such problems, would place 
an insurmountable obstacle upon the Commission’s efforts to carry out 
its duty in enforcing the interstate commerce act, and would greatly 
enlarge the opportunity for carriers to continue the practice of rebates 
to favored shippers. 


After referring to the supplemental reports entered in Ex 
Parte 104, and continuance of investigations, the appellants said 
that no one had as yet “plumbed the extent and ramification 
of excess terminal services presently existing, or could know 
the number of such possible cases that might have to be investi- 
gated and decided by the Commission, if compelled to do so 
because of the opposition and non-cooperation of rail carriers.” 

There was another solution of the problem possible in a 
very short time and with little effort, they said. Carriers might 
decide, where the Commission had not acted, what was or was 
not a service in excess of the line-haul obligation, under prin- 
ciples already established, and if beyond that limit might vol- 
untarily provide a tariff charge therefor. They pointed out that 
carriers had decided for themselves, in the past, what was em- 
braced under line-haul rates, “not always alike.” Those in New 
England and the southeast, they said, regarded the limits of 
this transportation as fixed by the nature, desires or disabilities 
of a plant, and that interchange tracks were proper points for 
receipt and delivery of freight. Carriers had decided the ques- 
tion differently even as to plants operated by the same com- 
pany, as shown by supplemental reports of the Commission 
under Ex Parte 104, they said. 

It was apparent, said the appellants, that the real objective 
of the railroads’ opposition was not to assure equality of charges 
to competing industries, on the basis of applying to all the 
established terminal principles, that could be accomplished by 
voluntary carrier action, but rather to avoid such a charge 
as to all. 

“It seems inescapably correct,” said they, “that if the 31 
Ex Parte 104 supplemental orders, already approved by the 
courts, are valid, that the supplemental order in this case must 
be valid... .’ 


DISCOUNT FARES FOR JU. S. 

The Supreme Court of the United States, February 28 
denied a petition for a writ of certiorari for review of a 
decision of the United States Court of Claims in No. 579, 
United States Lines Operations, Inc., petitioner, vs. United 
States, holding that the government was entitled to a discount 
of 12 per cent in certain fares paid for transportation of Gold 


Star thers and Widows to Europe in 1930. () kK 
tting Charg Hearing wer 
The Traffic World Washington Bureau 


The subcommittee of the Senate committee on interstate 
commerce to which was referred S. 1492, the bill introduced 
by Senator Brooks, of Illinois, to amend section 6(1) of the 


interstate commerce act to provide that the established rail-’' 


road freight rates cover the receipt and delivery of loaded cars 
at the points of loading and unloading, is scheduled to begin 


hearing s on the bill March 8. 
~Senstor Tunnel of Delaware, chairman of the subcommit- 
teen in ch arge of. arge of S. 149 said, March 2, that E. F. Lacey, 


executive secretary of “s National Industrial Traffic League, 


a aske 
ermit more time. for preparation of testimony. He said he 
ormed Mr. Lacey he would not postpone the hearing’ unless 

“postponement was Tequested by Senator Brooks. He said 
the latter had asked for the hearing and that, if he asked post: 
ponement, the hearing..would.be. postponed. 

At Senator Brooks’ office it was stated that the senator 
was in Chicago. It was.said that the bill had been introduced 
by Senator.Brooks. at the request of the A. E. Staley Manu- 
ue Co., of-Decatur, Ill, and that, if the Staley company 

_not_wish.to.press for action on the bill, the hearing prob- 

ably would be postponed. 

It was understood that there was a desire on the part of 
some of those interested in the proposed legislation that the 
hearing be indefinitely postponed to permit the possible work- 
ing out of an adjustment other than by legislation. 

Senator Brooks’ office said, March 3, that the Staley Com- 

iy said it rad. at For “objection to postponement of the hearing 

Sinemet ned or postponement would be made on behalf 


at the hearing on the bill be postponed in order, 
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of Senator. Brooks... It could. be assumed,.it was said, that.the 
hearing would not be held March 8, Senator Tunnell was at 
is home in Délaware over the weekend. — . 


W. M. C. and Transport Jobs 


The War Manpower Commission has issued “a revised list 
of essential activities,” including various activities in trans- 
portation services and in production of transportation equip- 
ment, with the statement that this is the first complete list 
published by it since December, 1942. : 

“The list serves as a general guide upon which manpower 
programs for allocating labor to the different needs are 
based,” said the W. M. C. “It is primarily designed for the 
use of the United States Employment Service and the Selec- 
tive Service System. The employment stabilization programs 
of W. M. C. set forth the conditions under which workers may 
transfer from job to job, the condititons varying in accord- 
ance with whether or not the worker has been or is currently 
employed in an essential activity. The list is used by U.S. E.S. 
offices in determining the essentiality of the worker’s employ- 
ment. Selective Service boards use the list in reviewing re- 
quests for occupational deferment.” 

Categories in the list relating to transportation, with 
the activities designated as essential in each, are: 


Transportation Services.—Air transportation; line-haul railroad; 
switching and terminal; railway and air express; freight forwarding; 
rail inspection; maintenance and repair of railroad equipment, build- 
ings, right-of-way, and rolling stock; local transit, rapid transit, inter- 
urban electric railway, and over-the-road bus; offshore and intercoastal 
water transportation, including shore service such as stevedoring and 
harbor operations; pipeline transportation; transportation services on 
the inland waterways, Great Lakes, harbors, bays, sounds, and waters 
connected with the seas, including shore service such as stevedoring; 
trucking; warehousing: dry, open and cold storage of essential (perish- 
able and non-perishable) commodities. 

Production of Transportation Equipment.—The production of motor 
vehicles such as trucks, ambulances, fire engines, busses, and military 
motorized units; essential parts and accessories of such motor vehicles; 
motorcycles, bicycles, and parts; locomotives and parts; railroad and 
street cars, and equipment.. 


Truck Wage Increase 


In a decision said to affect 40,000 over-the-road truck driv- 
ers and about 2,000 truck operators in the middle west, the 
National War Labor Board has unanimously directed increases 
of 7 cents in hourly rates and three-tenths of one cent in mile- 
age rates of these drivers who are members of some 300 locals 
of the International Brotherhood of Teamsters, Chauffeurs, 
Warehousemen and Helpers of America, American Federation 
of Labor. Fred M. Vinson, Director of Economic Stabilization, 
approved the increases, said the board. Recent wage increases 
obtained by railroad employes were pointed to by the board 
as making necessary increases for the truck drivers. 

The increases include amounts due under the “Little Steel” 
formula and payment in lieu of overtime and expenses while 
away from home, according to the board. The 7-cent increase 
is retroactive to November 16, 1943. Of the mileage rate in- 
crease of three-tenths of one cent, two and one-half tenths are 
retroactive to November 16, 1943, and the balance becomes 
effective July 1. Except the Santa Fe Trails Transportation 
Company the truck operators were represented by the follow- 
ing negotiating committees: Ohio Contract Carriers Assoc‘a- 
tion, Ohio Over the Road Employers Group, Midwest Operators 
Association, Central States Area Employers Association, and 
Michigan State Negotiating Committee. The territory princi- 
pally involved is comprised of the twelve. states of Ohio, In- 
diana, Illinois, Michigan, Wisconsin, Minnesota, North and South 
Dakota, Nebraska, Iowa, Missouri and Kansas. 

_ Vice-Chairman George W. Taylor, who wrote the opinion 
in the case, said the action taken was similar to that of its pre- 
decessor, the National Defense Mediation Board, that in Jan- 
uary, 1942, awarded increases to the same drivers following the 
awarding of increases to railroad employes in December, 1941. 

Principal demands of the union included: An increase in 
the present hourly rate for road drivers from 90 cents an hour 
to $1.15 an hour, for all types of work performed, and an in- 
crease in the present mileage rate of 3.4 cents a mile to 4 cents 
a mile for the first 250 miles a day or tour of duty, and 5.5 cents 
for miles driven in excess of 250; and time and one-half for 
hours worked in excess of 40 in one week or 8 in one day. In 
Its opinion ‘the board, after setting forth the issues and history 
of the proceeding, said: 





It would be grossly inequitable to ignore altogether the recent 
change in the railroad wage structure, in the consideration of the in- 
Stant case. The underlying justification for a similar change is at least 
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as strong in this case as in the railroad case. Even before the recent 
award, the operating groups of railroad employes were receiving time- 
and-one-half for work performed after 48 hours per week, and in some 
situations after 8 hours per day. Over-the-road trucking employes, on 
the other hand, still work a sixty hour week or more with no overtime, 
generally speaking. It might be said that since this disparity existed 
in January, 1941, and the National Defense Mediation Board did not 
deem it necessary to correct it at that time, there is no reason for 
correction at this time. Even if that view were accepted, nevertheless, 
the most recent railroad increases granted in lieu of additional over- 
time and expenses away from home create a new inequity, or aggravate 
the old inequity, to a degree which cannot fairly or realistically be 
overlooked. 7 

It might appear that the amount due in lieu of overtime to the 
trucking employes should be less than the amount awarded to the 
railroad operating employes, because of the higher wage structure of 
the latter. However, as previously pointed out, the railroad operating 
employes now receive overtime pay after 48 hours per week, while the 
trucking employes under the present contract receive no overtime at 
all. Even on the basis. of the present trucking wage structure, the 
amount due in lieu of overtime after 48 hours a week, for example, 
which might constitute a reasonable introductory arrangement for this 
industry, would at least equal the amount allocated to overtime in the 
railroad case. With regard to expenses away from home, the award 
of the President did not state how much of the 5 cents was allocated 
to that item and how much to overtime. However, in the instant case, 
it has been estimated that if the over-the-road drivers who incur ex- 
penses away from home on tour of duty were compensated for the 
additional cost of meals alone, since 1941, they would be entitled to 
an allowance equal to a wage increase of at least 2 cents per mile. 
Whatever the approach, the facts justify an increase to the trucking 
employes at least in the amount granted the railroad operating em- 
ployes. 

If the case of the non-operating railroad employes be considered 
as more analogous, the employes in this case would again be entitled to 
an increase of at least five cents per hour, since (1) that amount was 
granted in lieu of overtime to the employes whose rates were closest 
to the rates of the drivers in this case, and (2) non-operating employes, 
in general, incur no expenses away from home. 

The board has considered the equity of the union in the matter of 
overtime, in terms of an increase in basic wage rates rather than the 
iritroduction of overtime as such, for the practical reasons disclosed by 
the evidence. Without intending to lay down a general rule applicable 
to the entire over-the-road trucking industry, the board is persuaded 
that the introduction of overtime as such in the over-the-road trucking 
industry in this particular area would multiply and complicate the 
operating problems of this industry to the disadvantage of employers 
and employes alike, at a time when stabilization is essential to the 
continued existence of a substantial portion of the industry. 

The additional arguments advanced by the union to support a fur- 
ther wage increase, or an adjustment of existing contractural provi- 
sions, relate for the most part to imperfections and imbalances in the 
existing wage structure resulting from the give and take of collective 
bargaining over a period of several years. While the present contract 
is inartistically drawn, and both sides are dissatisfied with various of 
its provisions, nevertheless, its meaning has been clarified by two years 
of interpretation, supplemented by numerous decisions of the umpire 
under the contract, and the imperfections pointed out by both sides 
are not so great as to justify the disturbance necessarily incidental to 
an overhauling of the entire wage structure, in time of war. 

With respect to some of the demands of the union, an appraisal of 
the merits could only be made after a careful and detailed study of the 
existing rate structure as well as the wage structure of the industry, 
which could not be completed in time to incorporate the results in the 
1943-45 agreement. Some demands of the union could not be granted 
in any event without a drastic revision of long established methods of 
compensation. 

Under all the circumstances of this case, the board is of the opinion 
that labor relations in this area can best be stabilized, and the out- 
standing equities of this case satisfied in the most practical way, by a 
wage increase of seven cents per hour or three-tenths of a cent per 
mile, with all other terms and conditions of the existing contracts being 
continued for another period of two years, except for the supplementary 
provisions set forth in the board’s directive order. This wage increase 
includes two cents per hour or one-tenth of a cent per mile due under 
the Little Steel formula, and five cents per hour or three-tenths of a 
cent per mile in lieu of overtime and expenses or additional expenses 
away from home. 


Discrimination in R. BR. Employment 


Action admitted by committee members to be directed at 
the President’s Fair Employment Practices Committee that 
recently found discrimination against Negroes by southern 
railroads in the matter of employment has been recommended 
by the subcommittee of the Senate appropriations committee 
in charge of the annual independent offices appropriation bill. 
The Fair Employment Practices Committee and other agencies 
created by executive order of the President would, under the 
proposal, be cut off from funds unless Congress gave such 
agencies statutory status. The amendment favored by the 
subcommittee would prevent the President from transferring 
any federal funds to such agencies after they had been in 
existence twelve months. 

Sidney S. Alderman, general solicitor of the Southern 
Railway and counsel for a railroad management committee 
representing ten southern roads, designated as the Mackay com- 
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mittee, in testimony March 2 before a House select committee 
to investigate acts of executive agencies beyond the scope of 
their authority, contended that the President’s Committee on 
Fair Employment Practices (the F. E. P. C.) had been set up 
as a faet-finding agency.and had no authority to issue direc- 
tives and charged that the F. E. P. C. had “deliberately dis- 
criminated against the railroads in the south” in attempting 
to require elimination by those roads of practices that the 
F. E. P. C. held discriminatory against Negro employes (see 
Traffic World, Dec. 4, 1943, p. 1397, and Dec. 18, p. 1535). 

Mr. Alderman said that the F. E. P. C., in its attack on 
the railroads and rail labor unions of the south with charges 
of alleged discrimination against Negroes, was unjust and 
showed favoritism, because, he said, not one of the northern 
railraods had agreed to employ Negroes as firemen or train- 
men. The railroads in the south were the only ones in the 
country that afforded employment for Negroes, he said, adding 
that in the case of the Southern Railway, about 24 per cent of 
the employes were Negroes. 

In a review of the activities of the F. E. P. C. with respect 
to terms of agreements between the southern roads and the 
rail employe unions—provisions that the F. E. P. C. said were 
designed to cut down the employment of Negroes as firemen 
and to increase the hiring of white persons in such positions— 
Mr. Alderman said that the F. E. P. C. had disclaimed any 
power or authority to summon witnesses to the hearings it 
held in September, 1943, on complaints it had received involv- 
ing the railroads and six rail employe unions. The lack of a 
power to subpoena witnesses, Mr. Alderman averred, was a 
strange deficiency in any agency that undertook the exercise 
of a quasi-judicial power to issue a compulsive order. 

“Such an impotent tribunal is an anomaly in American 
constitutional law,” he said. 

He said that counsel for the rail labor unions involved had 
been told by counsel for the F. E. P. C. that the F. E. P. C. 
had no intention of issuing any order or directive, that it 
planned only to report findings of fact to the President, and 
that before it reported those findings it would submit drafts 
of the findings to the railroads. 

“That was the understanding under which the railroads 
appeared at the hearings,” said Mr. Alderman. ‘When the 
hearings adjourned, we and the labor unions confidently ex- 
peeted that no orders would be issued.” 

Mr. Alderman said that by issuing a directive requiring 
the southern railroads and the rail labor unions to eliminate 
employment practices to which it objected, the F. E. P. C. 
undertook to nullify agreements made between the railroads 
and their employes under the railway labor act—‘‘a power 
which no court has.” This, he added, was a “clear attempt to 
flout and set at nought the power and expressed will of Con- 
gress.” 


He interpreted the action by President Roosevelt in ap- 
pointing the Stacy committee to investigate ‘‘the impasse be- 
tween certain railroads and railroad labor organizations on the 
question of discriminations in certain fields of railroad employ- 
ment” (see Traffic World, Jan. 8, p. 91), as a recognition of 
unenforceability of F. E. P. C. directives. No one spoke of an 
“impassee’”’ when there was a refusal to obey an order of a 
court, Mr. Alderman observed. He averred that the President, 
in his letters to members of the Stacy committee, had “cut 
down the scope of the issues,” and said the Stacy committee 
had not been designated as a court of review, but had been 
told to make an effort to mediate between the railroads and 
the rail labor unions, so as to effect new agreements. He said 
the railroads had received no copies of the certification made 
to the President by the F. E. P. C. with respect to the allega- 
tions of discrimination against Negroes in railroad employment. 

Ten of the southern railroads had delegated to Ernest E. 
Norris, president of the Southern Railway, the authority to 
appoint a committee to represent them in conferences with 
rail labor union representatives and with the Stacy committee, 
said Mr. Alderman. Fourteen railroads had attended a meeting 
in which this matter was discussed, he said, but four of them— 
the Illinois Central, the St. Louis-San Francisco, the Chesa- 
peake & Ohio and the Norfolk & Western—were not repre- 
sented by the committee which Mr. Norris had appointed. The 
chairman of that committee, he said, was C. D. Mackay, assis- 
tant vice president of the Southern. 3 

Representative Smith, of Virginia, chairman of the House 
committee investigating activities of the F. E. P. C., presided 
at the hearing. 

The Smith committee also has investigated allegations of 


discrimination against Negroes in employment of seamen on 


U. S. merchant ships. 


AIR SERVICE AT TOPEKA, KAN. 
_ The Civil Aeronautics Board has granted authority to Con- 
tinental Air Lines, Inc., to serve Topeka, Kan., and Kansas 
City, Mo., effective March 1. 
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Air Certificate Applications 


A department store and a taxicab company are among 
new applicants seeking authority from the Civil Aeronautics 
Board to institute air transport services. The applications, with 
the docket numbers assigned them, follow: 


No. 1322, Yellow and Checker Cab Co. (Consolidated), San Fran- 
cisco, Calif.; aircraft taxi service within 75-mile radius of each of 
specified cities and towns in western states—17 in California, seven in 
Oregon, four in Nevada, nine in Washington, four in Idaho, six in 
Arizona—with use of helicopters or other types of aircraft. 

No. 1323, Sage-Allen & Co., Inc., Hartford, Conn., department 
store; pick-up and delivery of merchandise, by helicopter, on six 
‘circle’? routes beginning and ending in Hartford and extending to 
points in. Connecticut, New York, Massachusetts, Rhode Island and 
New Hampshire. 

No. 1326, Rolland Denny Lamping, dba Viair, Seattle, Wash.; non- 
scheduled transportation for pleasure or business to all parts of Puget 
Sound, Straits of Juan de Fuca and islands therein. 

No. 1327, All American Aviation, Inc., Wilmington, Del.; amené- 
ment of certificate for route 49-B, between Pittsburgh, Pa., and 
Huntington, W. Va., so as to include Athens, O., as intermediate point 
between Parkersburg, W. Va., and Pomeroy, O. 

No. 1328, Thomas Cooper Van Meter (Van Meter, Streeter & Co.), 
Fergus Falls, Minn.; scheduled transportation of mail and express 
(1) between Minot, S. D., and Twin Cities, Minn.; (2) between Pierre, 
S. D., and Duluth, Minn., and between Devils Lake, N. D., and Sioux 
Falls, S. D. 

No. 1329, Braniff Airways, Inc., Dallas, Tex.; amendment of cer- 
tificate for route 9, so as to include Ottumwa, Ia., as intermediate 
point between Kansas City, Mo., and Moline, Ill. 

No. 1330, Charles R. Bentley, Lakeland, Fla.; transportation of 
persons, mail and parcels on two circle routes beginning and ending 
in Tampa, Fla., and serving specified points in Florida. 

No. 1332, Atlantic & Carolina Airways Co., Kinston, N. C.; sched- 
uled and contract transportation of persons, property and mail 
(1) between Washington and Wilmington, N. C., and (2) between 
Beaufort and Wilmington, N. C. 

No. 1333, Buffalo Aeronautical Corporation, Buffalo, N. Y.: sched- 
uled transportation of persons, property and mail in local, feeder 
and pick-up service between Buffalo, on the one hand, and, on the 
other, Batavia, Angola, East Aurora, and Niagara Falls, N. Y. 

No. 1334, Wilfred M. Post, Jr., dba Lehigh Aircraft Co., Allen- 
town, Pa.; transportation of persons, property and mail in_ local, 
feeder and pick-up service between Allentown, on the one hand, and. 
on the other, Easton, Quakertown, Hamburg, Andreas and Nazareth, Pa. 


Seattle-New York Air Route 


_ Witnesses representing cities interested in the proposed 
institution of additional air transport service between Mil- 
waukee, Wis., and Chicago, Ill., on the one hand, and New 
York City, on the other, submitted testimony and exhibits Feb- 
ruary 28 in a hearing in Washington, D. C., before Assistant 
Chief Examiner Francis W. Brown and Examiner William F. 
Cusick, of the Civil Aeronautics Board. Applications of eight 
air lines for operating rights were under consideration, and the 
examiners estimated that nine or ten days would be required 
for completion of the hearings. 


Much of the testimony and documentary evidence received 
on the first day of the hearing related to the application of 
Northwest Airlines, Inc., for authority to extend, directly east- 
ward from Milwaukee to New York City, its existing route 
between Seattle, Wash., and Milwaukee. The proposed new 
route would serve Detroit, Mich., and Cleveland, O., as inter 
mediate points. 


Support of Northwest’s application was expressed by the 
Port of New York Authority (see Traffic World, Feb. 5, p. 351) 
in an exhibit containing, among other things, statements by 
Walter P. Hedden, director of the Port Authority’s department 
of port development; James C. Buckley, principal economist, 
and John Walter Wood, air transport analyst, of the Port 
Authority. Contentions of the New York port authority wert 
that the New York district would be at a disadvantage in 
development of world air trade routes unless the single-line 
transcontinental service to the Pacific northwest and to six 
northwestern border states were made available to it. It de 
scribed the route proposed by Northwest Airlines as a fourth 
transcontinental air route out of. New.York City. ‘The service 
now performed by United Air Lines from New York via Chi- 
cago to Portland, Ore., and Spokane and Tacoma, Wash., did 
not touch the cities of Milwaukee, Minneapolis, St. Paul and 
Duluth and the United route was 124 miles longer than the 
considered Northwest route, the New York port authority 
spokesmen said. They expressed dissatisfaction with present 
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two-carrier and “indirect one-carrier’”’ service to the northwest. 
They averred that Trans-Canada Airlines, operating from coast 
to coast through Canada, would be a vigorous competitor with 
United States flag air lines in world-wide air commerce after 
the war, and that the U. S. transoceanic air carriers must have 
access to the shortest possible one-carrier route across conti- 
nental United States. ! 

Northwest Airlines applications considered at the hearing 
were docketed as Nos. 629 and 1095. Other applications em- 
praced by the proceeding proposed air service from Minneap- 
olis-St. Paul to New York via Chicago, Detroit, Cleveland, 
Buffalo-Niagara Falls, Erie, Scranton-Wilkes Barre, Williams- 
port (Pa.), Allentown, Reading and Philadelphia, and on the 
south from Chicago to New York via South Bend, Elkhart and 
Fort Wayne, Ind., Toledo, Cleveland, Akron, Dayton, and Co- 
lumbus, O., and Pittsburgh, Harrisburg and Philadelphia, Pa. 
Applicants involved, other than Northwest, and the docket 
numbers of their applications, were: American Airlines, No. 
932; Braniff Airways, No. 986; Colonial Airlines, No. 1179; 
Northeast Airlines, No. 954; Pennsylvania-Central Airlines Cor- 
poration, No. 1013; Transcontinental & Western Air, No. 1031, 
and United Air Lines, Nos. 1021 and 583. 

Among the witnesses heard February 28 were: Allen Dean, 
representing the Detroit Board of Commerce, who supported 
airline proposals to extend service to and from Detroit; George 
L. Peterson, representing the state of Minnesota and commer- 
cial organizations of St. Paul and Minneapolis, who said that 
these groups felt they were discriminated against in railroad 
rates to the east and “seized on this opportunity” to obtain 
single-line, direct air service to the east coast; and Richard 
C. Murray, aviation commissioner of the Kansas City (Mo.- 
Kan.) Chamber of Commerce, who said Kansas City needed 
improved air service to Detroit and Cleveland via Chicago. 
Wilbur LaRoe, as counsel for the Port of New York Authority, 
questioned the witnesses and drew from them statements in 
agreement with the port authority’s views as to advantages of 
direct one-carrier service. The examiners also heard testimony 
by spokesmen for the cities of Dallas and Houston, Tex., in 
support of the application of Braniff Airways. 

Submission of evidence by the airlines began February 29, 
with the applicants appearing in alphabetical order, American 
Airlines thus being the first of the applicants to be heard. 


Air Transport and Meteorology 


Possibilities for greater safety and efficiency of air trans- 
port operations in the future as a result of a greater degree 
of accuracy of predictions based on meteorological observation, 
popularly called “weather forecasting,” were outlined by Vice 
Chairman Edward Warner, of the Civil Aeronautics Board, in 
an address February 28 to the graduating class of the Institute 
of Meteorology of the University of Chicago. 

“To see in very practical terms what improved forecasting 
of terminal ceiling and visibility figures would mean to air 
transport,” he said, “it is sufficient to cite present experience. 
About six per cent of all the flights scheduled to be made on 
the domestic airlines in the course of a year are now can- 
celed. The ceiling and visibility conditions anticipated at the 
destination of the flight are responsible for more than two- 
thirds of the cancellations. The extent of the effect of un- 
certainty of forecast upon such cancellations is suggested by 
the report from one of the major airlines that in more than 
half of the cases in which flights were canceled the actual 
weather conditions at the destination at the time the arrival 
would actually have occurred have been such as to permit a 
safe landing; but the uncertainty was great enough, and the 
desire to have a proper margin of safety was such, that the 
flight was not risked. Perfection of forecasting can never be 
hoped for, but improvement may be, and even a little improve- 
ment might reduce the present number of canceled flights by 
10 per cent or more.” 

One of the greatest services of meteorology to air transport, 
he said, would continue to lie in the forecasting of winds for 
long-range flights. The more reliable the forecast, the less 
the margin of fuel supply that safety would require, above 
the amount that would be used if the conditions actually ex- 
perienced were in precise agreement with those forecast, he 
said, adding that a 10 per cent increase in payload capacity as 
a result of better forecasting conceivably would amount to a 
saving of two or three million dollars a year in total operating 
cost on the Atlantic route alone. Such a gain in economy, he 
said, would bring the cost of the trip to within the means 
of thousands who would have felt unable to afford it otherwise. 
He averred that on a 3,000-mile flight with an aircraft cruising 
at a speed of 200 miles an hour, it would be profitable to swing 
the course flown by as much as 400 miles to one side or the 
other of “the great circle” for the sake of an improvement of 
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as little as 10 miles an hour in ‘the average component of 
wind velocity” along the course. 


USE OF PHIADELPHIA AIRPORT 


The Civil Aeronautics Board, by an order, has instituted 
an investigation, docketed as No. 1331, to determine (a) 
whether special hazards because of intensified military activi- 
ties in the vicinity of the Philadelphia, Pa., municipal airport 
no longer exist or whether appropriate procedures have been 
worked out for the use of such airport and (b) whether the 
board’s order of December 22, 1943, suspending service at that 
airport, should be modified or revoked. The order showed that 
the airport was used by five air carriers. 


AIRLINE SERVICE AT JOPLIN, MO. 


_ By an order, the Civil Aeronautics Board has granted per- 
mission to American Airlines, Inc., for “expeditious use” of 
the Joplin, Mo., municipal airport. 

L. W. King, regional traffic manager of American Airlines, 
announced that the service to Joplin by American on its Chi- 
cago-Fort Worth route was a “temporary wartime service” and 
was a result of requests made by the army for mail and pas- 
senger accommodations into Joplin. He said the service had 
begun February 19, with daily flights carrying mail, express 
and passengers to and from Joplin. 


AIR TRAFFIC 


The Civil Aeronautics Board has announced that mail 
pound-miles and express pound-miles flown by the 18 domestic 
airlines in December increased 48 per cent and 33 per cent 
respectively, over the same period in 1942, and that revenue 
miles increased 25 per cent. The number of revenue passenger- 
miles increased 44 per cent compared with December a year 
ago. 

The airlines flew 91 per cent of their scheduled mileage 
in December. Of the 18 average available seats a mile, about: 
87 per cent were occupied by revenue passengers, as com- 
pared with almost 17 average available seats of which 77 per 
cent were occupied by revenue passengers over the same period 
last year. : 

The average airplane load on the commercial airlines in 
December was 16.5 passengers, 810 pounds of mail, and 308 
pounds of express, as compared with 13 passengers, 685 pounds 
of mail, and 289 pounds of express a year ago. 

The major figures for the twelve months ending with 
December were: 


1943 1942 
Revenue. nities GOW. ...:50 255 <iacnh wed ece cs 105,193,330 111,774,679 
Revenue passenger miles ................. 1,632,452,433 1,417,265,363 
Den SUSE SEN! 20s 116s 00% ce neuen, adaavaw 72,133,899,534 42,332,048,722 
PRDTORE DOUNE. TAUCK. o......s 0 0:0.0:0:00 0:50:0.00,200 31,257,460,811 23,801,663,974 
Revenue passenger load factor (per cent of 
UE ID 0 Sa a tons beat vss 5.550 de 88.01 72.21 


STICKELL ORDER STANDS 


The Commission has been advised by the Federal District 
Court at Baltimore that the petition of the Pennsylvania Rail- 
road and twelve other rail carriers asking the court to set aside 
the Commission’s order in 28647, D. A. Stickell and Sons, Inc., 
vs. Alton Railroad Company et al., has been dismissed. The 
railroads charged that the Commission had required them to 
short-haul themselves without their consent in prescribing 
through routes from Chicago and other midéle western points 
to destinations on the Pennsylvania east of York, Pa., and 
Fulton Junction (Baltimore, Md.), and between New York, 
N. Y., and Cape Charles, Va., inclusive (see Traffic World, 
November 13, page 1195). The Commission had postponed the 
effective date of its order until April 17. 


FOURTEEN GET GRACE LINE MEDALS 


The Grace Line has awarded fourteen gold medals to offi- 
cers and men on Grace Line vessels for conspicious bravery in 
action or for extraordinary feats of navigation and seamanship, 
according to an announcement by the line. The Grace Line 
fleet has been requisitioned by the War Shipping Administra- 
tion. Those to whom medals have been awarded are: Captain 
Henry Stephenson, Chief Officer Ernest McClellan, Second Offi- 
cer George E. Strom and Third Officer Robert N. Nichols, all 
of the S. S. Santa Rita, lost in mid-Atlantic; Captain Olaf Berg 
and Radioman Arnold Seltz of the S. S. Santa Catalina, lost at 
sea; Chief Engineer Irwin McSwain of the M. V. West Grama; 
Captain Duncan Cook of the U. S. S. Leedstown, lost at sea; 
Captain Svere N. Gram, Seaman Calvin Shipman and Oiler 
Frank Amistica of the S. S. Tachira, torpedoed in the Carib- 
bean, and Captain Theodore R. Thomson, Cadet Francis A. 
Dales and Junior Third Officer Frederick A. Larsen of the S. S. 
Santa Elisa, under fire in a Malta convoy. 














































Transport Report 


Senate Committee Says Wasteful Circuitous Routing and 
Traffic Solicitation Continues — Finds Unnecessary 
Government Travel and Tying Up of Pullman 
Reservations—Discuss Rail and Truck 
Equipment Problems 


* The Senate (Truman) special committee investigating the 
national defense program has reported to the Senate dis- 
appointment that there has not been more improvement in 
various phases of the transportation situation. Its present re- 
port follows that of December 15, 1943 (see Traffic World, 
Dec. 18, p. 1543). 

Referring to its previous report the committee said it had 
emphasized and reemphasized now “the necessity of taking 
adequate measures to enable the motor-trucking industry to 
carry the burden of wartime transportation required of it. 
Shortages of new equipment, replacement parts, tires and man- 
power will make that difficult.” 

“Those and other factors have combined to increase the 
expense of trucking operations to such an extent that very 
little profit remains to the average truck operator,” continued 
the committee. “According to the preliminary estimates, the 
average national ratio of operating expenses to operating in- 
come for 1943 was approximately 97 per cent, as compared 
with 93 per cent for the year 1942. The operating expenses of 
some truck operators exceed the revenue they are receiving. 
This requires them to face the prospect of continued operation 
at a loss, which they can ill afford from their slender resources, 
or to abandon operations with a loss to the war program and 
with a loss to themselves of the business and good-will relations 
which they have taken pains to build up over a period of years. 
In order to insure continued operation, some carriers have filed 
master tariffs providing for 4 per cent rate increases, although 
some others who are eligible have not yet done so.” 

The committee said the situation with respect to the manu- 
facture of heavy trucks, in which truck operators were most 
interested, remained “extremely tight.” A similar situation 
existed with respect to tires, it pointed out, the situation being 
most acute as to heavy trucks. 

Purusuant to recommendations made in the previous re- 
port the committee said the War Department had reexamined 
its estimates of need for new trucks and that it had reduced 
its request for 742,433 new trucks in 1944 by 123,149 trucks. 
The committee said this reduction of more than 15 per cent 
would be accomplished by eliminating requests for 42,013 me- 
dium trucks and 81,186 light trucks. This would represent sub- 
stantial savings but would produce only limited benefits to the 
civilian trucking industry since the savings would be accom- 
plished by factory reconditioning and rebuilding of trucks al- 
ready in the possession of the War Department and factory 
facilities would be used for such work that otherwise would be 
used in the production of new trucks. 

Rail Equipment 

As recommended by it, said the committee, the War Pro- 
duction Board had relaxed the controls that limited the pro- 
duction of locomotives, freight cars, and railroad facilities in 
1943, and had made it possible for railroads. to obtain such 
equipment and facilities. y : 

However, continued the committee, it was disappointed at 
the failure to place orders promptly for such equipment and 
facilities in the quantities that could now be obtained from 
equipment manufacturers, adding that it took from six months 
to a year to produce and deliver the equipment after the order 
was placed. ‘ 

“This delay has been occasioned for purely financial rea- 
sons,” continued the committee. “The railroads assert that 
their present equipment and facilities are adequate to meet any 
possible postwar demand for rail freight transportation that 
they can now foresee and that additions represent wartime 
expansion which they should be permitted to amortize through 
certificates of necessity. On the other hand the War Production 
Board and the Office of Defense Transportation point to the 
enormous increase in railroad revenues and the even greater 
increase in railroad profits that has taken place during the war 
and object to modernizing the railroads’ plant and equipment 
at the expense of reduced revenues to the United States from 
taxes. 

“This situation was made more difficult by a change in 
policy on October 5, 1943, requiring that certificates of neces- 
sity (allowing amortization) be obtained before the finished 
equipment is delivered, or, in the case of railroads building 
their own equipment, before the construction is begun. Pre- 
vious to that time such a certificate could be applied for at any 
time within six months after the acquisition of the equipment. 
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“It is important that these difficulties be worked out 
quickly. In working them out, the railroads should bear in 
mind that improvements in other fields of transportation after 
the war will make it difficult, if not impossible, for the rail- 
roads to operate in sonie important competitive fields with out- 
moded and worn-out equipment, which shippers will use only 
when required to by the exigencies of the situation. At the 
same time, the government agencies must be fair fair to the 
railroads and not expect them to buy equipment which they 
could not usefully employ in their post-war operations, without 
affording to the railroads the same benefits of tax amortization 
that have been extended to other war industries in similar 
circumstances.” 

The committee urged abatement of “time-consuming oper- 
ations necessary to obtain government approval” for acquisition 
of new equipment. 


Conservation 


Wasteful circuity routing was attacked by the committee, 
the report stating that the O. D. T. and the Commission pur- 
suant to its recommendation were making a waybill study of 
railroad shipments on January 12, 1944, to ascertain whether 
the practice of such routing had been reduced by voluntary 
action of carriers and shippers. 

“The result of this study,” said the committee, “will pro- 
vide a factual basis for determining what, if any, regulatory 
action should be taken to control the practice of circuitous 
routing. Some circuity is permissible under the so-called fourth 
section orders of the Interstate Commerce Commission, some 
of which are still being granted, but the Interstate Commerce 
Commission is attempting to formulate modifications which 
will prevent wasteful circuity for the duration of the war. 
The progress which has been made to date has been disap- 
pointing.” 

The committee said the War Production Board was now 
in the process of suspending entirely the provisions of Haulage 
Conservation Order T-1 with respect to cement. Progress had 
been made by voluntary action with respect to prompt loading 
and unloading of cars, it being estimated that the saving thus 
made represented the equivalent of more than 100,000 additional 
freight cars. Progress with respect to voluntary reduction of 
unnecessary transportation had not been impressive, said the 
report. 

“It will be possible to make further important savings 
through voluntary action by the shippers, particularly if the 
war procurement agencies and the War Food Administration 
give more vigorous attention to conservation in connection with 
their own shipments and purchases,” said the committee. ‘Gov- 
ernment agencies control a huge proportion of the total traffic 
and could make a real contribution to conservation. For ex- 
ample, the use of refrigerator and box cars for storage places 
a heavy burden upon the railroads to perform a warehousing 
and noncarrier function.” 


Another example, said the committee, was the policy of 
the War Department in the procurement of replacement parts 
for motor vehicles and aircraft. Some of the purchases were 
made from prime contractors for parts which the prime con- 
tractors themselves did not produce. This not only increased 
the cost to the war program by adding extra handling charges, 
said the committee, but in many cases it required unnecessary 
transportation. 


Ring Around Rosy 


“For example,” said the committee, “the committee dis- 
covered that parts produced by a parts manufacturer in Chi- 
cago were being shipped to a prime contractor in Detroit who 
performed no service whatsoever upon the parts but shipped 
them back to Chicago for delivery to the War Department.” 

The committee charged further that railroads in some 
instances had continued circuity of routing in order to obtain 
an advantage in rate participation. 

“Solicitation of traffic over unnecessarily long routes still 
continues,” it added. “The railroads have an absolute right to 
seek more traffic for themselves and to seek a greater par- 
ticipation in joint traffic, but in wartime and when traffic on 


most railroads approaches capacity it is not desirable that — 


they compete with each other to obtain traffic and handle it in 
a way that reduces the total capacity of the transportation 
system. The committee recommends that the Office of Defense 
Transportation and the Interstate Commerce Commission give 
special attention to all such practices and make special recom- 
mendations to the railroads for voluntary action to eliminate 
wasteful practices.” 


Passenger Travel 
The committee, discussing the tight passenger traffic situa- 
tion, said it was concerned to find that in many instances Pull- 


man space was not fully utilized. September, 1943, statistics of 
the Pullman Company showed that the load factor, that was, 
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the percentage of actual occupancy to maximum possible oc- 
cupancy, was 79.4 per cent, said the committee. This was a 
substantial improvement over the pre-war average but was 
below the load factor of nearly 90 per cent attained by the 
commercial air lines. 

As to ticket scalping the committee said an investigation 
by railroad detectives and by private detective agencies failed 
to indicate very much scalping except in New York. 

“Much more of the loss involved is due to the purchase of 
railroad Pullman accommodations which are not required and 
which are not returned for cancelation in sufficient time to 
enable them to be purchased by persons who would otherwise 
use them,” said the committee. 

“Reservations are not accepted over 30 days prior to de- 
parture time, and purchasers are required to purchase both 
railroad and Pullman tickets within 24 hours after making the 
reservation. 

“However, in many cases, corporations engaged in the war 
program have a standing practice of purchasing space on the 
theory that it might be needed and that the small loss involved 
by losing the credit for the cancelation would be unimportant 
to the corporation. In this connection, it should be noted that 
most of those corporations are in the excess-income tax bracket, 
so that the actual loss to them would be only a small fraction 
of the total value of the Pullman accommodation. 

“In addition, blocks of Pullman space are reserved for 
government agencies such as the War and Navy Departments, 
the War Production Board and the Office of Price Administra- 
tion. Much of the traveling done on behalf of such agencies 
could and should be eliminated. In any event, the unused por- 
tion of the space reserved for use by them is not made avail- 
able for public sale until a few hours before departure time, 
which makes it difficult and inconvenient for other travelers to 
use it and sometimes results in the nonuse of a substantial por- 
tion of such space.” 

The committee believed that allowance of a flat per diem 
of $7 for War Department travel, effective February 10, would 
have a tendency to discourage “unnecessary and frequent long 
trips by officer personnel through rendering traveling less 
profitable and attractive.” Formerly, officers had an option to 
be paid at the rate of 8 cents a mile for all expenses, buying 
their own railroad ticket out of this allowance. 

Senator Truman, in an address March 2 before the Traffic 
Club of Reading, Pa., reviewed reports of his committee relat- 
ing to transportation and reiterated opposition to “proposed ‘in- 
tegration’ of transportation systems” as developed by him in 
his February 1 address before the Traffic Club of Baltimore, 
Md. (see Traffic World, Feb. 5, p. 362). 


For-Hire Motor Cost Study 


What is said to be the first study made “‘to present the 
possibilities of predetermining motor transportation costs with 
a fair degree of accuracy,” has been transmitted to the Board 
of Investigation and Research by the board’s staff member, 
J. Frank Dickson, Jr., principal transportation analyst, who 
came to the board from the H. B. Church Truck Service, Co.., 
Boston, Mass. A limited number of copies of the report are 
being distributed for criticism and comment. 

“The report begins with a discussion of the problem of 
competition among the carriers and its influence on cost and 
rate-making policies,” says Mr. Dickson in his introduction. 
“It then passes to a consideration of the factors entering into 
the control and use of costs in motor transportation. The costs 
have been constructed in considerable detail in order to dis- 
close all the elements which enter into the cost, to motor car- 
riers, of the services they render the shipping public. The 
report develops a uniform system of cost finding which reflects 
precise cost information with regard to the movement of prop- 
erty by motor vehicle. Finally, it analyses typical motor-trans- 
portation costs, which have been developed by the application 
of the uniform system of cost finding to data furnished by a 
representative number of carriers operating within the Missis- 
sippi Valley area.” 

Under the heading, “Cost to the Shipper,” Mr. Dickson 
Said it was not enough that a computation of the overall cost 
to the shipping public consider only the cost to the carrier for 
the service rendered. An additional necessary consideration, 
Said he, was the possibility that the low-cost carrier, as far as 
physical operations were concerned, might be. the high-cost 
carrier from a shipper point of view. From the same point of 
view, said he, the reverse might also be true, depending on the 
nature and extent of the physical operations entailed and the 
particular needs of the individual shipper. The type or form 
of service necessary to effect the greatest economy must also 
be considered, said he. The determination of the most econom- 
ical service to the shipper necessitated consideration of the 





597 


following factors, that, he said, influenced his choice of the 
type of service necessary to fit his commercial requirements: 
Interest charges, elimination of decay and spoilage losses, 
elimination of loss and damages, cost of maintaining inven- 
tories, cost of maintaining warehouses, packaging requirements, 
price advantages, effect on sales, inventory turnover, storage, 
labor conditions, demands of organized labor, and other acces- 
sorial costs. 

“The final item involved in the shipper’s cost is one which 
only a shipper can estimate,” said Mr. Dickson. ‘The element 
of time or speed is a major factor in many instances and 
influences the overall cost to the shipper. Since there is no 
way of determining what that cost might be, it would be in 
the public interest to allow the shipper to decide what type or 
form of service is best fitted and necessary to produce the 
greatest economy in line with his particular business needs.” 

In his summary and conclusions to part 1 of the report, 
dealing with the problem of competition and its influence on 
cost and rate making policies, Mr. Dickson said: 


The railroads are no longer a monopoly industry. There is free 
and open competition on the part of the sellers of transportation serv- 
ices to the extent that the day of monopoly and unified action with 
regard to fixing discriminatory rates for service rendered is a thing 
of the past. 

The for-hire motor transportation industry, although classed as a 
public utility, is not a monopoly industry. It not only competes with 
all other modes of transport but it competes strenuously within itself. 

The problem of destructive competition on competitive hauls and 
commodities cannot be solved until all for-hire carriers conform to 
cost-of-service principles. Under competitive conditions the total rates 
or charges for transportation services must be sufficient to pay the 
full cost plus a reasonable return. If rates or charges are on a lower 
level and cover the entire operation, then carrier destruction is in- 
evitable. 

Fair competition should be a controlling factor in the development 
of a minimum-rate structure. Free enterprise in the transportation 
field coupled with fair competition is desirable and in the public 
interest. It is not in the public interest, however, to allow any 
carrier to reduce its rates below cost to meet the rates of, or threaten, 
competing carrier agencies which are operating on a profitable basis in 
a field in which they economically excel. This is especially true with 
regard to competition within the for-hire motor transportation indus- 
try. Most of the large carriers depend upon many different commodi- 
ties for a successful operation. There are, however, hundreds of small 
carriers whose livelihood depends solely or primarily upon a single 
commodity. These carriers are specialists in a particular field of 
endeavor. Their costs are low and the public derives the benefit. An 
unfair rate reduction below the cost of service rendered by any com- 
peting carrier, which would compel the small carriers to retire from 
the field of competition, would be against the public interest. By the 
same token, the large regular route motor common carriers depend for 
a livelihood on a much smaller number of commodities and hauls than 
do the railroads. These carriers perform for the shipping public a 
kind of service offered by no other form of transport. From an over- 
all cost point of view, they excel in their field of operations, particu- 
larly in the handling of less-than-carload and less-than-truckload ship- 
ments. A rate reduction by any other less efficient transport agency 
sufficiently below its cost of service rendered to deprive the most 
efficient carriers of a reasonable return on their investment or compel 
them to retire from the field of competition, would prevent the public 
from enjoying the inherent advantages offered by the efficient carriers 
so affected. 

In determining the relative economy of each mode of transport on 
competitive hauls and commodities first consideration must be given 
to the full cost of each. It must be assumed also that each kind of 
traffic will carry its proportionate share of fixed expenses. Conse- 
quently, no consideration should be given to any agency’s potential 
ability to discriminate by means of transporting one commodity at less 
than cost while causing another to pay an extra amount to cover the 
difference. 

The railroads’ policy of reallocating fixed costs to noncompetitive 
hauls and commodities in order to meet the rates of carriers operating 
in a field in which they excel from a cost point of view is not only 
unsound but actually increases the physical range of the competing 
carrier agencies. 

A comparison of one agency’s transportation costs for rendering 
services with those of another agency will indicate the economy of 
each with regard to physical operations. Such a comparison, however, 
will not indicate which of the agencies is best fitted to render the 
particular services that will result in the greatest over-all economy to 
the shipping public or consumer. It must be left to the shipper to 
decide, after consideration of the costs of each, which agency is best 
fitted to effect the greatest economy to the ultimate consumer. 

Until such time as the various regulatory bodies, both state and 
federal, have obtained the desired accurate cost information of all 
forms of transport and are prepared to use it on a comparable basis, 
it would not be of public benefit to fix minimum rates based on costs 
for any one type or form of carrier without first giving proper con- 
sideration to rates of competing carrier agencies. 


Control and Use of Costs 


In part 2 of the report, dealing with control and use of 
costs in motor transportation,-Mr. Dickson pointed out that, 
effective January 1, 1938, the Commission had prescribed a 
uniform system of accounts applicable to all Class I motor 
carriers, and that, in devising such system, it was influenced 
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by the method instituted fifty years earlier in setting up the 
railroad system of accounting. From a cost-finding point of 
view, said he, the motor carrier industry was faced with a 
situation in which the Commission had prescribed an elaborate 
set of accounts, and in the final analysis it had only set forth 
the aggregate expenditures for which a particular carrier was 
responsible, and that the system was nothing more in principle 


than a carry-over from accounting methods prescribed for rail- 
roads. ; 


“The expense and burden imposed upon the for-hire truck- 
ing industry of meeting the Commission’s requirements with 
regard to filing annual and quarterly reports are not justified 
by the use which can be made of such records,” said he, adding 
that, considered in terms of practical and useful cost-finding, 
the relative success of existing systems was disappointing. At 
the moment, said he, the primary objectives of cost-finding were 
buried in the annual reports and accounts that must be filed 
with the Commission. 


The summary and conclusions to part 2 of the report 
follow: 


Unlike the oiher public utilities of the nation, the transportation 
industry has made little progress in cost finding during the past 50 
years. In setting the sale price of a particular service the railroads 
seldom, if ever, in the past gave any consideration to the cost of pro- 
viding a particular service. The experience of recent years, however, 
has developed a great need of a cost-finding method for use in all 
forms of for-hire transportation. Unless the present uniform systems 
of accounting are revised this need will not be satisfied. 


The accounting system for the for-hire-motor-transportation indus- 
try should be revised to the extent that all the elements affecting the 
true costs will be segregated. The basis of the cost-determining method 
should be one that will allow a ready and intelligent comparison, by 
the Interstate Commerce Commission, of the different types of service 
rendered by each class of carriers, namely, regular-route-common, irreg- 
ular-route-common, and contract carriers. Only a method which will 
take into consideration, and segregate, costs of all the elements involved 


in performing the different types of service rendered will have any 
real meaning. : 


Motor-transportation cost cannot be obtained at any time unless 
all methods incidental to processing costs permit absolute control. 
Special studies are costly as well as transitory and have not proved 
satisfactory inasmuch as the results obtained are dependent on the use 
of the inadequate data now found in the carrier’s accounts. The present 
elaborate systems of accounts were not set up for the purpose of cost 
finding and, although they may be of some value to the Interstate Com- 
merce Commission, there are limits beyond which it is neither practical 
nor profitable for the carrier to go in his efforts to meet the require- 
ments. The value which can be placed on the results possible should 
be the defining consideration, not only from a carrier point of view 
but also from a public point of view. The cost of keeping the existing 
system of accounts, plus the cost of the many rate cases before the 
Interstate Commerce Commission, in which the burden of proving his 
costs is placed on the carrier, plus the expense of the many special cost 
studies conducted by the Interstate Commerce Commission on its own 
motion do not appear to be justified. That the motor carriers, and the 
public, are burdened with this heavy expense after 5 years of reporting 
by the motor industry is prima facie evidence that the accounts as they 
are now set up have little value for cost finding. 


As a true measure of costs, the use of a system-average vehicle- 
hour, mile, or ton-mile cost is of no value in operations consisting of 
both long and short hauls. 


For management, cost accounting, and traffic statistical purposes, 
the value of poundage accounting for the directional movement of prop- 
erty is of the utmost importance, yet almost no data of that kind are 
available. Until such time as provisions are made to develop the infor- 
mation, motor-carrier costs cannot be determined. 


The two principal factors affecting motor-vehicle costs are distance 
and time. For cost purposes they cannot be combined into one unit. 

In order for the motor carriers to operate their businesses intelli- 
gently, they should know with reasonable accuracy what a given service 
will cost before the movement involved is made. 


In terms of cost of rendering the service, the sphere of operations 
of each mode of transport should be defined, and the services of each 
should supplement the other in giving the nation a unified freight trans- 
portation system. Without a knowledge of the costs applicable to the 
various types of service rendered: by each mode of transport, proper 
coordination cannot possibly be accomplished. 


Although Part II of this study is concerned primarily with the cost- 
finding problems of the regular-route-motor-common carrier, the objec- 
tives and the methods used in obtaining those objectives should apply 
with. equal force to all other types of motor carriers, including the 
private carrier. Although the private carrier does not haul for others 
and therefore need not build a rate structure, he must know his costs 
if he is to make the best decisions on such matters as the selection and 
utilization of equipment. : 


The costs developed in Part III of this study (Mississippi Valley 
study) are set up in considerable detail in order that they may, with 
slight adjustments, reflect the cost-finding principles for all types of 
motor carriers. It is the hope of the Board of Investigation and Re- 
search that this study will provide information sufficient to promote 
some progress in the development of a thorough knowledge of motor- 
transportation costs. It is also hoped that the more important char- 
acteristics of the different elements and behavior of costs will be de- 
veloped so that the for-hire-motor-transportation industry, together 
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with those whose duty it is to regulate the industry, will benefit and 
thus gain a greater appreciation of the use of cost data. 


TRANSPORTATION BOARD MOVES 


The Board of Investigation and Research was moved this 
week from quarters in the DuPont Circle apartment building 
to quarters in the old District of Columbia police station build- 
ing at 462 Indiana Avenue, N. W., Washington, D. C. 


Postwar Highway Plans 


Samuel C. Hadden, president of the American Association 
of State Highway Officials and chairman of the Indiana State 
Highway Commission, and chief engineers of the state highway 
departments of Missouri and Iowa testified before the House 
roads committee February 29 and March 1, urging enactment of 
H. R. 2426, or its companion bill in the Senate, S. 971, author- 
izing an appropriation of $3,000,000,000 for postwar construc- 
tion of highways over a three-year period, at the rate of 
$1,000,000,000 a year. 

Carl W. Brown, chief engineer of the Missouri State high- 
way department, outlined the prospective road construction 
needs of that state, in his testimony, and Fred R. White, chief 
engineer of the Iowa highway commission, discussed financial 
requirements for the building of secondary and feeder roads. 

Mr. Hadden took the position that the proposed outlay of 
a billion dollars a year of federal funds for three years after 
the war would not be a burden on the taxpayers because, in 
his opinion, the proceeds from taxes levied by the federal gov- 
ernment on automotive units and parts and on motor fuel 
would amount to that sum. He said that the federal government, 
“in all fairness to state and local governments,” faced a choice 
between retirement from the field of automotive taxation or 
return to the states of the entire proceeds from the taxes 
mentioned. The federal government had practiced diversion 
of money received from those taxes to uses other than highway 
construction, he said, adding that in the fiscal year ended 
June 30, 1942, the government had collected taxes on motor 
vehicles and parts and motor fuels somewhat in excess of 
$677,000,000 but had returned to the states in that year less than 
one-fourth of that amount. The states had pioneered in this 
field of taxation, and the federal government subsequently had 
invaded that field, he averred. 

He said that if a national income of at least 100 billion 
dollars a year was maintained after the war, at least 15 billion 
dollars a year must be expended on construction; that if half 
of that was public construction, and the other half private, and 
if half of the public construction was highway construction, 
“then highway work costing at least 2% billion dollars a year 
must be carried forward as a part of the contribution of gov- 
ernment to the maintenance of a healthy national economy.” 
He expressed a belief that only a small number of the states 
coul@ match federal funds with state money in the early part 
of the program on any basis higher than a 25 per cent con- 
tribution. 5 

Mr. Brown discussed findings made in studies of the dura- 
bility of various types of highway surfaces and told of a 
survey of highway improvements needed in Missouri, He 
submitted a tabulation of costs of various types of improve- 
ments proposed. Applying those costs to the mileage recom- 
mended for improvement, he said, the total estimated cost of 
road work in Missouri for the period 1941 to 1950 inclusive 
would be $168,350,000, exclusive of city street work and work 
to take up “the lag in construction during 1941-1944,” for which 
the added costs would be $48,000,000 and $47,000,000, respec- 
tively, making the grand total $263,350,000. 

Mr. White said that it necessarily cost more by the vehicle- 
mile of traffic to build and maintain secondary and feeder roads 
than federal-aid roads or urban highways, and that in most 
states “very considerable’? amounts of local property tax funds 
were spent on secondary and feeder roads, while such taxes 
were not spent on federal-aid roads. He said a “comparatively 
small sum of money” would improve large mileages of second- 
ary and feeder roads. He noted that the considered bill would 
authorize expenditure of $921,000,000 out of each billion dollars 
for such roads, and added that this seemed “a reasonable ap- 
proach to the problem.” He opposed enactment of separate 
legislation for such road construction, saying that in his opinion 
all federal fund authorizations for highway work, including 
federal-aid roads, urban highways and secondary and feeder 
roads, should be embodied in one measure, as contemplated in 
H. R. 2426. 

In the course of the -rhearing the Association of State 
Highway Officials, by which, according to Mr. Hadden, H. R. 
2426 and S. 971 were prepared, indicated that it would) propose 
use of 100 per cent federal-aid funds in grade crossing elimina- 
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tion projects, thus relieving the states and the railroads of the 
burden of contributions to the cost of such projects. 

Thomas H. MacDonald, administrator of the Public Roads 
Administration, was a witness before the House committee on 
public buildings and grounds, March 1, in a hearing on post- 
war planning. Mr. MacDonald, in his testimony, discussed 
details of the national highway network proposals embodied 
in the report of the National Interregional Highway Committee 
(see Traffic World, Jan. 15, 170), using charts and artists’ 
sketches to illustrate his points. He said the committee’s plans 
contemplated agreement by the various states on the highway 
plans for the respective states. 

Witnesses heard by the committee March 2 were H. A. 
McDonald, Massachusetts commissioner of public works, and 
C. H. Purcell, California director of public works. 

Mr. McDonald, in a discussion of present-day needs for 
development of urban highway routes, said that federal-aid 
highway construction heretofore had been a “rural” program 
and that “‘the day is over when we can stop at the city limits” 
in building federal-aid roads. Mr. Purcell, in the course of 
testimony as to the importance of the federal-aid highway sys- 
tem, contended that interstate traffic on urban and rural main 
highway routes had increased the scope of federal responsi- 
bility for the construction and maintenance of such roads. 


MOTOR CONSERVATION 


The Office of Defense Transportation has issued Supp. 
order O. D. T. 20A-71, certain taxicab operators, coordinated 
operations in Rome, N. Y., area; supp. order O. D. T. 20A-72, 
certain taxicab operators, coordinated operations in Corning 
and Painted Post, N. Y., areas; supp. order O. D. T. 20A-73, 
certain taxicab operators, coordinated operations in Muskegon, 
Mich., area; supp. order O. D. T. 20A-74, certain taxicab oper- 
ators, coordinated operations in Bay City, Mich., area; supp. 
order O. D. T. 3, Rev. 179, common carriers, establishment of 
Huntington, W. Va., registration office; supp. order O. D. T. 3, 
Rev. 183, common carriers, coordinated operations between 
points in Indiana, and special order O. D. T. B-53, common car- 
riers, coordinated (passenger) operation between St. Joseph, 
Benton Harbor, and Kalamazoo, Mich. The O. D. T. said the 
last order listed approved a joint-action plan it was estimated 
would save approximately 140,000 bus miles annually. 


NEW JERSEY COMMUTERS SUE 


Representatives of New Jersey commuters have filed suit 
in the Federal District Court for the District of Columbia to 
set aside the O. D. T. order requiring the Central of New Jer- 
sey to discontinue 68 of its suburban commuter trains in the 
greater New York area, beginning March 12 (see Traffic World, 
Feb. 26, p. 544). 

The plaintiffs allege that the O. D. T. has exceeded its 
authority and has usurped the power of the Board of Public 
Utility Commissioners of New Jersey. They ask the court to 
declare that the O. D. T. and the President are without author- 
ity to carry out the order. 


Motor Vehicle Parts Program 


A wartime rehabilitation program to maintain the nation’s 
motor transportation system by the most economical use of 
replacement parts and the least drain on parts manufacturing 
facilities has been announced by the Office of Defense Trans- 
portation. 

The program calls for rebuilding and overhauling trucks 
by the use of rebuilt exchange engines, transmissions and rear 
axle assemblies. These larger component truck units will be 
exchanged at dealer garages for rebuilt units, with a minimum 
truck layover. This is designed to keep vehicles on the road 
more days in the year and minimize deterioration of truck 
transportation equipment. 

W. J. Cumming, chief of the O. D. T.’s vehicle maintenance 
section, will outline the program in a series of meetings of 
regional O. D. T. officials and industry representatives be- 
ginning March 13. These meetings will be held at Philadelphia, 
March 13, 14 and 15; New York, March 16, 17 and 18; Kansas 
City, March 20, 21 and 22; Dallas, March 23, 24 and 25; San 
Francisco, March 28, 29 and 30; Denver, April 3, 4 and 5; 
Cleveland, April 7 and 8; Atlanta, April 10, 11 and 12. 

Truck manufacturers already had a working knowledge 
of the procedure, the O. D. T. said, since it was similar in 
many respects to their practice of exchanging smaller units, 
such as carburetors, fuel pumps, ignition distributors and gen- 
erators, said the O. D. T., adding: 


Since engines, transmissions and rear axles cannot be rebuilt by 
the smaller neighborhood garages and shops because of the lack of 
facilities and prohibitive expense, the larger units will be obtained from 


599 


original unit manufacturers, specialized rebuilders and dealer garages. 
Merchandising details and the location of the rebuilding shops will be 
dependent upon trade arrangements and distribution plans of the par- 
ticipating concerns. 


The O. D. T. said that the War Production Board already 
had written into its 1944 production schedules more than 18,000 
transmissions and over 7,000 rear axle assemblies as an initial 
inventory for the program, and said that approximately 138,000 
engines required to implement the project this -year would be 
added. 

A truck operator will be able to obtain a rebuilt engine, 
transmission or rear axle in exchange for a similar unit from 
his vehicle if the exchange is necessary to maintain essential 
transportation. Wherever individual replacement parts will 
serve the need, they must, of course, be used instead of the 
larger component units. The smaller replacement parts required 
will be provided under the War Production Board’s Limitation 
Order L-158. 

Fleet owners with 25 or more vehicles, who maintain their 
own trucks or busses and are equipped to overhaul large units, 
may purchase one spare unit for each 25 vehicles or multiples. 
thereof. * 


Oo. D. T. MOTOR INTERPRETATIONS 


Pointing out that by amendments to General Orders O. D. 
T. 3 Revised, 6A, and 17, approval of the Office of Defense 
Transportation is required for the extension or inauguration 
by any “person” of motor vehicle (property) transportation 
service over a route or within a territory not being served by 
such “person” as a carrier on October 25, 1943, Jack Garrett 
Scott, general counsel of the O. D. T. has issued decisions ar- 
rived at in reference to questions raised. The O. D. T. pointed 
out that the ruling applied to “over-the-road service,” “local 
delivery service,” “collection and delivery service,” and “local 
cartage service,” as those services were defined in the general 
orders aforementioned. 

The interpretations are embodied in O. D. T. 3 Rev. 6A-7, 
copies of which may be obtained from the Office of Defense 
Transportation in Washington and in its regional offices. 


CHICAGO TRUCK CONSERVATION MEETING 

District maintenance specialists of the Office of Defense 
Transportation met with chairmen of industry maintenance 
committees from the seven states of the O. D. T.’s fifth region 
at Chicago February 26 to discuss conservation of truck tires 
and repair parts. Among those who addressed the meeting 
were William J. Cummings, chief, maintenance division, 
O. D. T., and Fred L. Faulkner, automotive engineer, Armour 
and Company, regional O. D. T. automotive consultant. The 
group decided to develop a plan for the distribution of repair 
parts where most needed; to organize educational campaigns 
among operators and employes, and to make a survey of the 
condition of trucks in the region so as to ascertain the need 
for new vehicles. 


MOTOR CARRIER REPORT FORMS 


The Office of Defense Transportation has announced that 
it has provided a “simpler and more concise” form for use by 
certain types of motor common carriers required to submit 
monthly operating reports to it. It prescribed the new form 
(form > ed in amendment No. 2 to administrative order 
Go. = & 

As in the past, said the O. D. T., the monthly operating 
reports were required only of motor common carriers of freight, 
petroleum tank truck operators, and contract carriers in over- 
the-road service. It added that the purpose of the monthly 
operating report was to enable the O. D. T. to prepare ade- 
quately for the nation’s future transport needs with respect to 
equipment, manpower, parts, tires and fuel. It said the new 
forms would be mailed monthly to the carriers. 

If the truck operators did not return the completed forms 
to their O. D. T. district offices by the fifteenth day of the 
month following the month for which operations were re- 
ported, their Certificates of War Necessity might be suspended, 
revoked, or modified, the O. D. T. said. 


EASTMAN RESTING 


Director Eastman, of the Office of Defense Transportation, 
issued Administrative Order O. D. T. 16 to delegate authority 
to Deputy Director Charles D. Young to perform the director’s 
duties while the latter was resting as directed by his physician 
(see Traffic World, February 26). 

“The Deputy Director of the Office of Defense Transporta- 
tion is hereby authorized, until otherwise ordered, to perform 
all the functions and duties imposed upon, the Director of the 

a 
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Office of Defense Transportation, for and in behalf of said 
Director,’ says the order. 

The order also provides for existing orders remaining in 
effect except that provisions of subparagraph (1) of para- 
graph (a) of section 503.1 of Administrative Order O. D. T. 1 
are suspended. The effect of the suspension is to deleyate 
authority to the Deputy Director to act even though Mr. East- 
man is in the city of Washington. The provisions in question 
relate to authority to act while Mr. Eastman is out of Washing- 
ton. ; 

Umbrage was taken by Mr. Eastman’s aides when they were 
shown a newspaper report that their chief had been “taken to 
the hospital.” It was stated that Mr. Eastman, after having 
visited his physician and having been advised to take a rest 
in a hospital, had attended to several matters in his office, 
gone home and ridden to the hospital in a taxicab. 

To take his mind off his work, Mr. Eastman has long en- 
joyed reading detective stories. It was said he was engaged 
in that pastime at the hospital. 

Mr. Eastman was still resting in the hospital March 2, his 
office stating that he had been greatly benefitted by his stay 


there. 
> 


MERCHANDISE CAR SCHEDULES 


The Office of Defense Transportation has issued a list of 
regular merchandise cars from origins in Ohio, Michigan and 
Indiana, similar lists for other territories having been issued 
previously. 


oO. D. T. APPOINTMENTS 

The Office of Defense Transportation has announced the 
appointment of Charles F. Warden as chief of the intercity 
bus section of its division of local transport. Mr. Warden 
has been serving as acting chief of the section since last Oc- 
tober. Before joining the O. D. T. in July, 1942, Mr. Warden 
had been associated for many years as an executive in the 
operating and traffic departments of Greyhound Lines, the 
Short Line, Great Eastern Stages, and the All American Bus 
Lines. 


NO EXTRA KENTUCKY DERBY TRAINS 

Deputy Director Young, of the Office of Defense Trans- 
portation, has announced the concurrence of the O. D. T. in 
plans by the management of Churchill, Downs to confine at- 
stendance at the 1944 Kentucky Derby to residents of Louisville, 
Ky., and vicinity. ‘ 

Under these plans, said the O. D. T., no derby tickets 
would be sold to persons outside the Louisville area except 
for the purpose of allowing regular boxholders to retain their 
boxes for future years. These boxholders, however, must agree 
not to attend the derby themselves and to make their boxes 
available to service men stationed in the Louisville area, the 
announcement said. 


TRANSPORTATION FAILURE REPORTS 


That it would be desirable for shippers generally to bring 
instances of transportation failures and delays to the attention 
of railroads involved was the consensus at a meeting of repre- 
sentatives of the National Industrial Traffic League, the Na- 
tional Association of Shippers Advisory Boards, and the Asso- 
ciated Traffic Clubs of America with representatives of the 
Commission and Office of Defense Transportation. Bunching 
of cars, terminal delays, delays in picking up empties from 
industrial sidings, and delays in transit were among the service 
matters mentioned in connection with the suggestion. Carrier 
representatives, it was indicated, would be glad to have direct 
word of such occurrences, the point being made that often 
they were not aware of such failures. 


TRAIN SERVICE FROM FLORIDA 


The Office of Defense Transportation has authorized the 
operation of two all-coach trains daily from Florida to New 
York for 30 days, beginning March 1. One train will be run 
by Seaboard Air Line and one by Florida East Coast-Atlantic 
Coast Line jointly. The O. D. T. pointed out that no additional 
Pullman service would be available, and that no additional 
southbound service would be supplied, the two trains to operate 
empty to Florida. The O. D. T. said that Pullman reservations 
for service from Florida were booked ahead for 30 days, and 
that this condition would continue until mid-summer. 


MORE HOSPITAL FLOWER DELIVERIES 


By general permit O. D. T. 17-25A, effective February 29, 
the Office of Defense Transportation has relaxed its restrictions 
on the retail delivery of cut flowers to allow three deliveries 
weekly to a hospital instead of two. The permit supersedes 
géneral permit O. D. T. 17-25. 
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At the same time, the O. D. T. said, the package size 
and weight requirements for retail flower deliveries were tight- 
ened to correspond to those applicable to other commodities. 

Florists wishing to increase the number of deliveries to 
hospitals to three weekly must file a schedule with the O. D. T. 
office designating the days of the week on which deliveries are 
to be made, says the O. D. T. 


LAKE COAL MOVEMENT 


By suspension order O. D. T. 9A-1, effective March 3, the 
Office of Defense Transportation has suspended until May 15 
all restrictions on coal movements on the Great Lakes. The 
O. D. T. said the suspended restrictions were intended to give 
preferential treatment to ore cargoes and that their suspension 
was to permit the unrestricted movement of coal on the Great 
Lakes until the iron ore traffic reached its full stride for the 
1944 season. 

O. D. T. officials said that the relatively mild winter on 
the lakes this season should make it possible for an early open- 
ing of navigation. They described ice conditions as the most 
favorable in years, due to the absence of any sustained periods 
of sub-zero temperatures. 


CARS FOR PRESIDENTIAL CANDIDATES 


The Wendell Willkie party that made a recent cross- 
country political trip had a special permit for the exclusive 
use of the room car in which the Willkie group of 18 people 
travelled, said Henry F. McCarthy, associate director of the 
division of traffic movement of the Office of Defense Transpor- 
tation. The party filled the car, he said. 

The permit was granted under General Order O. D. T. 24, 
he pointed out. One of the provisions of that order says that 
no rail carrier shall “operate a passenger train, the consist of 
which includes a car, other than a railroad business car when 
used by railroad officials or employes on railroad business, 
chartered, or the use of which by prior arrangement is re- 
stricted, to a person or a number of persons travelling together 
as a group,” without an O. D. T. permit. 

Aside from the fact that the permit was necessary for the 
group, with New York as its starting point, Mr. McCarthy said 
it was also necessary in order to permit the group to use the 
car west of Chicago, to avoid a car change at that point. The 
O. D. T., he said, did not permit cars to be installed on lines 
on which they were not regularly running, 

The purpose of General Order O. D. T. 24, said Mr. Mc- 
Carthy, was to “strain out” the exclusive use of cars on trips 
that were not justified by a direct relationship with the wel- 
fare of the country. In that connection he said he regarded it 
as necessary that the people of the United States have an op- 
portunity to see and hear presidential candidates this year, and 
that the O. D. T. would do everything in its power to enable 
those candidates who desired to do so to take their messages 
to the people of America. 

= the kind of a country I like to think we live in,” 
he said. 


CHICAGO TRUCK COUNCIL MEETS 


Frank Purse, district director of the Commission’s Bureau 
of Motor Carriers, and Frank Corcoran, district director, and 
Harry Gormley, regional director, division of motor transport, 
O. D. T., spoke at a closed, organizational meeting at the 
Stevens Hotel, March 1, of the new Chicago trucking industry 
war council, which held its first meeting February 23 (see 
Traffic World, Feb. 26, p. 544). The organization has been set 
up to provide liaison between the truckers and the O. D. T., 
I. C. C., and military transportation headquarters in the Chi- 
cago metropolitan area. Harry Chaddick, president, American 
Transportation Company, has been elected chairman of the 
council, which is composed of more than 30 representatives of 
interstate, intrastate, and cartage operators. 

Mr. Purse spoke on embargoes. He said many truckers 
had established embargoes in the area based on the companies’ 
alleged inability to serve certain points or certain shippers be- 
cause of manpower and equipment shortages. If such “general” 
shortages existed, he said, they might justify temporary sus- 
pension of operations, but not establishment of embargoes, 
adding that truckers who established the embargoes might lay 
themselves open to charges that they had abandoned operations 
or to shippers’ claims for damages. He urged that the truckers 
cancel as many embargoes as they could, and seek through 
joint action plans to serve all points and all shippers previously 
served. 

Mr. Corcoran asked the truckers to submit him as early 
as possible estimates of the amount of dry ice they would re- 
quire next spring and summer so that he could make arrange- 
ments with dry ice dealers to assure adequate supplies for the 
truckers in the warm weather period. He said similar arrange- 
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ments had been made last year but that some truckers had 
been unable to obtain the ice because they had not indicated 
to the O. D. T. the extent of their needs. 


Truck Loading 


Three hundred and forty-four for-hire motor carriers have 
reported to the American Trucking Associations, Inc., January 
tonnage of 2,460,305 as compared with 2,477,695 tons carried 
in December, and 2,314,265 in January, 1943—a decrease of 
seven-tenths of one per cent under the December figure and an 
increase of 6.3 per cent over January, 1943. 


Revenue Freight Loading 


Revenue freight loading the week ended February 26 
totaled 782,463 cars, according to the Association of Ameri- 
can Railroads. This was 6,771 cars or nine-tenths of one 
per cent above the preceding week, 458 cars or one-tenth of 
one per cent under the corresponding week last year, and 604 
cars or one-tenth of one per cent above the corresponding 
week of 1942. 

Statistics prepared by the A. A. R. car service division 
follow: 
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“The tank-car turnaround has been improved substantially 
by the efforts of both railroads and the industry,” said Robert 
E. Wilson, chairman of the council’s committee on petroleum 
economics. “The tendency to requisition more and more cars 
for specific military movement has been reduced, and a few 
more tankers are to be made available. Also the outlook for 
March operation of the 20-inch products line has improved.” 


CAR SUPPLY FOR PULP AND PAPER 


In a statement issued through the Office of War Infor- 
mation, F. E. Hufford, transportation consultant of the forest 
products bureau of the War Production Board, said that 
shortages of freight cars for transportation of pulp, paper 
and paperboard were increasing daily, particularly in the 
south and southeast, and that “some production has been 
lost as a result of inability to get sufficient cars for the move- 
ment of raw materials and the finished products.” 

The W. P. B. said Mr. Hufford had advised its paper 
and paperboard industry transportation advisory committee 
that the freight load was increasing and that the railroads 
were confronted with growing manpower shortages as well 
as a tightening car supply situation. 

“The paper and paperboard industry,” said Mr. Hufford, 
“is dependent to a great extent on truck transportation, as 
90 per cent of the pulpwood in the United States moves at 





Revenue Freight Car Loading—Week Ended Saturday, Feb. 26 


Grain and Live 
grain-prod. stock Coal 
{ 1944 48,084 15,648 178,560 
TOUR BE TORI... ois <o 590.06 00005 { 1943 50,668 12,398 178,549 
| 1942 37,351 10,470 162,482 
Preceding week February 19...... 1944 50,743 15,154 179,807 
Per cent increase over............ 1943 26.2 
Per cent decrease under.......... 1943 $.1 
Per cent increase over............ 1942 28.7 49.5 9.9 
Per cent decrease under.......... 1942 
{ 1944 475,993 138,256 1,605,387 
Cumulative 9 weeks to Feb. 26.. { 1943 439,331 117,196 1,495,381 
| 1942 361,930 106,661 1,426,230 
Per cent increase over............ 1943 8.3 18.0 7.4 
Per cent decrease under.......... 1943 
Per cent increase over............ 1942 31.5 29.6 12.6 
Per cent decrease under.......... 1942 





Per cent to 15-year average 113.7. 


Oo. P. A. PETROLEUM RULING 


; Truckers, other than common carriers, have been author- 
ized by the Office of Price Administration to charge for the 
transportation of petroleum products by tank truck within the 
state of Louisiana either prescribed O. P. A. ceilings or state 
minimum rates, whichever are higher. 

This action was taken to remove a conflict that has existed 
where the operators have been observing O. P. A. ceilings which 
are lower than those recently put into effect by the Louisiana 
Public Service Commission, according to the O. P. A. The ruling 
is effective March 3. 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 17,351 
freight cars, and a daily average shortage of 5,303 freight cars, 
for the week ended February 26, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 3,030; 
auto box, 106; flat, 595; gondola, 2,563; hopper, 1,324; and mis- 
cellaneous, 9,733. 

The shortage was made up as follows: Plain box, 4,941; 
auto box, 109; flat, 21; gondola, 18; and hopper, 214. 


PETROLEUM TRANSPORTATION 


In the week ended February 26, the railroad tank car 
movement of petroleum and its products into district No. 1, 
the east coast area comprising 17 states, averaged 692,382 bar- 
rels a day, as against a daily average of 684,980 barrels in the 
preceding week, the increase being equivalent to about 1 per 
cent, according to the Petroleum Administration for War. 

Deputy Petroleum Administrator Davies, advised of re- 
ports that construction of petroleum pipelines across Mexico 
was being considered by the P. A. W., said that the P. A. W. 
had “from time to time” considered various alternative meth- 
ods of moving oil to the Pacific from the Gulf coast, but that 
it had not approved pipelines ‘‘across the Isthmus of Tehuan- 
tepec” and that the P. A. W. was not informed that the army 
or navy was sponsoring “anything of the kind at this time.” 

The Petroleum Industry War Council said, March 2, that 
there was a brighter outlook on petroleum supplies for the 
east coast area, with the exception of a temporary stringency 
in New York vicinity. 


Forest Mase. 

Coke Products Ore L.C.L. Miscellaneous Total 
15,306 42,560 13,322 102,271 366,712 782,463 
15,229 43,230 14,654 93,758 374,435 782,921 
14,443 45,329 12,853 143,542 355,389 781,859 
15,221 40,589 13,119 100,635 360,424 775,692 

a 9.1 
1.6 9.1 3.13 | 
6.0 3.6 3.2 1 

6.1 28.8 
137,658 367,067 124,828 895,596 3,211,184 6,955,969 
135,443 332,123 125,850 790,627 3,151,585 6,587,536 
128,547 392,904 117,393 1,307,716 3,140,040 6,981,421 
1.6 10.5 . 13.3 1.9 5.6 

8 
7.2 6.3 2.3 

6:6 31.5 4 





least part of the distance from stump to mill on trucks. In 
the south, where 44 per cent of all. United States pulpwood is 
produced, the entire movement is by trucks. A recent sur- 
vey, by the pulpwood branch of the W. P. B. paper division, 
of trucks needed for pulpwood operations this year indicates 
that the industry will probably require approximately 6,300 
medium-sized trucks, a large portion in the early part of 
this year. Taking into consideration the new truck pro- 
gram and the number in the civilian pool, there will not be 
sufficient new trucks available this year to take care of all 
—_ and the paper industry must conserve every available 
ruck.” 

The W. P. B. said the pulp, paper and paperboard in- 
dustry had been asked to place truck tire conservation on a 
“must” program for all their truck operators, because, other- 
wise, their trucks might be laid up for lack of tires alone. 


RAILROAD PERFORMANCE IN WAR 


That rail transportation tieups such as those experienced 
in the first world war had not occurred in the present war was 
attributed chiefly to “close integration between the carriers 
and government agencies and shippers,” in an article written 
by N. W. Kendall, of the transportation unit of the Bureau 
of Foreign and Domestic Commerce, for the March issue of 
“Domestic Commerce,” a Department of Commerce publi- 
cation. 

Mr. Kendall said that, with 34 per cent fewer locomotives, 
25 per cent fewer freight cars and 26 per cent fewer pas- 
senger cars, including Pullmans, American railroads had 
handled a much larger volume of traffic in the present war 
than in world war I, and had avoided congestion at the ports. 
He noted that in the first world war congestion became so 
serious that the United States Railroad Administration was 
set up early in 1918 and operated the roads for more than 
two years. 

“Today,” he continued, “the situation is entirely different. 
Under private ownership and operation the carriers have 
handled far more traffic than during the last war, and with 
fewer employes and less rolling stock.” 

He said that the primary difficulty in the first world war 
apparently was that priority orders, to expedite transporta- 
tion of materials, were issued indiscriminately by various 
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government agencies and that the railroads, under private 
management, were unable to determine the relative impor- 
tance of those orders. He recalled that at the beginning of 
1918 about 180,000 loaded cars above the normal figure were 
immobilized on the eastern lines. 

“At the peak war load in 1918 Class I railroads performed 
405 billion revenue ton-miles of freight service and 43 billion 
passenger-miles,” he said. “In 1942, with substantially less 
rolling stock and motive power the freight load carried was 
638 billion ton-miles and the passenger volume 54 billion 
passenger-miles, and with no substantial increase in new 
equipment. 


PRIVATE OPERATION OF RAILROADS 

In an address made February 26 as part of a radio pro- 
gram, J. J. Pelley, president, Association of American Railroads, 
spoke of railroad wartime performance and asserted the rail- 
roads were the product of private capital, private planning, and 
“are the product of private management and operation.” 

“One of the major reasons why railroads have been able 
to meet their responsibilities and do their job so well in the 
present emergency is that they are run by railroad men of 
practical experience,” said he. 

The railroads, said he, were only one example of “the 
democratic system which relies upon the energies, the resource- 
fulness and the self-reliance of the free individual to produce 
results. We have seen what those results are, in peacetime and 
in the test of war. We have seen other nations which rely on 
other systems of getting things done, and we are seeing their 
results. Who is there among us who would change systems 
with them?” 


TRUCK TIRE RATIONING 


In an announcement of tire rationing quotas for March, the 
Office of Price Administration said that the March truck and 
bus tire quota was being divided, for the first time, into two 
size categories, and that the new truck and bus quota was 
about 18,000 tires larger than the February quota of 267,917, 
though 13,000 less than the March, 1943, quota. 

“Boards will have separate quotas for truck tires of sizes 
7.50 or smaller and for those of 8.25 or larger,” said the O. P. A. 
“Boards will indicate on each tire certificate issued the size 
tire which the applicant is to buy. The separate truck tire 
quotas were provided so that truck operators needing large 
size tires would not be penalized by an exhausted quota result- 
ing from a large demand for small size tires.” 

The O. P. A. said that the March quota of new truck tubes, 
230,503, would be about the same as the February quota. It 
said that, while the quota for new truck tires remained at a 
low level, ration certificates for used tires might be issued by 
local boards to essential truck operators without quota limita- 
tion. 

The truck and bus tire quota for March would comprise 
171,487 new tires of size 7.50 or smaller and 114,311 new 
tires of size 8.25 or larger, the O. P. A. announced. 


Lake Port Embargo and Permits 


All eastbound carload freight for movement via lake lines, 
including that to be stopped in transit for holding in cars, in 
railroad yards or for storage or holding on the docks or in 
dock warehouses of rail carriers at Lake Superior and Lake 
Michigan ports is subjected to restrictions under permits by an 
embargo (C. S. D. Embargo No. 164) issued by the car service 
division of the Association of American Railroads, effective 
March 5, superseding and canceling C. S. D. Embargo No. 2. 
The latter embargo was issued June 12, 1941. It established a 
permit system, effective June 15 of that year, for the move- 
ment of eastbound carload freight over the railroads to Lake 
Superior and Lake Michigan ports for subsequent movement 
over lake lines. = 

Embargo No. 164, like embargo No. 2, was described at 
the car service division as a preventive measure, “to prevent 
congestion,” and it was pointed out that embargo No. 164 dif- 
fered somewhat from embargo No. 2 because the Canadian 
Pacific Steamship Co. was not operating on the lakes this year. 
In the absence of the embargo and permit system, it was said, 
congestion at the western lake docks might be expected, with 
the opening of the lake navigation season close at hand. 

Under an exception in embargo No. 164, freight covered by 
the embargo will be accepted “when covered by numbered per- 
mit issued by the district manager, Car Service Division, Min- 
neapolis 1, Minn., when storage is at or movement is via a 
Lake Superior port or by district manager, Car Service Divi- 
sion, Chicago 5, Ill., when storage is at or movement is via a 
Lake Michigan port.” The embargo contains a parenthetical 
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statement that an application for a permit from a shipper 
located at a point on a railroad reaching a Lake Superior or 
Lake Michigan port should be filed with the embargo officer of 
that road, who will transmit it to the car service division’s 
district manager, and that ‘“‘a shipper at any other point will 
file application direct with district manager, car service divi- 
sion.” 


FREE TIME AT PORTS 


In postponing the effective date of service order No. 183 
from March 1 to April 6, by amendment No. 1 to the service 
order, the Commission, division 3, did so in order to set the 
effective date forward to the date on which, it was said in the 
Commission’s Bureau of Service, it was understood that tariffs 
limiting the free time on freight for export, coastwise or inter- 
coastal movement, held in storage, would be made effective. 

The original service order limited to seven days the free 
time on freight cars, including refrigerator cars, loaded with 
freight for export, coastwise, or intercoastal movement, held 
for unloading at or short of North Atlantic ports (Hampton 
Roads, Va., and north) and Pacific coast ports, with some 
exceptions (see Traffic World, Feb. 26, p. 546). 

Officials of the Bureau of Service explained that the orig- 
inal order had not been made applicable to such freight stored 
in warehouses. With the filing of tariffs limiting the free time 
on such freight to the seven days allowed on freight in cars, it 
was pointed out, any discriminations existing because of longer 
time allowed in warehouses, would be eliminated. 


CITRUS FRUITS ICING 


By a second amended general permit No. 9 under service 
order No. 164, Homer C. King, director of the Commission’s 
Bureau of Service, has granted permission for any common 
carrier by railroad: 


To reice once in transit to full bunker capacity at any point in the 
states of Arizona, Arkansas, Louisiana, New Mexico, Oklahoma, Texas. 
Kansas or Missouri, or at Council Bluffs, Ia., Memphis, Tenn., or 
Jackson, Miss., refrigerator cars loaded with citrus fruits originating 
in Arizona, California and Texas. This reicing shall be in addition to 
the replenishing service at the first regular icing station provided in 
amended general permit No. 8 under service order No. 164. 


_ By general permit No. 10 under service order No. 164, per- 
mission was granted any common carrier by railroad: 


To reice once in transit with not to exceed two tons of ice at a 
regular icing station en route but not beyond Florence, S. C., Aber- 
deen, N. C., Spencer, N. C., Augusta, Ga., Atlanta, Ga., Pensacola, 
Fla., Montgomery, Ala., or Birmingham, Ala., after the first or initial 
icing at an icing station in the state of Florida, any refrigerator car 
or cars originating at points in the state of Florida containing straight 
carloads of grapefruit or straight carloads of oranges commonly 
known as ‘‘mid-season oranges,’”’ or mixed carloads of ‘‘mid-season 
oranges’’ and other citrus fruit providing the ‘‘mid-season oranges” 
in the car comprise at least 50 per cent of the lading. 


‘The two permits were made effective March 1, to expire 
April 1, and required that waybills show reference to them. 

The original service order No. 164 placed restrictions on 
the reicing of citrus fruits originating at points in Arizona, 
California, Florida, or Texas, and shipped in refrigerator cars; 
and on the salting of bunker ice in refrigerator cars (see Traffic 
World, Nov. 13, 1943, p. 1210). 


GIANT REFRIGERATOR CAR ORDER 


The Commission, division 3, by amendment No. 3 to serv- 
ice order No. 93, which provided that common carriers by 
railroad serving points in Arizona and California should furnish, 
without regard to ownership, for loading with commodities, in 
carloads, suitable for transportation in refrigerator cars, and 
should accept and transport, giant type refrigerator cars as 
defined in the order, has added the following described cars 
to those not included in the terms of the order: 


BRE refrigerator cars in series numbers 300 to 329 inclusive; WFE 
refrigerator cars in series numbers 400 to 499 inclusive; FGE refrig- 
erator cars in series numbers 600 to 609 inclusive; URT refrigerator 
ears in series numbers 3000 to 3399 inclusive, and 89000 to 89049 in- 
clusive. 


The amendment was made effective March 2. 


F. T. C. AND CEMENT TRANSPORT 
The Federal Trade Commission has submitted to Congress 
a report on distribution methods and costs with respect to 
building materials, lumber, paints and varnishes, and Portland 
cement, and has included in the report a discussion of allega- 
tions of unfair practices by the cement industry on ‘the basis 
of which the F. T. C. issued a cease-and-desist order against 
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the Cement Institute and 75 member corporations of the insti- 
tute (see Traffic World, July 24, p. 209). 

“The (cement) industry,” said the F. T. C. in its report to 
Congress, “has made concerted efforts to eliminate as far as 
possible the use of truck transportation of cement. The truck- 
ing of cement increased rapidly from 1920 to 1930 or 1931. 
In the latter year truck shipments reached as high as 80 per 
cent of the total shipments in some markets. At about this 
time manufacturers were joined by railroads and associations 
of dealers, in concerted efforts to eliminate or at least min- 
imize truck shipments. Railroads wished to regain lost business 
and manufacturers and dealers wished to eliminate price com- 
petition which resulted when trucking disrupted the operation 
of the basing-point system. 

“These efforts resulted in some companies absolutely re- 
fusing to sell cement f. o. b. mill for truck shipment. Others 
denied purchasers the savings they could have made by use of 
trucks, charging the rail freight to destination even if the 
cement was delivered by purchasers’ trucks at the mill. 

“By 1939 about 80 per cent of cement shipments were by 
rail, a little over 13 per cent by truck, about 2 per cent by 
boat and the balance by unnamed modes of transportation. 
Only in California, Michigan, and Ohio was any appreciable 
portion of shipments made by truck, and there chiefly in cer- 
tain limited territories.” 


CEMENT HAULAGE ORDER 


Schedule one of general haulage conservation order T-1 
was discussed at a meeting of the Portland Cement Industry 
Advisory Committee, the War Production Board reported. 
Schedule one controls shipment of portland cement. 

Officials of W.P.B.’s stockpiling and transportation divi- 
sion and of the Office of Defense Transportation told the com- 
mittee that various suggestions offered by the industry for 
revision of schedule one were under serious consideration. 

“A task committee of three to five members will study the 
problem of how to conserve transportation facilities either 
through modifications of schedule one or through other meth- 
ods, and submit its recommendations to the industry advisory 
committee,” said the W.P.B. 


FRUIT AND VEGETABLE ORDER 


By service order No. 115-C, effective March 5, the Commis- 
sion, division 3, has vacated service order No. 115, originally 
issued to suspend tariff provisions governing the diversion and 
reconsignment of cars of fresh or green fruits and vegetables, 
held at points south of Potomac Yard, Va. (see Traffic World, 
April 3, 1943, p. 816). In October, 1943, the Commission, divi- 
sion 3, suspended operation of the order until December 5, 1943, 
and in December further suspended the operation of the order 
until March 5 (see Traffic World, Dec. 11, p. 1467). 


Mexican Traffie Embargo Lifted 


Director Homer C. King, of the Commission’s Bureau of 
Service, and W. C. Kendall, chairman of the car service divi- 
Sion of the Association of American Railroads, returned to 
Washington February 26 following conferences in Mexico City 
with the newly appointed general manager of the National 
Railways of Mexico, Ing. Andres Ortiz, and others, as a result 
of which the Commission has suspended until its further order 
Service order No. 107, and the A. A. R. has cancelled its CSD 
embargo No. 323, effective February 26. 

__ The service order restricted the movement into Mexico of 
railroad freight cars, including refrigerator cars, owned, leased, 
or otherwise controlled by U. S. railroads in any semi-monthly 
period to the number of freight cars moving from Mexico to 
the United States in the previous semi-monthly period (see 
Traffic World, Feb. 6, 1943, p. 324). The A. A. R. embargo was 
set up under the provisions of service order No. 107 (see Traffic 
World, Feb. 12, 1944). 

Mr. King said that he and Mr. Kendall had conferred with 
Mr. Ortiz; J. J. Franco, assistant general manager, and Ben- 
jamin Mendez, traffic manager, respectively, of the Mexican 
railways; and with George S. Messersmith, United States am- 
bassador to Mexico; and O. M. Stevens, chief of the American 
railroad mission to Mexico. 

He said that the conference was highly satisfactory and 
had resulted in a better understanding of the necessities of 
the situation. The service order had been suspended, and the 
embargo lifted, said he, by reason of improvement in the turn- 
around time of U. S. freight cars in Mexico, and the promise 
of further improvement. There had been a general increase in 
the efficiency of operation of the Mexican railroads, he said. 

It was pointed out at the A. A. R. that one effect of the 
embargo had been that permits were not issued covering cer- 
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tain commodities not considered critical so that those com- 
modities had not moved into Mexico. With the lifting of the 
embargo, it was said, there would now be a free movement of 
all commodities. 


ROUTING, SOUTH TO C. F. A. 


By an order in I. and S. No. 5120, Routing Lumber & Fruits, 
South to C. F. A., the Commission has reopened the proceeding 
for reconsideration on the present record. The proceeding in- 
volved the lawfulness of Routing Guide No. 560-A, I. C. C. No. 
3665, reference to which was made by schedules filed to become 
effective May 16 (see Traffic World, Dec. 4, 1943, p. 1384). 

The order said reopening had been granted on petition of 
various railroads, state authorities and shippers’ associations 
for postponement of the effective date of the order of August 11, 
1943,” until not earlier than six months after the termination 
of the war (see Traffic World, Aug. 28, p. 469). The Commis- 
sion postponed indefinitely the effective date of the order. 


FLORIDA POTATOES SERVICE ORDER 


Lack of competition between the types of Florida potatoes, 
other than sweet, movement of which to points west of the 
Mississippi River, north of the Illinois-Wisconsin State Line or 
west or north of Lake Michigan, was prohibited by service order 
No. 182, and Idaho potatoes, was advanced by the Commission’s 
Bureau of Service as the reason for vacation of the order by 
service order No. 182, effective February 28. 

The smaller Florida potato, it was explained, rated as a 
luxury item on the west coast, and had a large market there. 
Since it did not compete with Idaho potatoes its shipment to 
that area did not represent unnecessary movement, it was said. 


W. P. B. AND SHIPPING CONTAINERS 


Wooden and fibre shipping containers needed for shipping 
a product may be purchased with the rating assigned for pro- 
ducing the product, under the terms of revised preference rat- 
ing order P-140 and a new order, P-146, the War Production 
Board has announced. 

Order P-140, as amended; says the W. P. B., covers any 


‘wooden shipping container, while the new order P-146 covers 


new fibre shipping containers. Formerly, both types were cov- 
ered by order P-140, which assigned ratings for containers inde- 
pendent of the production material ratings, it said. 

The method of assigning ratings for delivery employed in 
these orders was designed to bring the container rating system 
in line with W. P. B. rating policy, said the W. P. B. 


A. A. R. Directors’ Meeting 


Railroad participation in an intensified employe-recruit- 
ment program to forestall such depletion of the rail labor sup- 
ply as would interfere seriously with traffic movement was 
planned in the February 25 meeting of the board of directors 
of the Association of American Railroads, in Washington. 

Statements were made in the meeting that unfilled rail- 
road jobs now totaled about 103,000, that about 85,000 rail 
employes would be called up for induction into the armed 
services within the next six months, and that many of those 
employes were men of long experience in skilled occupations. 
The total number of employes on the railroads in February 
was about 1,350,000, it was reported. 

The A. A. R. directors noted that in January the number 
of freight trains delayed because of a lack of road crews to 
take them out averaged 40 a day, out of:a total of 17,000 to 
18,000 trains a day, and that switching engines not worked 
because of a lack of crews averaged about 70 a day, according 
to reports filed with the Office of Defense Transportation. It 
was stated that about 230,000 railroad employes were now in 
the armed services. 

The recruitment campaign discussed at the meeting would 
be directed by Otto S. Beyer, director of the O. D. T. division 
of transport personnel, with the War Manpower Commission, 
Railroad Retirement Board and Office of War Information 
participating, it was said. Joining in the rail manpower mobili- 
zation drive would be the railroad labor organizations, as well 
as rail management. 

About half of the unfilled jobs on railroads were in main- 
tenance-of-way work, the A. A. R. directors observed. A report 
submitted at the meeting showed that the average number of 
hours a week worked by railroad employes in January was 
about 51.7. 

In the course of the meeting, “definite” improvement of 
the grain car supply situation was reported. Data showing 
freight movements heavier in January of this year than in 
January, 1943, were submitted, including increases, in carload- 
ings, of 10 per cent in coal, 15 per cent in refrigerator car ship- 
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ments, 16 per cent in livestock shipments, and 60 per cent in 
export freight. 

A railroad spokesman said that, in discussion of freight 
car orders, it had been stated that the year’s freight car con- 
struction program authorized by the War Production Board 
totaled “slightly below” 63,000, including cars of all types. He 
said that the W. P. B. had made no decision on allocation of 
materials for passenger cars, but that orders were being placed 
for such equipment. In a recent meeting of railroad officials 
with O. D. T. representatives, he said, there had been a 
“checkup” on railroad freight car orders, as the W. P. B. had 
to have, not later than March 1, the information it needed for 
scheduling of materials for freight car production in the fourth 
quarter of this year so as to avoid any lag in such scheduling. 

Representatives of the Office of Defense Transportation 
present at the meeting were: Acting Director Charles D. Young; 
Victor V. Boatner, director of the division of railway transport, 
and Henry F. McCarthy, director of the division of traffic 
movement. 


TRANS-MISSOURI-KANSAS BOARD MEETING 


The spring meeting of the Trans-Missouri-Kansas Shippers’ 
Board will be held at the Hotel Jefferson, St. Louis, Mo., March 
22. The occasion has been designated railroad presidents’ day 
and presidents of all railroads operating in the board’s territory 
have been invited to attend. W. M. Jeffers, president, Union 
Pacific Railroad, will speak on ‘Transportation Problems.” 


PAPERBOARD CONTAINERS 


Manufacturers of paper and paperboard mill machinery 
and fibre-box making equipment will be allocated certain 
amounts of controlled materials—steel, copper and aluminum— 
on application to the War Production Board, members of the 
Containerboard and Fibre Box Industry Advisory Committee 
were advised by W. P. B. officials at a meeting in Washington. 
The amount of materials that the Requirements Committee 
of W. P. B. had agreed to allocate for this purpose would 
approximate pre-war requirements, and probably equal the 
total received in 1942 and 1943, W. P. B. said, adding: 


If any increase in United States paper production is possible, it 
should be confined to the production of additional containerboard, G. G. 
Otto, director of the W. P. B. paperboard division, said. The demand 
for paperboard suitable for making fibre containers is so great, Mr. 
Otto emphasized, that the industry should make every effort to increase 
production of that type of paperboard. 

Corrugated requirements for the second quarter of 1944 were esti- 
mated as about the same as for the first quarter by W. L. Davis, of 
the paperboard division, who reported that estimated production would 
be approximately the same. 

The paperboard division is studying ‘‘furnishes,’’ the mixtures of 
the several materials from which paper is made, to ascertain what addi- 
tional economies can be effected to save virgin pulp by reducing the 
richness of the mixtures, he said. 


SOUTHWEST SHIPPERS’ BOARD 


The Southwest Shippers’ Advisory Board held its spring 
meeting at the Baker Hotel, Dallas, Texas, March 2. Joseph P. 
Gudger, traffic manager, Gulf Companies, Houston, Texas, gen- 
eral chairman, presided. R. E. Clark, manager, closed car sec- 
tion, car service division, Association of American Railroads, 
spoke on general transportation conditions, and C. P. Wasson 
reported as district manager of the division. P. J. Neff, senior 
executive assistant, Missouri Pacific, Houston, spoke on ‘‘Where 
Do We Go from Here,” and H. F. McCarthy, director, division 
of Traffic movement, Office of Defense Transportation, spoke 
on “The Southwest’s Role in War Transportation.” 

Mr. McCarthy said that, despite “tremendous traffic in- 
creases in the southwest, there have been no true traffic con- 
gestions resulting from over-capacity loads.” He predicted, 
however, that the traffic load would continue to increase in 
preparation for the all-out Pacific offensive, because ‘‘the cli- 
max of transportation effort must precede the peaks of the 
armed forces’ efforts.” Regardless of the efforts of other re- 
gional shippers’ boards, he said, the southwest would suffer 
unless the efforts of the Southwest Board were equally intense. 

He urged shippers who were not receiving prompt switch- 
ing service from the railroads after loading and unloading their 
cars, to “let out a yell,” and to “work on the railroad offi- 
cials.” As to freight solicitation, he said the point had arrived 
where shippers should “refuse to countenance solicitation for 
traffic by car-day wasting routes.” 


WESTERN COMMISSIONERS’ ACTION 
The Mountain-Pacific States Conference of Public Service 
Commissioners, at its recent meeting at Phoenix, Ariz., adopted 
two resolutions in addition to those reported earlier (see Traffic 
World, January 29, p. 291). One of them opposed the adoption 
of the Lea bill, H. R. 3420, “‘to the extent that said bill under- 
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takes to deprive the several states of jurisdiction with respect 


to the economic regulation of intrastate air commerce,” and 


opposed other legislation “for the purpose of accomplishing the 
same objectives.” It says the bill would “deprive the several! 
states of jurisdiction over the supervision and economic regula- 
tion of intrastate air commerce and place in jeopardy the rights 
or ability of the several states to continue to maintain effective 
supervision and regulation over other businesses of a_public 
nature engaged in the transportation, publication and com- 
munications fields, insofar as their operations, practices, rates 
or charges relate to public service performed exclusively within 
the jurisdiction of said states.” 

Another resolution expressed concern over “the present 
condition of motor vehicles used in transportation in the Moun- 
tain-Pacific states area” and ‘‘a very serious shortage of over- 
the-road equipment.” It requested the War Production Board 
“further to consider the urgency of this matter’ and to make 
“additional allocation of parts and equipment in a sufficient 
quantity adequately to care for and alleviate this acute trans- 
portation problem” in the area. 


Coast Guard and Port Security 


Success of the port security program instituted by the 
Coast Guard had been demonstrated by the fact that, in the 
two years since the Secretary of the Navy had assigned to the 
Coast Guard the job of safeguarding all vessels, harbors, ports 
and waterfront facilities of the United States, no injury or 
damage of importance had occurred as to any vessels or facili- 
ties for which the Coast Guard had been responsible, said 
Chairman Bland, of the House merchant marine committee, in 
a statement inserted by him in the Congressional Record. 

He said he believed that the accomplishments of the Coast 
Guard’s port-security program constituted “one of the more 
important contributions to the success of our nation’s war ef- 
forts.” He said it began its work at the ports two years ago 
with “merely a skeleton organization,” but that now the port- 
security program was being carried out by “a highly coordi- 
nated organization of officers and men” through 75 captain- 
of-the-port units and 91 assistant-captain-of-the-port units. 

“To combat fire, the most prevalent source of injury to 
vessels and waterfront facilities,” he said, “a fleet of 253 fire- 
boats, the smallest having a pumping capacity of 2,000 gallons 
per minute, have been built or converted and now constitutes 
the largest fleet of its kind in the world. Over a thousand patrol 
and picket boats, as well as miscellaneous other equipment, 
are also used to carry out this program.” 

He said that Vice Admiral Russell R. Waesche, Coast Guard 
commandant, Captain Norman B. Hall, chief of the port secu- 
rity division, who had directed the nationwide program, and 
their subordinates were entitled to ‘tremendous credit” for 
the success of the program. He said the Coast Guard, through 
its captains of the port, had instituted the following port secu- 
rity measures: 


(a) Control of the anchorage and movement of all vessels in port; 
(b) issuance of Coast Guard identification cards and supervision of in- 
gress and egress to vessels and water-front facilities; (c) fire preven- 
tion measures, including inspections, recommendations, trailer pumpers, 
and other extinguishing agents; (e) supervision of the loading and 
stowage of explosives and military ammunition aboard all vessels; (f) 
boarding and examination of vessels in ports; (g) sealing of vessel's 
radios; (h) licensing of vessels for movement in local waters and de- 
parture therefrom; (j) guarding of important facilities; (k) enforce- 
ment of all regulations governing vessels and waterfront security; (1) 
maintenance of water patrols; (m) general enforcement of federal laws 
on navigable waters and other miscellaneous duties. 


EXPORT DECLARATION FORMS 


J. C. Capt, director, Bureau of the Census, Department 
of Commerce, has issued a notice to collectors of customs, ex- 
porters, and others concerned that, effective July 1, the use of 
the horizontal form of the Defense Aid Shipper’s Export Decla- 
ration (Commerce Form 7525-DA April 18, 1942, edition) would 
no longer be permitted. The use of the vertical forms (Septem- 
ber 1, 1942, edition or June 15, 1943, edition) would be required 
after that date, he said. 

The notice said that the vertical forms of the Defense Aid 
Shipper’s Export Declarations (Commerce Forms 7525-DA-V) 
were to be used as follows: 1. June 15, 1943, edition—water- 
borne Defense Aid (Lend-Lease) exports; 2. September 1, 1942, 
edition—non-water-borne Defense Aid (Lend-Lease) exports. 


MARITIME TRAINEE PRIVILEGES 


Enrollees in the U. S. Maritime Service and cadet-mid- 
shipmen in the U. S. Merchant Marine Cadet Corps would re- 
ceive the privileges of free mailing and exemption from the 
tax with respect to the transportation of persons, under pro- 
visions of H. R. 4285, introduced by Representative Forand, of 
Rhode Island. 
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THE OPEN FORUM 


A Department for the Discussion by Readers of THE TRAFFIC WORLD 


of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient.) 





Exeellence in Reporting 


Editor the Traffic World: 

For excellence in reporting the news item appearing under 
the caption “Volume Minimum Weights” on pages 393-4 of 
your Feb. 12 issue would be hard to beat. 

To the thoughtful reader who has no expert knowledge 
of law but tries to learn from the decisions why courts and 
administrative bodies decide given cases as they do, the ma- 
jority and minority opinions of the Supreme Court justices on 
the important question of (1) truck rates for greater quantities 
of goods than can be loaded on a single truck, and (2) the 
further question of the extent to which competition between 
trucks and railroads shall be permitted to outweigh other perti- 
nent considerations in rate-making, are likely to be quite con- 
fusing. 

The language of the majority is rather abstruse, whereas 
that of the minority is very lucid. But, taken together, the 
language of the two groups of justices reminds the layman 
of the Biblical story of the Tower of Babel and the confusion 
of tongues. 

Despite the fact that one group of justices (the majority) 
stayed the hand of governmental power in this instance, at 
least until a satisfactory explanation is made of the “policy” 
of the I. C. C. in such matters, it appears to me that the 
majority and the minority are not nearly as far apart as the 
words “dissenting opinion’? seem to indicate. 

Presumably, the real test in cases of this kind will come 
when the I. C. C. undertakes to make rates for truckers and 
railroads, respectively, that conform to its interpretation of 
the national transportation policy and as well those parts of 
section 3, part I and section 216, part II, of the act, which 
say “this subsection shall not be construed to apply to dis- 
criminations, prejudice, or disadvantage to the traffic of any 
other carrier of whatever description.” 

If truckers may lawfully “gear” their rates to quantities 
of freight that require two or more carrying units, it must be 
presumed that the railroads may do the same thing; hence, 
how, when, and where may the I. C. C. draw the line in its 
attempt to formulate “policy” in the matter of coordinated 
regulation of competition. 

Are we now approaching the point where coordinated regu- 
lation of. competition among different modes of transport will 
require another great grant of power, to-wit—the power to 
apportion tonnage among carriers? In speaking of the “policy” 
of the I. C. C., it seems to me that the majority decision has 
virtually opened the gate to a power that will admit of rate- 
making purposely designed to apportion tonnage among car- 
riers. In this connection, it should also be said that the statutes 
as written seemingly direct that the “inherent advantages of 
each mode of transport’—whatever these may be—shall be 
preserved. 

It seems to me that our modern confusion of tongues 
begins in the statutes, builds up through the administrative 

bodies, and reaches the zenith in courts, and, that, finally, the 
citizens, both lawyers and bohunks, are left gazing at the stars 
and wondering if the real purpose of language is to express 
thought or to confuse the masses. In any event, I am confused. 
H. B. Cummins, 
General Manager, 
Houston Port and Traffic Bureau. 
Houston, Tex., Feb. 23, 1944. 


Uniform Freight Rates 


Editor the Traffic World: 

_There has been much said regarding the establishment of 
uniform freight rates, and it is claimed by. many that such 
procedure would be impossible. However, we have failed to see 
any real reason why such an arrangement would not be feasible. 

We realize that there are a few isolated lines, due to 
topography of the country, where such an arrangement might 
develop a hardship for certain carriers—as an example, in the 


Rocky Mountain Region and also during the extreme winter 
conditions existing in localities when snow and ice removal 
becomes a factor in the increasing of operating costs. 

These instances are, in many cases, overcome by purely 
local arrangements in effect within the region affected. 

As an example, in the Rocky Mountain District, additional 
motive power is required in one direction while the reverse 
is true in opposite direction. 

The same mountainous conditions also exist in the Blue 
Ridge Section but are not as exaggerated as the aforementioned 
section. Again, we believe we will find that the general ex- 
penses of the carriers, such as the price of engines, cars, rails, 
cross ties, ballast, and rate of pay for labor, are relatively the 
same in all regions. 

It is generally conceded that the freight rates are lower 
in the Eastern Seaboard Region than in the Southern and South- 
western also Western Trunk Line. This may be true in part, 
but there are many exceptions where the reverse is a fact. 
We have in mind a case where a certain commodity was manu- 
factured and shipped from Baltimore to Chattanooga, Tenn., 
at a rate of 63 cents a hundred pounds. These same cases 
unopened with their contents intact were reshipped to a dealer 
here in Baltimore at a rate of 32 cents a hundred pounds. When 
this was brought to the attention of the Commission (Formal 
Docket No. 19573) the Commission ruled against the manu- 
facturer and original shipper.’ 

We also have in mind a case when the motor carrier pro- 
posed a reduced rate on a certain commodity from Nashville, 
Tenn., to Eastern Seaboard, which rate was much less than the 
rate in the reverse direction. This action was protested by 
coastwise water carrier to no avail. 

Another instance has reference to a third commodity rated 
second class in all three classification territories. 

This is a product that had its inception in Baltimore some 
thirty years ago but later competition arose in Illinois Freight 
Association as well as other Eastern and Southern territories. 

An exception to classification was published (Peel 173) 
reducing classification from second class to 75% applicable 
from only Central Freight Association into Southwestern Terri- 
tory and was denied to other origin points located in other 
named territories. 

After considerable effort, application was exéended to apply 
to other origin points within the formerly restricted zones. 
Final result, none of shippers was benefited and the carrier 
lost revenue. 

In the matter of sheet steel and other iron and steel articles, 
practically all shipments are based on freight charges allowed 
to Pittsburgh, Birmingham, or other points. 

Again, in the sale of many commodities, selling price is 
almost invariably included the freight charges to point of des- 
tination. 

From these facts it would appear that, in many instances, 
the Southern, also the Southwestern Territory, has a definite 
rate advantage over the Eastern Seaboard. 

If the above (our opinion) is without logic, will someone 
please enlighten us as to why freight rate bases should not be 
universal, except under government ownership, and what ma- 
terial difference would government ownership control. 

Baltimore Enamel & Novelty Co. 
Wm. F. King, Traffic Manager. 
Baltimore, Md., Feb. 25, 1944. 


FARM MACHINERY EXPORTS 


The War Production Board has announced that the farm 
machinery and equipment export industry advisory committee 
has advised the Foreign Economic Administration that the 1944 
farm machinery export program may be seriously curtailed 
unless a greater supply of crating lumber is made available to 
manufacturers. The members of the committee said that unless 
lumber crating material was up-rated from AA-2 to AA-1 ship- 
ments would have to be curtailed and that, in addition, there 
was a likelihood that the export production program would 
have to be reduced, according to W. P. B. 
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‘Taxes and Transportation 


In a tabulation of excise tax rate increases embodied in the 
new revenue act, which became law February 25 when the 
Senate followed the course taken previously by the House by 
overriding the President’s veto of the tax bill, H. R. 3687 (see 
Traffic World, Feb. 26), the Bureau of Internal Revenue showed 
that the increase to 15 per cent from the existing rate of 10 
per cent in the tax on amounts paid for transportation of per- 
sons would become effective April 1. 

Vice President Wallace, immediately after he had an- 
nounced that the bill had been passed over the President’s veto 
by a.vote of 72 to 14, made the following announcement: 

“In order to prevent any doubt arising as to the time of 
passage of the bill, if the question should arise hereafter, the 
chair announces the time as 12:49 p. m.” (February 25). 

On the passage of a bill over the President’s veto, it is 
pointed out, the measure becomes law immediately on the 
announcement of the vote of the branch. of Congress last 
acting on the measure. Though the revenue bill became a law 
at the time indicated, it specified in its provisions effective 
dates later than the date of approval. 

In addition to excise tax rate increases, the bill calls for 
increases in various postal rates and for expiration of the 
federal government exemption now in effect with respect to 
amounts paid for transportation of persons or for transporta- 
tion of property (see Traffic World, Feb. 12, p. 398). Under 
terms of the bill, that exemption would expire on June 1, 1944— 
“the first day of the first month which begins three months 
or more after the date of the enactment of this act.” 


The postal rate increases under the new revenue act will 
become effective ‘on the thirtieth day after the date of the 
enactment of this act.” In a statement calling attention to the 
new rates on mail and special services, Postmaster General 
Walker said that the Bureau of Engraving and Printing already 
was processing an 8-cent domestic air mail stamp and that every 
post office would have a supply of the new stamps when the 
increased air mail rate became effective. He said that the rate 
on air mail to and from the armed forces stationed outside the 
continental United States, reduced by him to six cents a half 
ounce on December 23, 1941, remained unchanged. He an- 
nounced that postal personnel would be informed of the fol- 
lowing changes: 


The local rate will be increased from two cents to three cents an 
ounce at letter carrier offices. 

The domestic air mail rate will be increased from six cents to eight 
cents an ounce. 


Parcel Post Rate Boost 


Every parcel sent by parcel post will require at least one cent 
more in postage than is now required. The new law requires that the 
increase be one cent or three per cent, whichever is greater. Detailed 
tables are being drafted and will be inserted in the Postal Bulletin, 
so that complete information will be available in all post offices on the 
effective date of the new act. 

The money prder rates are increased as follows: One cent to $2.50, 
increased from six cents to 10 cents; $2.51 to $5, increased from 8 cents 
to 14 cents; $5.01 to $10, increased from 11 cents to 19 cents; $10.01 to 
$20, increased from 13 cents to 22 cents; $20.01 to $40, increased from 15 
cents to 25 cents; $40.01 to $60, increased from 18 cents to 30 cents; 
$60.01 to $80, increased from 20 cents to 34 cents; $80.01 to $100, in- 
creased from 22 cents to 37 cents. 

Fees for registered mail are increased 3344 per cent, and additional 
fees (surcharges) are increased 33% per cent. The following figures 
list the indemnity limitations and the fee changes: $5, from 15 cents 
to 20 cents; $25, from 18 cents to 25 cents; $50 from 20 cents to 25 
cents; $75, from 25 cents to 35 cents; $100, from 30 cents to 40 cents; 
$200, from 40 cents to 55 cents; $300, from 50 cents to 65 cents; $400, 
from 60 cents to 80 cents; $500, from 70 cents to 95 cents; $600, from 
80 cents to $1.05; $700, from 85 cents to $1.15; $800, from 90 cents to 
$1.20; $900, from 95 cents to $1.25; $1,000, from $1 to $1.35. 

Insured and C. O. D. fees will be doubled under the new schedules. 

The fee for services in effecting delivery of collect on delivery mail 
upon terms different from those originally stipulated at the time of mail- 
ing is increased from 10 cents to 20 cents. The charge for demurrage 
on domestic collect on delivery mail, now five cents a day, is increased 
to 10 cents. Mr. Walker pointed out that no change is made under 
the new act in C. O. D. fees on sealed domestic C. O. D. mail of any 
class bearing postage at the first class rate. 

On restricted delivery mail, the fee for effecting delivery of do- 
mestic registered, insured and C. O. D. mail, delivery of which is re- 
stricted to the addressee only, or to the addressee or order, is in- 
creased from 10 cents to 20 cents. 

Mr. Walker said that the existing supply of six-cent air mail 
stamps would not be recalled. Armed forces air mail was so heavy, he 
said, that printing of the six-cent stamp would have to be continued 
in quantity. He added that armed forces now absorbed the total pro- 
duction of six-cent air mail stamped envelopes, and that eight million 
air mail stamped envelopes are being used weekly by the armed forcs. 
Eight-cent stamped envelopes would not be printed ‘for the time 
being,’’ Mr. Walker announced. 


Mr. Walker said that the existing supply of six-cent air 
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mail stamps would not be recalled. Armed forces air mail was 
so heavy, he said, that printing of the six-cent stamp would have 
to be continued in quantity. He added that armed forces now 
absorbed the total production of sixcent air mail stamped en- 
velopes, and that eight million air mail stamped envelopes are 
being use dweekly by the armed forces. Eight-cent stamped 


envelopes would not be printed “for the time being,” Mr. 
Walker announced. 


I. M. T. O. A. ANNUAL DINNER 


Speaking at the annual dinner of the Illinois Motor Truck 
Operators’ Association at the Hotel Stevens, Chicago, Febru- 
ary 26, Senator Wayland Brooks, of Illinois, said that the 
winning of the war and the organizing of a lasting peace called 
for ‘‘a new and supreme effort on the part of those who com- 
prise the leadership of the great motor transport industry, con- 
necting the products of the mines, the fields, forests, farms and 
the factories on to the firing lines throughout the world.” 

Regardless of how great the achievement of the industry 
up to the present had been, said he, it was “not enough to 
meet the demands of tomorrow.” Truckers would have to do 
more with available facilities, he said and call into operation 
“every ounce of your creative and imaginative power to help 
win the war, to help preserve your American free competitive 
business enterprise, to visualize and lay the foundation and 
plans for the security, social progress and prosperity of our 
future America.” 

Motor transport men were men of initiative, he said, as 
was proved by their creation of a great industry in our life- 
time. They should devote that initiative to the “future welfare 
of your country and your fellow man,” and to the creation of 
“a government policy that will take a realistic attitude toward 
the problems of business, a policy that will release regimenting 
restraints at the earliest possible moment, so that free America 
— move on to an ever greater accomplishment and a greater 
glory.” 

More than 2000 attended the dinner. Government, Army 
and shipper representatives were guests. A. P. Nelson, president 
of the association, presided. 


FUTURE OF U. S. SHIPPING 


Chairman Bland, of the House merchant marine commit- 
tee, has obtained reproduction in the Congressional Record of 
an article by Admiral Land, war shipping administrator and 
chairman of the Maritime Commission, published in the ‘“Vic- 
tory Bulletin,” a federal government publication for overseas 
distribution, under the heading, “New Opportunities Open to 
United States Ships After War Victory.” 

“It may not be all clear sailing ahead to the far horizons,” 
Admiral Land wrote, “but there can be no doubt that the oppor- 
tunities of the United States in the shipping business of the 
postwar world will be many, and favorable to the maintenance 
of a great merchant marine.” 

He said a postwar planning committee established by the 
Maritime Commission was making many studies of the country’s 
probable shipping requirements. He added that it was certain 
that the United States would be expected to supply large quan- 
tities of food, raw materials equipment and finished goods to 
meet “the necessitous demands of the populations of war- 
ravaged countries,” and that “undoubtedly there will be a 
market for all that we can produce and ship.” It was also 
certain, he said, that this country would have the ships needed 
to carry the cargoes the postwar foreign commerce would 
require. He reviewed at length the commission’s ship construc- 
tion activities, adding that “by late 1943” the War Shipping 
Administration had under its control about 2,900 ships, oper- 
ated by about 100 general agents. 

“Under direction of the War Shipping Administration,” he 
said, “millions of tons of battle freight have been transported 
to fighting fronts. Ships delivering American-made goods to the 
armed forces have not made the return trip with empty holds. 
Our own resources have been supplemented by such necessities 
of industry as bauxite, nitrates, wool hemp, scrap metal, burlap, 
tin, and coffee. The last-named item may not be an essential 
of industry, but a sufficient supply of it has added to the comfort 
and pleasure of many workers in industry.” 


1943 RAIL-AIR EXPRESS RECORDS 

Combination rail-air express traffic handled for the nation’s 
commercial airlines in 1943 was 28.3 per cent greater than in 
1942, according to the air express division of the Railway Ex- 
press Agency. Total rail-air shipments handled in 1943 were 
410,758, compared to 319,983 in’ 1943. Charges on the 1943 
shipments were over $4,000,000, or 63.2 per cent over 1942. 
Shippers at off-airline points accounted for 41,007 shipments in 
December, 1943, an increase of 24.6 per cent over December, 
1942, and paid 31.3 more in rail-air express charges. 
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Questions and Answers | 


In this column will be answered questions of both legal and 
. practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his’ work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to @ 
question is desired than is thought ‘proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Privately Owned Cars—Cost of Repairs 


Alabama.—Question: We would appreciate your answer- 
ing the following: 

Shipper A leases a tank car from a regular tank car rental 
line and shipped bulk wine to consignee B. Upon arrival at 
destination it was found that some of the wine had leaked out 
causing loss and that, according to railroad car inspector, the 
cause of the leakage was a defect in the staves of the tank 
when the valve entered, same being decayed. The rail carrier 
disclaims liability. Is a tank car owner who leases cars to the 
public liable for keeping cars in good repair? 

Answer: In its report in Use of Privately Owned Refrig- 
erator Cars, 201 I. C. C. 323, the Commission, on page 336 said: 
“Cars obtained under contract are kept in good repair at all 
times by the owning car companies.” 

In the absence of a provision to the contrary in the con- 
tract under which the car is leased to a shipper, it appears 
that it is the obligation of the owners of the cars to keep the 
cars in good condition. 

That no liability on the part of a carrier for loss of the 
contents of such a car exists where there is no negligence on 
the part of the carrier is apparent from the decisions cited in 
our answer to Canada, on page 1555 of the Dec. 18, 1943 Traf- 
fic World, under the caption “Liability of Carrier for Loss from 
Tank Car Furnished by Shipper.” 


Overages—Return to Shipper 


Illinois —Question: We would appreciate any case refer- 
ence you may give us relative to the following problem which 
we find recurring more and more frequently. 

We load trap cars from our plant to various railroads. 
When these cars arrive at their billed destination which may 
be in our city or at some other city or junction point, overages 
and shortages sometimes occur. If a carrier accepts a trap car 
and hauls it to the destined point and finds there that it is 
“over” one or more cartons, is it necessary for the consignor 
to pay the freight charge from point where the overage is 
discovered and reported by the railroad in order to secure the 
return of these cartons to his place of business? 

Answer: In the absence of a tariff provision therefor, 
there can be no free return of goods to the shipper and inas- 
much as a transportation service is performed by the carrier 
for account of the shipper a charge should, in our opinion, be 
assessed by the carrier. 

Such movements would be analogous to that involved in 
Empire Refining Co. vs. Director General, 68 I. C. C. 192, 
which involved the return movement of a shipment of oil which 
had been refused by the consignee. 


Tariff Interpretation—Reconsignment Before Placement 


Illinois.—Question: We have reference to Belt Railway 
ag of Chicago Local Freight Tariff No. 128-N, I. C. C. 
0. a 


Will you please refer to Rule No. 14, on page 5, and let us 
have your interpretation of the first two words of this item, 
namely “Before placement”? Does “Before placement” refer 
to the entire period of time which elapsed between point of 
origin and actual unloading or does it refer to that period of 
time between constructive placement and placement? 

Answer: Rule 14, the back-haul rule, in paragraph (a) 
provides for the application of the through rate if a car is 
diverted or reconsigned before placement for unloading. Para- 
graph (b) of this rule provides that if a car has been placed 
and is forwarded therefrom without being unloaded it will be 
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subject to the tariff rate applicable on a shipment originating . 
at the point of diversion or reconsignment. 

There is no definition of the term “before placement” in 
the tariff to which you refer. 

It is our opinion that the term refers to the period of time 
which elapses between the movement from point of origin and 
actual placement for unloading. 


Tariff Interpretation—Articles of Extraordinary Value 


Michigan.—Question: This company has under considera- 
tion, the acceptance of articles classified by name in the Classi- 
fication, but nevertheless bearing a valuation extraordinarily 
high for the norm on such articles, and’is endeavoring to find 
whether or not the courts have given interpretation to the 
meaning of the phrase found in Rule 3, of the National Motor 
Freight Classification—‘“Articles of extraordinary value; also 
the difference in the wording of Rule 3, and of Section 5, of the 
bill of lading and whether the inclusion in Section 5, of the bill 
of lading, of the phrase “articles of extraordinary value, not 
specifically rated in the published classification or tariffs.” 

Are we to assume that if articles are specifically provided 
for, in the classification, they are thus taken out of that class 
of articles deemed to be of extraordinary value? Or, could 
Rule 3 be interpreted to be a classification of articles of 
extraordinary value, nullifying any other indexing of the arti- 
cles by name? In other words, could Rule 3 be utilized to 
deny acceptance of all extraordinarily valuable articles on the 
plea that this is exclusion from the Classification ? 

Answer: We are unable to find cases in which the ques- 
tions you raise have been considered. 

In its decision in Director General of Railroads, et al. vs. 
The Viscose Co., 254 U. S. 498, the court held that the exclusion 
of a commodity from the classification is “classification” over 
= the Interstate Commerce Commission has exclusive juris- 

iction. 

As you state, there is a difference in the wording of Rule 3 
of the Classification as compared with Section 5 of the Uniform 
Bill of Lading Contract Terms and Conditions, the principal 
difference being that Section 5 apparently provides for the 
acceptance of goods of extraordinary value under a special 
agreement, even though not specifically rated in the classifica- 
tion. 

Our interpretation is that if the article is specifically rated 
in the classification it must be accepted for transportation; if 
ae. it cannot be accepted as there is no rating to apply 
thereon. 


Freight Charges—Liability of Consignor Signing Stipulation 
That Carrier Shall Not Deliver Shipment Without Pay- 
ment of Charges by Consignee, But Tariff Requires Pre- 
payment of Charges 


Pennsylvania.—Question: We would like to have you give 
us the benefit of your opinion and citation of any decisions in- 
volving the following matter: 

A client of ours shipped from point “A” two carloads of 
material consigned to point “B.” Point “B” is a prepaid sta- 
tion, but the carrier at origin point ‘‘A” accepted the bills of 
lading on a collect basis with the “no recourse” clause, Section 
VII, signed by the shipper. 

It appears that the cars arrived at destination and were 
delivered to the consignee without collection of the freight 
charges, and approximately two years later the carrier at 
point of origin presented the shipper with due bills for these 
charges based on the fact that destination point “B” is a pre- 
paid station. 

Our contention is that the carriers could not legitimately 
collect these charges from the shipper simply because they 
erred in accepting the bills of lading on a collect basis and 
that because Section VII of the lading was signed the shipper 
could not be held responsible. 

We would like to have the benefit of your opinion def- 
initely as to whether or not the shipper could actually be held 
responsible inasmuch as Section VII was executed. 

Answer: If a provision in a tariff that a certain point is 
a prepay or non-agency point is one which imposes upon a 
carrier the duty to collect its freight charges from the con- 
signor, it seems apparent under the decision in Monongahela 
Railway Co. vs. Read, 127 Atl. 739, that a shipper cannot by 
signing the stipulation on the face of the bill of lading, in 
accordance with the provisions of Section 7 thereof, obligate 
the carrier to collect its freight charges from the consignee. 

This is true, unless it be held that the signing of the stipu- 
lation on the face of the bill of lading referred to in Section 7 
and the execution of such a bill of lading by the carrier’s agent 
amounts to a waiver by the carrier of the tariff provision re- 
quiring the prepayment of the freight charges. 

The general rule is, however, that a carrier cannot waive 
a tariff provision and that it is not bound by the act of its 
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agent which would otherwise constitute a waiver of a tariff 
provision. See Wall vs. American Ry. Express Co., 272 S. W. 76. 

There are no decisions, of which we are aware, in which 
this question has been determined. The recent decision in Mid 
State Horticultural Co., Inc., vs. Pennsylvania R. Co., 320 
U. S. 356, involving the application of Section 7 of the Uniform 
Bill of Lading Contract Terms and Conditions, does not furnish 
a basis for its determination. 


Tariff Interpretation—Application of Tariff of Increased Rates 
and Charges No. X-148 to Intrastate Rates 


Georgia.— Question: Referring to your answer to Georgia 
on page 417 of the Traffic World of February 12, 1944, under 
the above caption, regarding the lawful application of Agent 
Hoke’s Tariff No. X-148 on Alabama intrastate traffic. 

The whole issue resolves around the legal meaning of the 
term “supplement No. 4 contains all changes from the original 
tariff” appearing on the title page of Supplement 4 to Tariff 
No. X-148. You will observe that the same statement is also 
published on the title page of supplement No. 6 showing that 
supplement No. 6 contains all changes from the original tariff 
on and after June 12, 1942. 

Definite changes in the provisions of Tariff No. X-148 were 
published in supplement No. H effective April 11, 1942, this 
supplement authorizing the increased charges in the original 
tariff and restricting certain other charges insofar as its appli- 
cation on Alabama intrastate traffic is concerned. This supple- 
ment, as well as supplements 4 and 6, did make “certain 
changes in the application of the original tariff.” Therefore, 
if supplement No. 4 or supplement No. 6 “contains all changes 
from the original tariff,” then it is obvious that unless the 
changes made in supplement H were brought forward in either 
supplement No. 4 or supplement No. 6, such changes were no 
longer applicable after the effective dates of Supplement No. 4 
or Supplement No. 6. 


It is a well established principle of tariff construction that 
the provisions of tariffs must be given force and effect exactly 
as published. In J. C. Penney Co., Inc., vs. B. & O. R. R. Co., 
243 I. C. C. 36(40), the Commission stated: 


There can be no deviation from the established rate, even though 
the tariff contains a plain clerical error. 


See also Bull S. S. Lines vs. Thompson, 123 Fed. 2d 943; 
Davis vs. Portland Seed Company, 264 U. S. 403, and W. P. 
Brown & Sons Lumber Co. vs. L. & L. R. R. Co., 299 U. S. 393. 


Giving force and effect to the legal meaning of the phrase 
as quoted in the two supplements in question, it would appear 
that all of the changes that were made in Supplement No. H 
were merged into and became an integral part of either Sup- 
plement 4 or Supplement 6 to the tariff. 


After your consideration of the above tariff provision and 
cases cited in connection therewith, it will be appreciated if 
you will furnish us with your further opinion respecting the 
lawful application of Tariff No. X-148 on Alabama intrastate 
traffic subsequent to the effective date of either Supplement 4 
or Supplement 6 to the tariff. 


Answer: We are still of the opinion that the increases pro- 
vided for in Tariff No. X-148 must be applied, for the reason 
that the changes provided for in the numbered supplements to 
that tariff contain the changes in the provisions of that tariff 
while the lettered supplement, in accordance with the state- 
ment on the title page of Supplement No. 6 to Agent Hoke’s 
Tariff No. I. C. C. 710, quoted in our answer to which you 
refer, provides the necessary cross reference to the tariff of 
Increased Rates and Charges. 


In Docket 6940-A, the Georgia Public Service Commission 
arrived at the conclusion we have reached in connection with 
this subject. In its findings the Commission said: 


The contention of complainant rests solely upon the wording used 
on the face of Supplement No. 8, i.e., ‘‘contains all changes from the 
original tariff.’’ That supplement states, on the face thereof, that it 
cancels Supplement No. 7, but it does not purport to cancel Supplement 
No. 0, nor do any of the other numbered supplements to Tariff No. 
X-148 specifically cancel any of the lettered supplements thereto. As 
heretofore stated, the rate tariffs specifically provide that they are sub- 
ject to Tariff No. X-148, on intrastate traffic, only to the extent provided 
by lettered supplements to that tariff. Those lettered supplements do 
not provide for any changes in the provisions of Tariff No. X-148, 
although they do, by exceptions, limit the application of that tariff 
intrastate as to certain commodities. Neither Supplement No. 8, relied 
upon, nor any of the other numbered supplements to Tariff No. X-148 
purport to state what supplements are in effect at any time. 


Clearly the language of Supplement No. 8, here relied upon by 
complainant requires that the language ‘‘contains all changes from the 
original tariff’’ be construed literally as referring only to changes in 
the provisions of the original tariff, and not as referring to the appli- 
cation of that tariff upon intrastate traffic. All of the provisions of 
Tariff No. X-148 were suspended effective May 15, 1943, as to intrastate 
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traffic, by Fifth Supplemental Order in Docket 6462-A issued April 27, 
1943. 


Damages—Deduction of Cash Discount 


Connecticut.—Question: Kindly give us your opinion on 
the following, quoting cases if possible, in connection with dis- 
counts on cargo claims. 


Is a carrier entitled to the benefit of each and every dis- 
count which a claimant may enjoy as per his contract with the 
shipper? 

In all cases the claimant includes with his claim papers, 
the original or certified copy of invoice. On this invoice are 
shown the sales terms, which in most instances are 1%—10 
days, 30 days—Cash. Is the carrier entitled to this discount 
when paying the claim? 

The actual discount in dollars and cents would be small 
for each claim, but in the aggregate during the period of a 
year, it adds up. 

Answer: In the voluntary settlement of claims the invoice 
price is a convenience basis for determining the amount of the 
claim. 


We cannot, of course, locate cases which lay down a rule 
for the voluntary settlement of claims nor do we locate any 
case in which the matter of a cash discount was involved. 
However, it is our opinion that if the invoice price, subject to 
the cash discount, is used as the basis for the settlement of a 
claim, the cash discount is a proper deduction, assuming, of 
course, that the discount is allowed with respect to the par- 
ticular shipment. 


The invoice price without deduction of the cash discount 
is what the shipper is entitled to, unless the condition under 
which it is made, namely, payment within the stipulated period 
of time, has been fulfilled by the purchaser. This for the rea- 
son that the invoice price based upon a cash payment, or a 
payment within thirty days or less, is a price separate and 
distinct from one which contemplates the extension of credit 
for a longer period of time, and the carriers should recognize 
this fact in settling claims for loss or damage. 


Routing and Misrouting—Conflict Between Bill of Lading and 
Marks on Packages 


Pennsylvania.—Question: We recently forwarded a con- 
signment of heating boilers to a construction company at Seat- 
tle, Washington. Their instructions to us were that we were 
to consign this shipment to A, Pier 24 South, Philadelphia, Pa., 
for reforwarding via their service to the correct destination. 
We accordingly made up a bill of lading to conform with their 
instructions and the shipment was delivered to the X Railroad 
who signed the original bill of lading and accepted the ship- 
ment in the regular course of transportation. 


It later developed that the material was forwarded directly 
to Chicago and turned over to a western road for further trans- 
portation to destination at the regular rail rates, and the con- 
signee, in order to obtain delivery, was required to pay an 
additional $60.10 due to the fact that the shipment traveled as 
a less than carload shipment from origin to destination. 

Claim was entered against the delivering carrier by the 
consignee for the amount of the overcharge. This carrier would 
not admit liability and the claim was respectfully disallowed, 
they stating that the material was not properly marked, and 
quoted the Commission’s ruling as to the duty of a shipper to 
correctly mark packages of 1. c. 1. freight intended for trans- 
portation. We find that the Commission so ruled in its opinion 
in Bracket Co. vs. Great Northern Express Co., 29 I. C. C. 67, 
but we are of the opinion that it is the original carrier’s re- 
sponsibility to check the markings on the package against the 
instructions on the bill of lading and call existing errors to the 
attention of the consignor. 

Will you kindly give us your opinion and refer to any 
cases in point covering the liability of carriers in cases of this 
nature? 

Answer: The Commission, in its opinion in C. S. Brackett 
Co. vs. Great Northern Express Co., 29 I. C. C. 667, said: 


The Commission has recently held informally that when a shippeél 
prepares a bill of lading providing for the carriage of property to 3 
particular destination and marks a different and erroneous address 0 
the package the carrier will not be held responsible for the freight 
charges incurred in transporting the property to the destination show! 
on the package, although the correct destination is shown on the bill 
of lading. We think the present case is clearly within this principle. 
In view thereof we do not find that in following the instructions markeé 
on the package the defendant was guilty of misrouting. See also Parlin 
& Orendorff Plow Co. vs. United States Express Co., 26 I. C.:C. 561, 
and American Agricultural Chemical Co. vs. B. & A. R. R. Co., 2 
tL. ¢ C.3RB. 


The above finding of .the Commission is applicable in the 
instant case, if, as we understand, the goods were marked fo 
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delivery at one point, while the bill of lading showed another 
point as the destination. 


Routing and Misrouting—Misloading of Export Shipment 


New Jersey.—Question: May we ask you to give us a rul- 
ing or comparative case as to whether claim can be filed against 
a rail carrier who has mis-loaded a part of an export shipment 
which results in the shipment arriving at destination short one 
crate and being forwarded to final destination short this crate 
on account of the missing crate being mis-loaded by the rail- 
road company. 

We feel that, inasmuch as the missing piece was located 
at another port and later forwarded to the correct port of 
exportation, we should not be penalized to the extent of mak- 
ing an additional shipment to the final destination when it was 
no fault of ours but a fault of the carrier in mis-loading the 
shipment. 

Answer: Under the principle of the Commission’s reports 
in Young vs. Pittsburgh, C. C. & St. L. Ry. Co., 42 I. C. C. 183, 
cited in Badger Lumber Co. vs. Atchison, T. & S. F. Ry. Co., 
146 I. C. C. 199, 201, and Danzer & Co. vs. Gulf & Ship Island 
R. R. Co., 69 I. C. C. 59, a carrier is liable in the amount of 
the damages which result from the misrouting of a shipment. 

This principle, in our opinion, renders the carrier liable in 
the instant case for the difference between the transportation 
charges which accrued by reason of the carrier’s misrouting of 
the crate to which you refer, and the charges which would have 
accrued had the crate accompanied the balance of the shipment. 


Tariff Interpretation—Transit Basis Must Be Applied Where 
Transit Taken 


Ohio.—Question: We loaded a car with 75,000 pounds of 
paper. Through error, the billing clerk issued a bill of lading 
showing that the car was to be stopped enroute to be partially 
unloaded. 

After the car was enroute we noted the error, as the car 
should have been billed as a multiple load for the reason that 
36,500 pounds of the tonnage was to be taken from the car at 
point of stopover and a like amount was for the billed destina- 
tion. In other words, we had two cars loaded in one, to comply 
with government regulations. 

The carriers, however, refuse to correct our error, and 
insist that we pay the rate on the entire car on the basis of the 
rate to final destination. 

We, however, claim that we have the right to correct an 
error, and that the carriers must protect us on the basis of a 
multiple load, as the tonnage shown on the bill of lading in- 
dicated that the tonnage to be unloaded at stop over point was 
over the minimum carload requirement. Also, the destination 
tonnage, which was the balance of the car, was more than the 
tariff minimum required for the commodity shipped. 

Kindly give us your opinion of this controversy. 

Answer: In its decision in Lindsley Bros. Co. vs. G. N. Ry. 
Co., 113 I. C. C. 166, the Commission said: 


Transit is optional, and when the charges made by the use of 
transit are higher than the charges at the full local rate from transit 
station to finai destination the shipper may elect to pay the lower 
charges. In this case it elected to take advantage of transit, and, 
therefore, the rates assessed were applicable. 


It is our opinion that the principle of the Commission’s 
report in the above case is applicable to the facts in your case. 


MIAMI-JACKSONVILLE WATERWAY 


President Roosevelt has vetoed H. R. 205, a bill to confer 
jurisdiction on the federal court for the southern Florida dis- 
trict to hear, determine and render judgment on claims of all 
persons who sustained damage or loss allegedly resulting from 
construction and improvement of the Intracoastal Waterway 
from Miami to Jacksonville, Fla. 

In his veto message to Congress, the President said that 
reports from the War Department showed that damage to 
property adjacent to the waterway resulted “either from acts 
of God or from failure on the part of riparian owners to utilize 
the reconstructed dikes as the foundation for other improve- 
ments needed to protect their land from the effects of salt 
water which invaded it after hurricane or unusual tidal eleva- 
tions.” His message also included the following: 


In the absence of a direct taking or physical invasion whereby 
Owners have been deprived of their property, any damage resulting 
from an undertaking of this character is generally regarded as indirect 
and incidental to the legitimate exercise of a governmental power, 
and our courts consistently have held that the government is not 
legally required to make compensation therefor. Nor has it been the 
Practice or policy of the government, in undertaking projects or con- 
structing works for the improvement of navigation, to assume or 


recognize any moral obligation for the consequential effects of such 
improvements. .. . 





Traffic Club Doings 





Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TraFFic WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THE TRAFFIC WORLD. 


As a result of the publication of a list of traffic clubs and 
their presidents and secretaries in the Traffic World last week, 
current information has been received about the following: 
Traffic Club of Syracuse, N. Y., William S. Carter, president, 
and J. V. McMahan, secretary; Women’s Traffic Club of Mem- 
phis, Tenn., Celia Sherman, president, and Eloise Little, secre- 
tary-treasurer; Association of Railroad and Steamboat Agents 
of Boston, Mass., Robert A. Wogan, president, and T. J. 
Glancy, secretary-treasurer; Mobile, Ala., Traffic and Trans- 
portation Club, Harold E. Gust, president; Traffic Club of the 
Rochester, N. Y., Chamber of Commerce, Oscar G. Meyer, 
president. The name of the Mad River Valley Traffic Club, 
Springfield, O., has been changed to the Springfield Traffic 
Club. William J. Lohnes is president, and Fred W. Kalbfus, 
secretary. 

The Junior Traffic Club of Chicago, at its annual meeting, 

ee a March 2, elected George A. Rodocker, 





general sales manager, Indianapols 
Forwarding Company, president. 
Others elected included: Vice-president, 
Joseph R. Lyons, Gallagher and Asher 
Company, freight forwarders; secre- 
tary, Ralph C. Kintz, Peabody Coal 
Company; treasurer, Leonard F. Mc- 
Brien,, New York Central; members, 
board of. directors, for two-year terms, 
Cecil Baker, Des Moines Transporta- 
tion Company; Marlowe L. Thompson, 
Reed Transit Company; Roy L. Wyatt, 
Great Northern; N. V. Block, Railway 
Express Agency; Theodore J. Green, 
Acme Fast Freight, Inc. They will be 
installed at the annual spring dinner 
April 11. Following the election, Oscar 
M. Nudelman, psychologist, gave a demonstration of hypnotism. 








_The Transportation Club of Peoria, Ill., elected the fol- 
lowing officers at its annual meeting February 17: President, 
G. A. Bahler, general traffic manager, Caterpillar Tractor Com- 
pany; first vice-president, C. W. Ellinger, traffic agent, Illinois 
Central; second vice-president, H. E. Weinberger, traffic man- 
ager, Altorfer Brothers Company, R. G. Near, office manager, 
Decatur Cartage Company, who was reelected secretary-trea- 
surer, died of a heart attack February 28. The club elected the 
following directors to serve for two years: George D. Holiman, 
general manager, Chickasaw Wood Products Company; J. 
Kanter, assistant traffic manager, R. G. LeTourneau Company; 
C. E. Norris, division freight agent, Alton Railroad; William J. 
O’Neill, O’Neill Brothers Transfer and Storage Company; E. T. 
Willson, division freight agent, Rock Island Lines. 





At a luncheon meeting of the Traffic Club of St. Louis 
March 6, Carl Mast, American Red Cross, will speak on his 
experiences serving with the Red Cross in the Tunisian cam- 
paign. 





The nominating committee for the Traffic Club of Chicago 
has named the following for election to office: For president, 
S. L. Felton, general traffic manager, Acme Steel Company; 
first vice-president, J. H. Burke, vice-president and general 
manager, Chicago Tunnel Transport Company, Chicago Ware- 
house and Terminal Company, and Chicago Tunnel Company; 
second vice-president, R. V. Craig, general traffic manager, 
Allied. Mills, Inc.; third vice-president, W. R. Cox, freight traf- 
fic manager, Pennsylvania Railroad; secretary, George H. 
Weiss, shipping editor, Chicago Journal of Commerce; trea- 
surer, R. J. Wallace, traffic manager, Jaques Manufacturing 
Company; members, board of directors, for two years, E. B. 
Finegan, chief traffic officer, Milwaukee Road; R. R. Flynn, 
traffic manager, Inland Steel Company; R. L. Toolin, division 
traffic manager, Great Atlantic and Pacific Tea Company; G. G. 
Truesdale, general passenger agent, Illinois Central. William 
Noorlag, Jr., assistant traffic director, Chicago Association of 
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Commerce, is chairman of the nominating committee. The elec- 
tion will be held March 30. The club will hold a balloon night 
dinner party March 15. 





The Transportation Club of Decatur, Ill, will hold a 
monthly dinner meeting March 14 at which K. L. Stivers will 
speak on the recent annual meeting at Cleveland of the Asso- 
clated Traffic Clubs of America. There will be a program of 
songs 1. a Whizettes of the Paul F. Beich Company, Bloom- 
ington, Il: 





George L. Ruddle, Missouri-Kansas-Texas Lines, Tulsa, 
Okla., who was announced last week as winner of the annual 
essay contest held by the Associated Traffic Clubs of America, 
received his first prize award of a $100 war bond at a dinner 
meeting of the Traffic Club of Tulsa February 29. J. S. Babbitt, 
president, presented the bond to Mr. Ruddle. Three years ago 
Mr. Ruddle won an essay contest held by the club, the prize 
for which was a scholarship for a transportation course con- 
ducted at the University of Tulsa. 





At a luncheon meeting of the Transportation Club of Dallas 
February 28, L. J. Cappleman, regional director, office of dis- 
tribution, War Food Administration, spoke. J. M. Allen was 
chairman of the committee on arrangements. 

Capt. B. H. Eversmeyer, Kansas City quartermaster depot, 
U. S. Army, was guest speaker at a recent dinner meeting of 
the Junior Traffic Club of Kansas City. Norman Dandurant 
has been appointed editor of Junior Traffic Topics, monthly 
magazine, succeeding Ray Deck, who resigned. 





At a luncheon meeting of the Traffic Club of New Orleans 
February 28, Auguste J. Tete, superintendent, Orleans Parish 
School Board, and vice-chairman, members council, New Or- 
leans Association of Commerce, spoke on “Special Services in 
Our New Orleans Schools.” A. B. Bowers, chairman, fishing 
committee, has announced the winners in the 1943 fall fishing 
tournament, as follows: Black bass, H. L. Michaelis; sheep- 
head, Sam Tomberella and R. J. Barry; flounder, R. H. Reynoir 
and E. G. Boh; speckled trout, Mr. Barry and J. S. Mason; 
drum, Mr. Bowers and W. D. Chambers; red fish, L. N. Hatry 
and Mr. Tomberella. 





The Waukegan-North Chicago Traffic Club will hold a 
monthly dinner meeting March 9 at which Col. Dan A. Hardt, 
head of the Army’s sixth transportation zone, will speak on 
“Transportation as Concerns the Army.” 





J. A. Bodine, new president of the Eastern North Carolina 
Traffic Club, is general agent for the Chesapeake and Ohio 
Railway and the Pere Marquette Rail- 
way at Wilmington, N. C. He was born 
in Williamstown, N. J., and educated 
there. His first job was as rate clerk 
with the Atlantic City Railroad, part of 
the Philadelphia and Reading, at Phila- 
delphia, in 1906. A year later be be- 
came chief clerk in the Philadelphia 
traffic office of the Seaboard Air Line 
Railway. In 1909 he joined the Chesa- 
peake and Ohio as chief clerk at Phila- 
delphia. For a short time he was chief 
clerk for the Blue Ridge Dispatch at 
New York, and in the period of the 
first world war he was general agent 
and freight claim agent for the Chester 
Shipping Company, Chester, Pa. After 
the war he became assistant freight traffic manager for the Vim 
Motor Company at Philadelphia and two years later was made 
traffic manager of that company and its associated companies, 
with offices at Winston Salem, N. C. He was also director 
of the North and South Carolina Automobile Dealers’ Associa- 
tion. In 1922 he was appointed commercial agent for the 
Chesapeake and Ohio at Wilmington, N. C., and was promoted 
several years later to the position he now holds. 








The South Bend, Ind., Transportation Club will hold its 
annual dinner at the Indiana Club March 20. 





The Traffic Club of New York will hold a united-for-victory 
dinner March 15. Thomas J. Curran, secretary of state, State 
of New York, will speak on “Looking toward the Future.” H. H. 
Meyer is chairman of the dinner committee. 





The Traffic Club of Baltimore will hold a presidents’ dance 
March 11. Dinner will be served. There will be a floor show. 





TRAFFIC WORLD 


The forum group will meet March 13, at which time D. Stuart 
Webb, an historian, will speak on “Historical Points in Down- 
town Baltimore.” 





Dr. Glyndon G. Van Deusen, professor of history, University 
of Rochester, will speak on “The Shape of Things to Come” 
at a dinner meeting of the transportation club of the Rochester, 
N. Y., Chamber of Commerce March 9. Albert J. Monro, district 
representative of the O. D. T., will speak. 





The Junior Traffic Club of Metropolitan St. Louis held a 
ladies’ night meeting March 1. Frank X. Reller, chief probation 
officer, juvenile court, City of St. Louis, spoke. There was 
dancing. A dinner dance will be held April 29. Matt C. Klein 
is chairman of the dance committee. 





C. V. Curran, new president of the Indianapolis Traffic 
Club, was born in a log cabin in Wells County, Ind. He at- 
tended Marion College and Indiana 
University and specialized in traffic at 
Butler University and with the La 
Salle Extension University. He served 
as secretary of the Junior Chamber of 
Commerce of Marion, Ind., and then 
became sales manager for the United 
States Glove Company at Marion. In 
1932 he was transferred to the parent 
company, the Indianapolis Glove Com- 
pany, Indianapolis, as traffic manager 
for its eight plants in Indiana and Ohio, 
the position he now holds. He has 
served as chairman of the less-carload 
committee of the Ohio Valley Advisory 
Board and is at present chairman of 
the less-carload committee of the Ship- 
per-Motor Carrier Conference of In- 
diana and of the traffic committee of 
the Work Glove Institute. He is a member of the Transporta- 
tion Institute of Indiana. 








The Traffic Club of Minneapolis held a. breweries’ day 
luncheon meeting March 2. The Gluek Brewing Company and 
the Minneapolis Brewing Company presented a program of 
music and entertainment. J. P. Roddy was chairman for the 
day. 

The Los Angeles Transportation Club will hold a St. Pat- 
rick’s day party at the Mayfair Hotel March 17. There will be 
dancing. Dinner will be served. Arch O’Lacombe is chairman 
of the entertainment committee in charge of arrangements. 





The Women’s Traffic and Transportation Club of New Or- 
leans held a “‘cootie party” at the home of Miss Ameila Bagala, 
club member, February 24. There were refreshments and 
prizes. Seventeen members of the club donated blood to the 
American Red Cross Blood Bank February 29. 


N. R. D. G. A. TRAFFIC GROUP 


The Traffic Group of the National Retail Dry Goods Asso- 
ciation will hold a “wartime conference” at the Hotel Statler, 
St. Louis, Mo., April 12, 13 and 14. It will be the first meeting 
of the group in two years. Arthur D. Bibbs, traffic manager, 
The Halle Brothers Company, Cleveland, O., chairman of the 
group, will preside. There will be a luncheon session April 13, 
at which post-war air freight will be the subject of an address. 
Subjects to be discussed at the business sessions include the 
refusal of manufacturers to follow purchasers’ shipping instruc- 
tions and other routing problems; through package car infor- 
mation; six-day weekly freight acceptance by retailers; loss 
and damage claims and prevention; restrictions of motor car- 
rier liability; restrictions on forwarder overcharge claims; mer- 
chandise thefts; delayed unloading of rail merchandise cars; 
added transportation conservation, and unofficial truck em- 
bargoes. There will be two sessions devoted to “new ideas,” 
the first on traffic, receiving and checking, and the second on 
marking and reserve stockkKeeping. 


NEW ORLEANS FOREIGN-TRADE ZONE 


Officials of the Foreign-Trade Zones Board have been ad- 
vised of the intention of New Orleans port authorities to ob- 
tain approval of establishment of a foreign-trade zone in that 
port. An application for permission to establish such a_ zone 
there was filed with the board August 10, 1942, it was stated 
at the board. The New Orleans officials, it was stated, planned 
to ask for action within the next sixty days. The plan calls 
for establishment of a zone on the Industrial Canal back of 
the Florida Avenue wharf. 
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Digest of New Complaints 





No. 29089, Freight Transportation Engineers, Inc., Chicago, Ill., vs. 
Cincinnati, New Orleans & Texas Pacific Railway Co. et al. 

Rates on two carloads of wallboard, shipped from Greensboro, 
N. C., to Cincinnati, O., in February and May, 1940, in violation 
of section 6. Asks cease and desist order, and reparation of $272.43 
with interest from August 15, 1940. (L. V. Brandt, 1811 S. Prairie 
Avenue, Chicago 16, Ill.) 

No. 29090, Carolina Peanut Co., Wilmington, N. C., vs. Atlantic Coast 
Line Railroad Co. et al. 

Rates on peanuts, carloads, from Hampstead, N. C., to Wash- 
ington, D. C., Baltimore, Md., Philadelphia, Pa., New York, N. Y., 
Boston, Mass., and many other places in violation of sections 1 and 
3. Asks cease and desist order, rates and reparation. (Clayton C. 
Holmes, 24-25 Trust Bldg., Wilmington, N. C.) 

No. 29091, L. H. Lacy & Co., Dallas, Tex., vs. Chicago, Rock Island & 
Pacific Railway Co. (Joseph B. Fleming and Aaron Colnon, Trus- 
tees) et al. 

Rates on various carload shipments of contractors’ outfits, ma- 
chinery, equipment and supplies, tendered September 2, 1942, at 
Harlow, Tex., for transportation to Kay, Ark., and on which 
instructions were given to route via cheapest route, in violation 
of sections 1 and 6, because of alleged transportation of shipments 
to Stuttgart, Ark., diversion en route to Kay, and reconsigning 
charge on each car. Asks reparation of $2,835.62, with interest from 
September 8, 1942. (Leffingwell, Currie & Davis, 1013-16 Praetorian 
Bldg., Dallas 1, Tex.) 

No. 29092, Texas Rice Mills Traffic Bureau vs. Atchison, Topeka & 
Santa Fe Railway Co. et al. 

Rates on rough rice, carloads, from Texas producing area origins 
to Baton Rouge, La., and New Orleans, La., in violation of sections 
1 and 3. Asks cease and desist order and rates on rough rice; or, 
in the alternative, rates on clean rice, carloads, from all origins 
in Texas producing area to Baton Rouge and New Orleans not 
exceeding rates contemporaneously published and assessed on 
rough rice, carloads, from the same origins to the same destina- 
tions. (Leffingwell, Currie & Davis, 1013-16 Praetorian Bldg., 
Dallas 1, Tex.) 

No. 29088, Sub. 1, Butler Iron & Steel Co., Butler, Pa., vs. Baltimore 
& Ohio Railroad Co. et al. 

Rates on shipments of scrap iron or steel, carloads, in the statu- 
tory period of the complaint and to the present time, from various 
points of origin in New York, Pennsylvania, Virginia and West 
Virginia, to Butler, Pa., in violation of section 1. Asks cease and 
desist order, rates and reparation. (C. Peyton Collins, 207 Rauch 
Bidg., Pittsburgh 5, Pa.) 

No. 29093, Henry L. Stimson, as the Secretary of War vs. Akron, Can- 
ton & Youngstown Railway Co. (H. B. Stewart, Jr., and George 
E. Hagenbuch, trustees) et al. 

Rates on cartridge case cups and bullet jacket cups, carloads, 
from various origins to various destinations in the United States in 
violation of section 1. Asks cease and desist order, rates and 
ratings. (Col. Mastin G. White, J. A. G. D., Chief, Litigation Di- 
vision, Washington, D. C.) 

No. 29094, Nebraska State Railway Commission vs. Atchison, Topeka & 
Santa Fe Railway Co. et al. 

Rates on iron and steel articles, carloads, between points in 
Nebraska, on the one hand, and, on the other, points in Illinois, 
Indiana, Iowa, Upper Michigan, Minnesota, Missouri and Wisconsin 
in Western Classification Territory, and Indiana, Massachusetts, 
Lower Michigan, New Jersey, New York, Ohio, Pennsylvania, West 
Virginia and other states in Official Classification Territory, in vio- 
lation of sections 1, 3 and 13. Asks cease and desist order and 
rates. (Harry C. King, Lincoln, Neb.) 


SHIPS TO POLAND 


Transfer by charter of two additional coastal cargo vessels 
to the Polish government has been announced by the War Ship- 
ping Administration. This action brought the total of such 
Ships allocated_to Poland to five, the first of which is to be 
delivered shortly. The ships are of 2,847 deadweight tons and 
are of special design for coastal freighting. The vessels will be 
manned by Polish crews under charter agreements with the 
W.S. A., but title of them remains vested in the United States. 


SHIPPING REALLOCATION BY W. S. A. 


Merchant shipping operations transferred in the early 
months of the war from Atlantic coast ports to Gulf coast ports 
because of enemy submarine activities are now being shifted 
back to the eastern ports in an effort to restore the ship services, 
to as great an extent as is possible under wartime conditions, 
to their “normal” or pre-war routing, according to information 
obtained from the War Shipping Administration. 

_ As a part of that program of reallocation, some of the 
Shipping of the United Fruit Co. and the Grace Lines was 
being transferred from New Orleans to an east coast port, 
it was stated. The W. S. A., it was said, was working on plans 
to offset the loss of some import cargo movements by the port 
of New Orleans by routing through that port some of the 
export cargo shipments originating in the Mississippi Valley, 
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but those plans would not materialize immediately. It was 
stated that there was a possibility that additional shipping to 
Mexico through the port of New Orleans would be effected. 

In the shipping reallocation program, the first objective of 
the W. S. A. was to get the ship services back to their normal 
routing and the second objective was to avoid, if possible, in- 
juring any port or area, according to W. S. A. sources. 


NEW M. C. PUBLICITY HEAD 


Robert W. Horton, a former director of the Maritime Com- 
mission’s information division, has been appointed director of 
public relations of the Maritime Commission and the War Ship- 
ping Administration, succeeding Mark O’Dea, who resigned 
(see Traffic World, Feb. 26), according to an announcement by 
those agencies. Mr. Horton, at the time of his appointment to 
succeed Mr. O’Dea, was director of information of the Depart- 
ment of the Interior. 

He began service as head of the Maritime Commission’s 
division of information August 17, 1938, after having been 
Washington correspondent for the New York World-Telegram 
and the Scripps-Howard papers for ten years. He was loaned 
by the commission to the National Defense Advisory Commis- 
sion in June, 1940, subsequently became director of informa- 
tion of the Office for Emergency Management, resigned from 
that position to become deputy administrator of the Office of 
Price Administration, and left that post at the time of Leon 
Henderson’s resignation as administrator of the O. P. A. Mr. 
Horton then received an assignment in the Interior Department. 


M. C.-W. S. A. APPOINTMENTS 

The War Shipping Administration has announced the ap- 
pointment of W. S. McPherson, of New York City, as assistant 
deputy administrator for ship control of the W. S. A., succeed- 
ing Franz Schneider, who resigned recently. The W. S. A. 
said that in his new capacity Mr. McPherson would take over 
duties formerly discharged by assistant deputy administrators - 
for allocations and for shipping, those two offices having been 
abolished and their functions combined under the W. S. A.- 
ship control unit. Mr. McPherson has been director of the 
W. S. A. foreign service division. 

Granville Conway, associate deputy administrator of the 
W. S. A., it was announced by the W. S. A., would report di- 
rectly to Deputy Administrator Lewis W. Douglas and act for 
him in his absence and would also be assigned, “from time to 
time,” to undertake duties for Administrator Land of the 
W. S. A. or the deputy administrator. 

The Maritime Commission has announced the appointment 
of James T. Gallagher, of Leominster, Mass., who has served 
as chief of its production engineering section, as assistant di- 
rector of the commission’s production division. 


SHIPPER’S EXPORT DECLARATIONS 


Acting Secretary Taylor, of the Commerce Department, 
has issued an amendment to regulations of the Bureau of the 
Census relating to foreign trade statistics. The amended regu- 
lation is one prescribing a~penalty for failure to file export 
declarations for exports by rail. It was stated at the Bureau 
of the Census that the amendment was designed to clarify the 
existing regulation so as to show that it applied only to export 
shipments by rail. In some instances, customs collectors in 
error had fined some steamship companies because the regula- 
tion had not been specific in its limitations, it was said. As 
amended, the material part of the regulation reads as follows: 


The agent or employe of any railway or transportation company 
who shall transport any commodities into a foreign country by rail 
before delivering to the collector of customs the shipper’s export 
declarations covering the commodities transported as required by law 
shall be liable to a penalty of $50 for each offense. : 


W. S. A. COMMITTEE ON PORTS 


The formation of a port utilization committee has been 
announced by the War Shipping Administration. 

The committee, the W. S. A. said, would coordinate the 
various activities pertaining to the movement of ocean freight 
in order to avoid congestion in U. S. ports and provide the 
most effective utilization of the ports in meeting all require- 
ments. 

The committee includes the following members from the 
W. S. A. chairman, Granville Conway, associate deputy admin- 
istrator; W. S. McPherson, assistant deputy administrator for 
ship control; G. H. Helmbold, assistant deputy for ship opera- 
tions, and the director of the division of allocations. Repre- 
sentatives from the army, navy, and the Office of Defense Trans- 
portation are other members of the committee, says the W. S. A. 

“In addition to the regular membership, other officials of 
the War Shipping Administration will be called on from time 
to time as the chairman may see fit to utilize their services,” 
the W. S. A. stated. 
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| Classified Adver 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads —$1.00 a line, minimum 3 lines. — display —$15 — inch.) 

ime, 3. 2 time. 4 ‘ ° 































































RAILROAD AUDITOR WANTED—To assume full responsibility 
and supervision of accounting department of Class II common carrier 
steam railroad. Must be thoroughly experienced in all phases of steam 
railroad accounting, including through interline billing and settlements 
and overcharge and loss and damage claim payments and distributions. 
Experience and thorough familiarity with I. C. C. accounting and valu- 
ation regulations, as well as with income tax procedure, required. 
Must also be capable of assuming responsibility for administering wage 
and salary stabilization regulations. Adequate salary. Inquiries con- 
fidential. Address Box 202, Traffic World, Chicago address. 


SECRETARY, 15 years’ general experience with large forwarder, 
desires responsible position. Box 205, Traffic World, Chicago address. 


TRAFFIC MANAGER—Motor trucking traffic and operation experi- 
ence, also industrial traffic experience. Place with post-war future in 
Sou, territory desired. Box 206, Traffic World, Chicago address. 


WANTED—ASSISTANT TRAFFIC MANAGER 


For large, nation-wide household goods moving organization. 
Mid-west location. 


Experience in dispatching, traffic and tariff 
problems highly desirable. Should be good correspondent. Un- 
usual opportunity for right man. Give complete details as to 
education, business experience, draft status, age. Box 213, Traffic 
World, Chicago address. 





-MOTOR RATE COURSE, using actual tariffs, classification and 
guides. Prepared through cooperation of C, M. F. A. and other bureaus. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 


SHIPPING GUIDES. If you are interested in more complete truck 
line routing information, write: Mike O’Keefe, Official Motor Freight 
Guide, 732 W. Van Buren Street, Chicago 7, Ill. 


WANTED—INDUSTRIAL TRAFFIC MAN 


to assume permanent responsibilities and supervisory duties at 
established concern in northwestern Penna. now engaged in war 
work with average daily shipments fabricated iron and steel 
products 50 tons. Must have working knowledge of tariffs and 
general practice with carriers, be able to streamline traffic Dept. 
I. C. C. practitioner’s license unnecessary if experience sufficient. 
Opportunity for advancement to Purchasing Department. In reply 
state selary requirements, draft status, age, experience. Box 212, 
Traffic World, Chicago address. 


CARS FOR SALE 
Need Cars for Coal, Coke, Ballast, Etc.? 


The following list has 645 such cars! 


130—Hopper, Double, 50-Ton 

40—Hopper, Side-Discharge, 50-Ton 
10—Koppel, Side-Discharge, 24-Yd., 30-Ton 

100—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 

19—Ballast, Composite, 50-Ton 

100—Box, 36-Ft., 40-Ton; Steel Ends 

10—Dump, K & J, Automatic, 16-Yd., 30-Ton 
2—Dump, Western, Automatic, 20-Yd., 40-Ton 
25—Fiat, 40-Ft., 40-Ton : 
43—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 

150—Tank, 8000-Gallon, 40-Ton and 50-Ton 













Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced fo sell! 
IRON & STEEL PRODUCTS, INC. 


39 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"*ANYTHING containing IRON or STEEL" 


TRAFFIC MANAGER desires change. 20 yrs.’ experience handling 
Rail, Truck, Express Traffic. Seeking greater responsibilities Indus- 
trial or Chamber of Commerce. Available at once. Reliable references. 
Box 207, Traffic World, Chicago address. 







Young INDUSTRIAL TRAFFIC MANAGER, draft deferred. For 
five years Traffic Manager of large Aircraft Plant, complete supervision 
of shipping, receiving, trucks and office. Seeks connection with new 
concern. Can give best references. Box 208, Traffic World, Chicago 
address. 











TRAFFIC WORLD 


WANTED—Better position by private secretary to executive of 
large warehouse. Feminine. Experience, 15 years. Desires position 


with executive responsibility. Box 209, Traffic World, Chicago address. 


TRAFFIC MAN. 20 years’ rail, truck, industrial. 
all territories. Thor. expd. negotiating rate adjustments, etc., with all 
trans. bodies. Commerce work. Reg. Prac. Box 210, Traffic World, 
Chicago address. 


Expert in rates 


TRAFFIC MGR. seeks opport. change. Both carrier, shipper long 


exper. rates, analysis, traffic law, procedure, other phases transp. 
ICC Pract. Draft 3-A. High refs. Box 211, Traffic World, Chicago 
address. 








SEAMEN’S INSURANCE BENEFITS 


The House merchant marine committee has reported H. R. 
3259, to clarify existing law with respect to deductions from 
pay of seamen in the employ of the War Shipping Administra- 
tion for old-age and insurance benefits. The committee said, in 
its report, that W. S. A. representatives in Australia were hav- 
ing difficulties in deducting old-age benefit contributions from 
wages paid to seamen who signed on and off in a foreign coun- 
try on vessels that did not touch a United States port. It said 
deductions would not be made under such circumstances with 
respect to such seamen employed by private ship operators, and 
explained that the bill was designed to treat services performed 
for the W. S. A. the same as those performed for private 
operators. 


B. & 0. GETS MALLET LOCOMOTIVES 


The first of 20 new mallet type locomotives being built for 
the Baltimore and Ohio has been delivered and will be placed 
in service soon, the railroad has announced. The new locomo- 
tives, which are the largest steam locomotives ever operated 
by the company, will be used principally to haul coal trains 
from West Virginia fields to the east. Each of the new units 
would be 125 feet long, would have a tractive effort of 115,000 
pounds, and a cylinder horsepower of 4,870, it was announced. 
Mallet type locomotives produce great horsepower through 
their large fireboxes and boilers, each unit having two engines 
supplied by steam from a single boiler. 








PERFECTION IN SHIPPING PROTECTION... 


vere emer! “BOUND TO 


Gaim iw 


ACME STEELSTRAP 


AND 


UNIT-LOAD 





ACME STEEL COMPANY, 2844 ARCHER AVENUE, CHICAGO 8, ILLINOIS 

















WOOD BOXES ¢ GRATES © SHIP PALLETS 
e SHIPPING CONTAINERS « 


Any Size or Specification 









Important Notice to Shippers: 


We have on hand large quantities of air dried 
lumber suitable for box, crate and shipping con- 
tainers. Our capacity is one of the largest in the 
south. 






















We Specialize in Manufacture of. Pallets and Shipping Crates 


Evergreen Millworks and Manufacturing Co. 
JACKSONVILLE, FLORIDA 







P. ©. Box 4633 Telephone 5-5731 
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Butterfingers, 1954 


Your post-war dinner dishes may be 
made of glassware that looks like china 
and can be bounced on your kitchen 
floor without cracking or chipping. 
They’re not just a dream—the Army is 
using them now! Military medical men 
recognized cracked dishes as a likel 

breeding place for germs, and the labor- 
atories of American industry provided 
the answer . . . 80, when peace comes, 
another matter-of-fact miracle will en- 
ter your life, 


PART OF THE PICTURE OF AMERICA TOMORROW 


1 


Your dishes—and almost everything 
else in your home—will have been 





carried, either in finished or raw- 
material form, in a General Ameri- 
can railroad freight car. 


Plastics—chemicals for their manu- 
facture will be handled in General 
American Tank Storage Terminals, 
where industry stores its bulk liquids 
safely and economically. 


3 Invisible electric servants—to operate 
your kitchen appliances—made in 
plants using welded equipment man- 
ufactured by General American Plate 


& Welding Division. 


4 Perishable foods—protected at ship- 
ping point by General American Pre- 
cooling service, kept fresh en route 
in refrigerator cars supplied by 
General American Transportation. 


GENERAL AMERICAN TRANSPORTATION 


CORPORATION 
CHICAGO 





For Unsurpassed 


LONG DISTANCE 
MOVING 


Bekins Van & Storage Company is one of the west’s 
leading representatives for Allied Van Lines— world’s 
largest long distance moving organization with over 650 
affliated members. The -combined facilities of Bekins 


and Allied are serving the nation—in war as in peace. 


VAN LINES co. 


Offices or Agents in All Principal Cities 


GREAT PORTS 


MOBILE = NEW ORLEANS 


a er 


ie a as ae i 


GULF pp & OHIO RAILROAD 


PEORIA & PEKIN UNION RY. 
E. F. Stock, Tr. Mgr., Peoria, Illinois 


TRAFFIC WORLD 


Personal Notes 


Walter W. McCaslin, an examiner in the Commission’s 
motor carrier complaint section, died in Washington, D. C, 
February 26, at the age of 44. ‘Mr. McCaslin had served the 
Commission as an examiner for over ten years. 

Examiner R. N. Trezise, who completed 35 years of servicé 
with the Commission on February 10, retired February 29 
He was the only Commission examiner ever to retire voluntar. 
ily. Mr. Trezise will make his home in Fort Lauderdale, Fla 
He plans to practice before the Commission and the Florida 


_ commission, and to practice law in Florida. 


W. C. Prendergast, a member of the Western Classification 
Committee since its organization some thirty years ago, died 
at Oak Park, Ill., February 26. 

Herbert N. Morris, assistant general freight agent for the 
Seaboard Air Line Railway, died at Norfolk, Va., February 21, 
He served with the company 35 years. 

William Tanzer, passenger traffic manager, Burlington 
Transportation Company, Chicago, and recently a co-chairman 
of the National Bus Traffic Association, died February 22. He 
served in the transportation industry for 30 years. 

The board of directors of the Louisville and Nashville 
Railroad has elected Sidney Smith vice-president and general 
counsel, succeeding E. S. Jouett, who has resigned after serving 
in that capacity 22 years. 

A. C. Valentine, traffic manager, Murray Gin Company, 
Dallas, Tex., died February 29. 

The Frisco Lines has announced the following appoint- 
ments: J. M. Strupper, assistant chief traffic officer, succeeding 
B. H. Stanage, who died February 4; H. P. Norden, freight 
traffic manager; G. L. Oliver, freight traffic manager for south- 
ern territory; S. C. Inkley, assistant freight traffic manager; 
C. H. Rombach, general freight agent; J. F. Jedlicka, assistant 
general freight agent, all at St. Louis; A. L. Shine, general 
agent, Houston; J. G. Miller, general agent, San Antonio, Tex.; 
Hal R. Patterson, general livestock agent, Springfield, Mo, 
succeeding Ralph McHam, who died recently. 

The Milwaukee Road has announced the following appoint: 
ments: Harry Sengstacken, assistant passenger traffic managef, 
succeeding William J. Cannon, who died; Joseph Caldwell, 
general passenger agent, and Walter Peterson, assistant to the 
passenger traffic manager, all at Chicago. 

Les Jones has been appointed assistant vice-president for 
the Pabst Brewing Company. He will continue his duties a 
general manager of the company’s Peoria, IIl., plant, and as 
general traffic manager. 

Charles E. McCullough has been appointed assistant t0 
passenger traffic manager for the Pennsylvania Railroad at 
Philadelphia. 

Fearson Shortridge, general manager, New York City Tun 
nel Authority, will speak on “Toll Routes” at a monthly meet 
ing of the alumni association of the Traffic Managers Institute 
New York, March 16. Major Lester Wadsworth, of the U. § 
Army’s port agency at New York, was designated “alumnus d 
the month” at the meeting. A dinner dance will be held at the 
Masonic Club April 15. 


Edward J. Kane has been appointed assistant district mam 
ager, division of motor transport, O. D. T., at Milwaukee. 

Oris A. Vinyard has been appointed assistant generd 
freight agent, and William C. Richardson, division freight 
agent, for the Southern Railway, at St. Louis. F. S. Collins 
vice-president of subsidiary lines, has announced the a 
appointments: M. H. Ramsey, superintendent, Carolina a 
Northwestern Railway and the Yadkin Railroad, at Hickory, 
N. C., succeeding William M. Archer, who retired after 4 
years ‘of railroad service; John W. Smith, superintendent, Blie 
Ridge Railway, Anderson, S. C.; Murray O. Cochrane, assistait 
engineer, maintenance of way, subsidiary lines, Washingtol 
D. C. Carroll W. Ashby, superintendent of Southern’s Danvilk 
division at Greensboro, N. C., has been elected president ani 
general manager for the Kentucky and Indiana Terminal Rai 
road at Louisville, Ky., succeeding William S. Campbell, wht 
has been appointed, at his own request, vice-president in charg 
of industrial development for the K. and I. T. Consequent # 
that change, J. T. Moon has been appointed superintendent ¢ 
the Danville division; B. L. Stanfiel has been appointed super 
intendent, Asheville, N. C., division, and T. R. Good, assistatl 
superintendent, Knoxville, Tenn., division. 


Richard D. Quinlan, Jr., Parrott and Company, spoke @ 
“Policies and Objectives of the Foreign Economic Administr@ 
tion” at a dinner meeting of the Oakland, Calif., Foreign Tra 
and Harbor Club March 2. P. D. Richardson, president, Oak 
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fae AIR EXPRESS shipments ought to be handled 
like hot potatoes, not “‘parked” on the floor await- 
ing a “‘routine”’ afternoon pick-up. Pack early, phone 
immediately, and avoid end-of-the-day congestion when 
Airline traffic is at its peak. That’s the way to get fastest 
delivery by AiR EXPRESS. You’re paying for speed ... 
GET ALL you CAN! It’s easy. SHIP WHEN READY! 


And to cut costs— AIR EXPRESS shipments 
should be packed compactly but se- 
curely, to obtain the best ratio of size 


A Money-Saving, 
High-Speed Tool 
For Every Business 


As a result of increased efficiency developed to meet wartime 
demands, rates have recently been reduced. Shippers nation- 
wide are now saving an average of more than 10% on Air 
Express charges. And Air Express schedules are based on 
“hours”, not days and weeks— with 3-mile-a-minute service 
direct to hundreds of U.S. cities and scores of foreign countries. 


WRITE TODAY for “Vision Unlimited” —an informative booklet 
that will stimulate the thinking of every executive. Dept. PR-3, 
Railway Express Agency, 230 Park Ave., New York 17, N. Y. 


Gets there HRST 


Phone RAILWAY EXPRESS AGENCY, AIR EXPRESS DIVISION 
“ Representing the AIRLINES of the United States 


TRAFFIC WORLD 


land Chamber of Commerce, was guest of honor. E. G. Davis, 
member of the club, spoke on “Argentina.” 

The Foreign Trade Club of Detroit held a panel discussion 
on “Post-War Markets,” February 29, with the following as 
panel members: C. M. Peter, general sales manager, Fellows 
Gear Shaper; C. George le Seuer, export manager, Wyandotte 
Chemicals Corporation; R. Ray Daley, export manager, Fred- 
erick Stearns and Company; John Schmieder, Brazilian field 
representative, Chrysler Corporation; Miss A. M. Bookmyer, 
export manager, Berry Brothers; Art E. Boyea, general man- 
ager, Judson-Sheldon Corporation; George H. Zimmerman, 
assistant vice-president, National Bank of Detroit. Harry M. 
Robins, foreign trader, was moderator. 

Christopher de Groot, United States representative, Pan- 
American Airlines, has been elected to membership on the 
board of directors of the New York Board of Trade, repre- 
senting the aviation section. New members of the section in- 
clude: Howard Welch, vice-president and export manager, 
Sperry Gyroscope Company; Mr. de Groot, and Gordon C. 
Sleeper, assistant to the president, Republic Aviation Corpora- 
tion. Mr. Welch has been named chairman of the aviation 
accessories committee. 

Cravath, DeGersdorff, Swaine and Wood, of New York, 
has announced .it will continue after March 1 under the name 
of Cravath, Swaine and Wood. 

Captain Alex Baxter, chief, highway branch, operations 
division, sixth transportation zone, U. S. Army, at Chicago, 
has been promoted to the rank of major. He was formerly dis- 
trict supervisor and examiner in the Commission’s bureau of 
motor carriers. 

William J. Irwin has been appointed general agent for the 
Quanah, Acme and Pacific Railway at Washington, D. C. Ralph 


G. Campbell has been appointed general agent at San Fran- 
cisco, Cal. 


Docket of the Commission 


NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THE TraFric WorLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


March 6—Allentown, Pa.—Fed Bldg,—Examiner Hanrahan: 
MC 54744 Sub. 6—Clarke Motor Express, Allentown, Pa., certificate 
to extend operations. 
March 6—Asheville, N. C.—Langren Hotel—Jt. Bd. 103: 
MC 61599 Sub. 50—Queen City Coach Co., Charlotte, N. C., certificate 
to extend operations. 
March 6—Atlanta, Ga.—Henry Grady Hotel—Jt. Bds. 101 and 157: 
MC 69520 Sub. 3—Barnes Freight Lines, Carrollton, Ga. 
MC 104724—Superior Trucking Co., Atlanta, Ga., permit. 
March 6—Boston, Mass.—Hotel Manger—Examiner Parker: 
1. & S. M-2347—Household goods in Mass. 
March 6—Cincinnati, O.—Gibson Hotel—Jt. Bd. 60: 
MC 59206 Sub. 1—Holland Motor Express, Inc., Holland, Mich., cer- 
tificate to extend operations. 
March 6—Cincinnati, Ohio—Gibson Hotel—Jt. Bd. 208: 
MC 1187 Sub. 4—Cushman Motor Delivery Co., Chicago, II1., certifi- 
cate to extend operations. 
March 7—Allentown, Pa.—Fed. Bldg.—Jt. Bd. 67: 
MC 1781 Sub. 3—A. R. Litzenberger, Wescoesville, Pa. 
- MC 78027 Sub. 1—Bean, Inc., Easton, Pa., to extend operations. 
March 7—Asheville, N. C.—Langren Hotel—Examiner Tyers: 
MC 74367 Sub. 1—Wright Motor Lines, Asheville, N. C., certificate to 
extend operations. 
March 7—Columbus, O.—State Comm.—Jt. Bd. 117: 
MC 47723 Sub. 1—The Huntington Cincinnati Trucking Lines, Ltd. 
Portsmouth, O., certificate to extend operations. ‘ 
MC 75551 Sub. 3—Southern Express, Chicago, Ill., to extend operations. 
March 7—Washington, D. C.—Examiner Boss: 
1. & S. M-2363—Restrictions in rates over Roadway Express, Inc. 
March 7—Washington, D. C.—Examiner Croft: 
* MC 15735—Allied Van Lines, Inc., common carrier application. 
* MC 15735 Sub. 1—Allied Van Lines, Inc., extension of operation. 
March 8—Boston, Mass.—Hotel Manger—Examiner Parker: 
MC 96527 and Sub. 1—N. A. Barreli, Hyde Park, Mass., certificate of 
permit. 
March 8—Boston, Mass.—State House—Division 2: 
Ex Parte MC 22—New England Motor Carrier rates. 
March 8—Columbus, Ohio—State Comm.—Examiner Schutrumpf: 
MC 14252—Commercial Motor Freight, Inc., Columbus, Ohio. 
March 9—Boston, Mass.—Manger Hotel—Examiner Parker: 


1. & S. M-2364—Fruits, vegetables, groceries, packing house products 
in Connecticut. 
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Railway Express Agency Inc. 


Complete 


EXPRESS SERVICE 
TO CUBA 


RAILWAY EXPRESS is prepared to 
handle promptly and economically import 
and export shipments between points in 
Cuba, the United States and Canada. 
Basing Tariff, providing through rates by 
dependable and fast rail-water routes, 
furnished on request. 


This expeditious service also includes 
pick-up and delivery in Havana’s business 
district without extra charge. Shipments 
accepted prepaid or collect, C.O.D., or with 
time draft attached and payable to desig- 
nated bank. Risk insurance, of whatever 
nature, arranged upon request, premium to 
be collected from consignee on delivery. 
Expert personnel service provides docu- 
mentation and clearances through Customs 
at Havana and West Palm Beach for one 
small fee enumerated in the tariff. For full 
details of this service inquire at any 
RAILWAY EXPRESS office, or com- 


municate with these representatives: 


F. B. PUTNAM 
Foreign Agent 


P. A. HOLGERSEN 
General Agent 


P O. Box 885 


Edificio Centro Gallego 
West Palm Beach, Fla. 


RAILWA 


AGENCY INC. 
NATION-WIDE RAIL-AIR SERVICE 


Railway Express Agency Inc. 


Por San Jose, Havana, Cuba 


XPRESS 


TRAFFIC WORLD 


March 9—Cleveland, Ohio—Hotel Cleveland—Examiner Kilroy: 

MC 31220 Sub. 4—Daniels Motor Freight Service, Inc., Warren, Ohio. 
March 9—Concord, N. Hamp.—State Comm.—Jt. Bd. 186: 

MC 104901—Hart’s Rapid Delivery, Laconia, N. Hamp., certificate. 
March 9—Fort Worth, Texas—Texas Hotel—Examiner Borroughs: 

MC 340 Sub. 1—J. L. Querner Truck Line, San Antonio, Tex. 


March 9—Spartanburg, S. C.—Chamber of Commerce—Examiner Tyers: 
MC 60756 Sub. 4—Crescent Motor Line, Spartanburg, S. C., certificate 
to extend operations. 
March 9—Washington, D. C.—Argument: 
1. & S. 5229—Iron pipe—Lower Mississippi River crossings to Tex. 
March 10—Concord, N. Hamp.—State Comm.—Jt. Bd. 114: 
MC 91742 Sub. 5—Marshall’s Transportation Co., Exeter, N. Hamp., 
certificate to extend operations. 
March 11—Cleveland, Ohio—Hotel Cleveland—Jt. Bd. 117: 
MC 66562 Sub. 544—Railway Express Agency, Inc., New York, N. Y. 
certificate to extend operations. 


March 11—Harrisburg, Pa.—State Comm.—Examiner Hanrahan: 
MC 10753 Sub. 2—Paul M. Settle, Gettysburg, Pa., certificate to ex. 
tend operations. 
March 11—Lebanon, N. Hamp.—Municipal Bldg.—Examiner Parker: 
MC 30222 Sub. 1—S. B. Manning, White River Junction, Vermont, 
certificate to extend operations. 
March 13—Albany, Ga.—U. S. Ct.—Jt. Bd. 101: 
MC 6009 Sub. 14—Georgia Stages, Inc., Albany, Ga., certificate to ex. 
tend operations. 
March 13—Brooklyn, N. Y.—Hotel St. George—Examiner Stiles: 
1. & S. 5258—Morgain Forwarding Co. pick-up and storage. 
29039—Acme Fast Freight, Inc., et al. vs. Central Package Car Co, 
et al. 
|. & S. 5257—Forwarder rates New York and St. Louis to Texas. 
29039 Sub. 1—Middlewest Motor Freight Bureau vs. Central Package 
Car Co. et al. 


March 13—Brooklyn, N. Y.—Hotel St. George—Examiner Parker: 
MC 104865—M. Goldstein, Brooklyn, N. Y., permit. 

March 13—Detroit, Mich.—Hotel Fort Shelby—Examiner Kilroy: 

MC 78261 Sub. 19—Midwest Transfer Co., Maywood, IIll., permit to 
extend operations. 

March 13—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Hanrahan: 
MC 47693 Sub. 4—Callahan Transportation, Pittsburgh, Pa., permit 

to extend operation. 
MC 104653—Miller Transfer, Connellsville, Pa., certificate. 

March 13—Raleigh, N. C.—Sir Walter Hotel—Jt. Bd. 103: 

MC 58021 Sub. 3—Colonial Bus Lines, Rocky Mount, N. C., certificate 
to extend operations. 

March 14—Brooklyn, N. Y.—Hotel St. George—Examiner Myers: 

MC 80245—United Van Service, New York, N. Y 

March 14—Brooklyn, N. Y.—St. George Hotel—Examiner Parker: 

MC 74772—Goodman’s N. Y. & Conn. Express Corp., New York, N. Y., 
certificate or permit. 

March 14—Brooklyn, N. Y.—Hotel St. George—Examiner Stiles: 

FF 161—F. L. Kraemer & Co., New York, N. Y., permit. 

March 14—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 76: 

MC 28552 Sub. 1—John Wahl Cartage, Detroit, Mich., certificate to 
extend operations, 

MC 28658 Sub. 1—Intercity Trucking Service, Inc., Detroit, Mich. 
certificate to extend operations. 

March 14—Harrisburg, Pa.—State Comm.—Jt. Bd. 67: 

MC 27903 Sub. 6—C. W. Karper, Chambersburg, Pa., certificate to 
extend operations. 

March 14—Portland, Me.—Fed. Bldg.—Pub. Utilities Comm. of Me: 

* Finance 14430—Application, B & M for abandonment of line from 

Sago to Scarboro, Maine. 

March 14—Washington, D. C.—Examiner Johnson: 
29053—Secretary of War vs. Aberdeen and Rockfish et al. 

March 15—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 

MC 1502—Pennsylvania Greyhound Lines, Inc., Cleveland, Ohio, cer 
tificate. 

MC 1520—Central Greyhound Lines, Inc., of N. Y., Cleveland, Ohio, 
certificate. 

March 15—Brooklyn, N. Y.—Hotel St. George—Examiner Stiles: 
FF-121—Porto Rican Express Co., New York, N. Y., permit. 
FF-159—Bernstein Service, New York, N. Y., permit. 

March 15—Chicago, II!.—Morrison Hotel—Examiner Sharp: 
20769—-Charges for protective service to perishable freight. 

March 15—Chicago, I!!.—Sherman Hotel—Jt. Bd. 162: 

MC 16947—Lincoln Express and Freight Lines, Chicago, IIl. 

March 15—Fort Worth, Tex.—Hotel Texas—Examiner Borroughs: 

1. & S. M-2371—Fertilizers in southwest. 

March 15—Harrisburg, Pa.—State Comm.—Examiner Hanrahan: 

MC 104771—Shoemaker’s Sea Food, Harrisburg, Pa., certificate. 


NORTHERN PACIFIC GETS DIESELS 


The Northern Pacific Railway has accepted delivery d 
eleven 5400-horsepower diesel-electric freight locomotives, cost 
ing a total of $5,500,000. Six more are scheduled for deliver) 
this year and four in 1945. The new locomotives are for use it 
freight service on the railway’s western lines. Each is 183 fed 
long, in four articulated sections, weighs 856,000 pounds and 
geared for a top speed of 80 miles an hour. 
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offers the manufacturer and distributor superior advantages: ing put to maximum use in the 
prosecution of the war. The 
e Lehigh Valley R.R. freight terminal on street level; “Port of Personal Service" is devoted 100% 
var Co. elevators direct to rail yard platform to expediting war shipments. However, we 
s. e Truck elevators to all floors, affording street floor aren't too busy to help you in preparing for 
package Jacking Chaampnene the commerce of peace. Let's make such 
eFloor areas, 52,000 to 124,000 sq. feet. Smaller P . 
units may de leased preparations together. 
e High safety standards—low insurance rates 
ia ‘. e Live steam for manufacturing purposes 
e Fast passenger elevators; restaurant; barber shop. 
a INVESTIGATE .... learn what satisfied, 
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Are you getting the full value these over-the-road ws PNGINEE® : 
Conveyors offer you? 


A WN D 


WAREHOUSE 


c OLD 


MERCHANDISE 


tisers in this Section to companies known for 
their integrity, TRAFFIC WORLD assumes no 
responsibility for dealings or service. It 
requests, however, that any _ misrepre- 
sentation or unsatisfactory experiences, 
should they arise, be reported. The fact 
that certain warehouses are not listed here is 
no indication that they are not responsible. 

Symbols and Abbreviations: Copy has 
been kept free from any except standard 
abbreviations. Four symbols are used to 
provide a ready reference to the types of 
services offered. 


* Merchandise warehouse 
O Cold Storage warehouse 


Oe) Both a cold storage and merchandise 
warehouse 


D Water dock facilities 


This Section has been designed to provide 
@ traffic and sales managers with con- 

veniently organized information about the 
merchandise and cold storage warehouses in 
the principal distribution centers of the 
country. 

Admission of an advertiser to this Section 

indicates: 

1. That the company operates a warehouse 
that specializes in serving the needs of 
large industrial shippers. 

. That information is kept up-to-date— 
provision has been made for the correc- 
tion of data each month. 

3. That the advertisers have been carefully 
investigated. 

While every reasonable precaution has 

been taken—including the checking of bank 
and other references—to restrict the adver- 








































Geographical Index of Merchandise and Cold Storage Warehouses Serving Key Distribution Areas 


NEW YORK—Page 5 


Baltimore & Ohio ‘Seoves, Inc. 
¢Lincoln Tidewater Terminals 


ROCHESTER—Page 5 
B. R. & P. Warehouse, Inc. 


NORTH CAROLINA 
RALEIGH—Page 5 
Carolina Storage & Distributing Co. 


CALIFORNIA 
LOS ANGELES—Page 2 


California Warehouse Co. 
Metropolitan Warehouse Co. 
sOverland Terminal Whse. Co. 
Star Truck & Warehouse Co. 

Westland Warehouses, Inc. 


OAKLAND—Page 2 
Howard Terminal 
SAN FRANCISCO—Page 2 


San Francisco Warehouse Co. 


COLORADO 
DENVER—Page 2 
The Weicker Tfr. & Stge. Co. 


DISTRICT OF COLUMBIA 


WASHINGTON—Page 2 
Terminal Refrg. & Whsg. Corp. 
Terminal Stge. Co. of Wash. 


ILLINOIS 


CHICAGO—Pages 2-3 
éCrooks Terminal Warehouses 
Currier-Lee Warehouses, Inc. 
Griswold-Walker-Bateman Co. 
Midland Warehouses, Inc. 
North Pier Terminal Co. 
Terminal Warehouse 
Wakem & McLaughlin, Inc. 
Western Warehousing Co. 


INDIANA 
EVANSVILLE—Page 3 
Mead Johnson Terminal Corp. 
FORT WAYNE—Page 3 . 
Pettit’s Storage Warehouse Co. 


HAMMOND—Page 3 
Great Lakes Warehouse Corp. 


INDIANAPOLIS—Page 3 
Henry Coburn Stge. & Whse. Co. 
Indiana Terminal & Refrigerating Co. 


IOWA 


CEDAR RAPIDS—Page 3 
American Trfr. & Stge. Co. 


WATERLOO—Page 3 
lowa Warehouse Co. 


-KENTUCKY 


LEXINGTON—Page 3 
Union Transfer & Storage Co. 


LOUISVILLE—Page 3 
Louisville Public Warehouse Co. 


LOUISIANA 


NEW ORLEANS—Page 4 
Commercial Terminal Warehouse Co. 
Standard Warehouse Co., Inc. 


MARYLAND 
BALTIMORE—Page 4 


Camden Warehouses 
Terminal Whse. Co. of Baltimore 


MASSACHUSETTS 
BOSTON—Page 4 
¢Boston Tidewater Terminal, Inc. 


Hoosac Storage & Warehouse Co. 
@Merchants Warehouse Co. 


MINNESOTA 
MINNEAPOLIS—Page 4 
Minneapolis Terminal Warehouse Co. 
ST. PAUL—Page 4 


Midway Terminal Warehouse Co. 
St. Paul Terminal Warehouse Co. 


MISSOURI 


KANSAS CITY—Page 4 
Adams Transfer & Storage Co. 
éCrooks Terminal Warehouses 
Merchandise Warehouses, Inc. 
ST. LOUIS—Page 4 
S. N. Long Warehouse 
Rutger St. Warehouse, Inc. 
St. Louis Terminal Warehouse Co. 


NEW JERSEY 


ELIZABETH—Page 5 
¢Bayway Terminal Corp. 
Lehigh Whse. & Trans. Co., Inc. 
JERSEY CITY—Page 5 
Harborside Warehouse Co., Inc. 
NEWARK—Page 5 
Lehigh Whse. & Trans. Co., Inc. 
@Newark Tidewater Terminal 


NEW YORK 
BROOKLYN—Page 5 
Lehigh Whse. & Trans. Co., Inc. 
BUFFALO—Page 5 
¢Keystone Warehouse Co. 
The Lederer Term. Whee. Co., Inc. 


OHIO 
AKRON—Page 5 
Cotter City View Storage Co. 
CINCINNATI—Page 5 
The Baltimore & Ohio Whse. Co. 


CLEVELAND—Pages 5-6 
The Lederer Term. Whse. Co. 


National Terminals Corp. 
The Otis Terminal Warehouse Co. 


COLUMBUS—Page 6 


TOLEDO—Page 6 


PENNSYLVANIA 
PHILADELPHIA—Page 6 
¢Merchants Warehouse Co. 


Philadelphia Piers, Inc. 


Terminal Warehouse Co. 
PITTSBURGH—Page 6 
Kirby Transfer & Storage Co. 
SCRANTON—Page 6 
Quackenbush Warehouse Co. 


SOUTH DAKOTA 


SIOUX FALLS—Page 6 
Wilson Storage and Transfer Co. 


DISPLAY ADVERTISERS 


¢See display advertising in other issues—no listing in this Section. 


StiORA GE 


SECTION 


PUBLISHED IN THE FIRST WEEK’S ISSUE EACH MONTH 


If no address is shown under the heading 
the location of the warehouse igs 
the same as that shown for the office. In case 
the facilities consist of several units, the loca. 
tion of each unit is usually shown. 


“Facilities, 


Cincinnati Merchandise Whses., Inc. 
Cincinnati Terminal Warehouses, Inc. 


The Columbus Terminal Whse. Co. 


Great Lakes Terminal Warehouse Co. 
¢Norfolk Tidewater Terminals 


Pennsylvania Whsg. & Safe Dep. Co. 


4 See listing in this section—also display advertising in this and other issues. 
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Insurance rates: The rate shown is the 
lowest charge per $100 per year—100% cov- 
erage unless otherwise specified. 





Floor Load: Indicates range or maximun§ | &stabli 
weight capacity in pounds per square foot.§ |W. H. 


Genera 


Use this Guide as an Index to Your§ | FACIL! 
Warehouse Files: Since this Guide is re 
stricted to warehouses that specialize in serv-§ | Ry.; cay 
ing major shippers, it becomes an automaticff | platforn 
index to your warehouse reference files. The | SERVIC 
inclusion of basic data in every listing makes 
possible effective preliminary selections. 


concrete 
service. 


Motor 
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Over 


Estalis! 
TENNESSEE res 
MEMPHIS—Page 6 Vice Pr 


Poston Warehouses 
United Warehouse & Terminal! Corp 


NASHVILLE—Page 6 
Bond, Chadwell Co. 


TEXAS 
DALLAS—Page 6-7 
The Dallas Trans. & Term. Whse. Ci 


Interstate-Trinity Warehouse Co. 
Koon-McNatt Storage Co. 


HOUSTON—Page 7 FACILI 
Houston Term. Whse. & C. S. Co. concrete 


Patrick Transfer & Storage Co. Tag 


Universal Terminal Warehouse Co. Sheltere 


— 

‘ool car 

UTAH + me eng 

OGDEN—Page 7 41° up. 

convenie 

Western Gateway Storage Co. ASSOC] 

SALT LAKE CITY—Page 7 | '"* Ch 
Security Storage & Commission Co. 


VIRGINIA 
NORFOLK 
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‘RICHMOND—Page 7 
Brooks Transfer & Storage Co., In. 
ROANOKE-—Page 7 
Roanoke Public Warehouse 


WASHINGTON 


SEATTLE—Page 7 
Eyres Transfer & Warehouse Co. | 


TACOMA—Page 7 
Pacific Stge. Whse. & Dist. Co. 


WISCONSIN = West 


MILWAUKEE—Page 7 
Hansen Storage Co. 
National Terminals Corp. G G.I 
National Warehouse Corp. 


CANADIAN SECTION 
platforms 


QUEBEC —- 


MONTREAL—Page 7 transp. tc 
ASSNS.- 











General 


FACILN 
conc, Pp 
Siding: 

uS.E, § 


St. Lawrence Warehouse, Inc. 
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LOS ANGELES, CALIF. 


California Warehouse Co. 
Established 1915 


W. E. Fessenden * 1428 Wholesale St. 
Owner and Manager Tel.—Trinity 2211 
FACILITIES: 130-000 sq. ft. steel-concrete const. 
Sprinklered throughout. A.D.T. sys. Ins. rate 
13-2¢ 6 car siding on Santa Fe: free switch. Motor 
fee plat. 16 truck capacity. 
SERVICES: Pool car ee i ge Operating own 
delivery peters Wg wd and L. A. Harbor. Tem- 
perature controlled basement storage. Office space 
available. Free parking—convenient and non- 
congested district. 
ASSOCIATIONS: A. W. A. Amer. Chain of Whses. 















OAKLAND, CALIF. 


Howard Terminal 
Established 1900 Incorporated 
H. D. Muller, Whse.Mgr. [> _ 95 Market St. 
W. B. Walton, Whse. Supt. GLencourt 4722 


FACILITIES—Prop. owned; Firepf. brick and steel 
const.; max. fl. Id. 550 Ibs.; sprinkler; pvt. watch.; 
A.D. T.; ins. 12c to 23c; sidings S.P., A.T. & S.F., W.P. 
Ry., Howard T. Ry., 70 cars; free switch; truck plat. 
60 trucks; 4 water Diske. 400 ft. long, draft 32 ft. 


SERVICE FACILITIES—U. S. Customs bonded; 
pool car distr.; motor terminal; stge., off. and display 
space; Consolidated rail and water carloads. 


MEMBER—A. W. A.; Calif. W. A.;S. F. W. A. 









Crooks laine! Sno 




















Established 1913 * D Incorporated 


433 W. Harrison St. Tel.—Wabash 4070 


Harry D. Crooks, President 
New York Office 


H. J. Lushbaugh, Mgr. 271 Madison Ave. 











LOS ANGELES, CALIF. 















AN FRANCISCO, CALIF. 


~ es South Side Warehouses—On the Belt Ry. of Chicago 
Metropolitan Warehouse Company San Francisco Warehouse Company adjacent to"the Great Dlestan indandhouane Freight Yerd. 
Established 1924 Incorporated Reeshinetan ne 1 a Facilities 
W. H. Tyler We 1340-56 E. Sixth St. : *” gee ge South Side Warehouses, 5817-5967 W. 65th St. 
General Manager Tel.—Trinity 9861 Henry F. Hiller 647 Third St. (especially adapted to in-transit storage): 350,000 


sq. ft.; Brick, mill and concrete const.; Floor load, 
200-500 Ibs.; Sprink. sys.; Ins. rate, 14c. Siding on 
Belt Ry. of ‘Chi.; .; capacity, 60 cars; direct rail with 
own South Chicago dock. 
Downtown Warehouse, 417-39 W. Harrison a 
a op opposite main post office): 100,000 

rick and reinforced concrete const.; Floor | ° 300 
Ibs. Ins. rate, 40c. Siding on C. B. & Q.; capacity 
75 cars. Tunnel connection. 50 truck loading doors. 
Burlington 14th Place Warehouse, 429-49 W. 
14th Pl. (adjacent to downtown district): 90,000 
ft.; Brick and reinforced concrete ommas Floor “2 
300 Ibs. Ins. rate, 40c. Siding on C. B. & Q. R 
capacity, 8 cars. 
South Chicago Waterfront Warehouses, 103rd 
St. and Calumet River—West Bank: 60,000 sq. ft.; 
Steel const.; Floor load, 250 Ibs. Siding on Belt Ry. 
of Chi.; capacity, 50 cars. Water Dock: Length, 
1500 ft. draft, 20 ft. 


Service Features 


Bonded: U. S: Customs; State. Pool car distributors. 
Motor transport service available. Equipment for 
handling any type of vessel or barge, plus storage 
facilities. LCL trap car service. 


Associations 


President Tel.—Sutter 3461 


FACILITIES—(1) Continental Warehouses, 625 
Third St.; 265,000 sq. ft.; Elec. fire detection sys. 
(2) Security Warehouses, Spear & Folsom Sts.; 
— sq. ft. Ins. rate 26c. Fumigation. Railroad 
idings. 


SERVICE FEATURES—Pool car distribution. 
REPRESENTED BY—Distribution Service, Inc. 


FACILITIES—270,000 sq. ft.; Fireproof, reinforced 
concrete const.; Sprinkler sys.; A. D. T.: alarm 
service. Ins. rate, 11.7. Siding on A. T. & S. F. 
Ry.; capacity, 18 cars; free switching. Motor truck 
platform: capacity, 22 trucks, sheltered. 


SERVICE FEATURES—Pool car distributors. 


Motor transport service available. Cooler rooms. 


ASSOCIATIONS—Calif. W. A.: Los Angeles W.A. 





6 ANGELES, CALIF. 
Overland Terminal Warehouse Co. 
Estalished 1931 * Incorporated 


Gordon Ross 1807 E. Olympic Blvd. 
Vice Pres.-Mgr. Tel.—Trinity 1146 















DENVER, COLO. 






The Weicker Transfer & Storage Company 


Established 1899 Incorporated 


R.V. Weicker ye —_1700 Fifteenth St. 
President Tel.—MA 3221 


FACILITIES—250,000 sq. ft. Fireproof and mill 
construction, sprinkler system. Insurance rate 9.3c. 
Free switching from all railroads. 

SERVICE FEATURES—Merchandise and house- 
hold goods stored—Pool car distribution—Motor 
freight terminal—State widemotorfreightservicedaily. 
REPRESENTED BY—Distribution Service, Inc.; 
American Chain of Warehouses. 
ASSOCIATIONS—A.W.A.; Colo. Tir. & Whsemen’s Assn. 


A. W. A. (Mdse); Ill. Asso. Mdse. Warehousemen. 


Watch Display Advertisements on 
Inside Front Covers! 








WASHINGTON, D. C. 




















CHICAGO, ILL. 


Terminal Refrigerating & Warehousing Corp. Griswold-Walker-Bateman Co 


FACILITIES—426,393 sq. . Fireproof, steel and 


Established 1870 
concrete const.; Floor load, 250 lIbs.; Sprink. sys.; Incorporated 1525 Newberry Ave. 
A.D. T. Ins. rate, 10.8c. Siding on Un. Pac;| | Jerry P. Johnson 4th & D Sts.,S.W.| | Wellington Walker, Pres. MX “rer CANet 2770 
cap., 25 cars; free switching of competitive traffic. General Manager Tel.—National 9515 FACI ETIES—f rep. owned. (1) 1530S.SangamonSt.; 


FACILITIES—(1) 4th & D Sts., S. W., cold and 
mdse; 260,000 sq. ft. Floor load 450 Ibs. Ins. Mdse. 
33.3c, cold, 16.29c. P. R. R., 6 cars cap., free switch. 
Sou. Ry., C. & O., .\ Aci R. F.& P.R.R. 
(2) Ith & E Sts.. cold 8 molt Floor load 400 
Ibs. Ins. 19.7c. othe a owned; Brick and conc.; 
alarm; watchman. Cap. 24 trucks. 

SERVICE—Pool cars. 2,500,000 cu. ft. one stge. 
REPRESENTED BY—American Chain of Whses. 
ASSOCIATION—A. W. A. (Cold and Mdse. Div.) 


Sheltered Motor Plat., 22 truck a. 
SERVICE FEATURES—Bonded: S. Customs. 
Pool car dist. Motor transport service. en Rooms— 
cheese, dates, nuts (32-40°); other commodities at 
41° up. Candy storage. Displ ay rooms and offices— 
convenient to business district. 
ASSOCIATED with Crooks Terminal Warehouses, 
Inc., Chicago, Kansas City and New York. 

Watch Display Advertisements on 

Inside Front Covers! 


120,000 sq. ft. mdse. & 30,000 cu. ft. cold stge. (2) 1524 
Ss. Peoria St.: 150,000 sq. ft. mdse. Both whse.; Fire f. 
rein. con. const.; fl. ld. 250 lbs.; Sprinkler; pvt. watc 
A.D.T.;ins., 10c: sidingonC. &N.W.C&A. y..B. &O., 
C.T. Ry. , Scars; free switch.; covered docks, 13 trucks. 
SERVICE FEATURES—Lic. under U.S. Whse. Act; 
bonded; U.S. Int. Rev. U.S. Customs; State; pool car 
distr.; Co. oper. 6 trucks; Stge. and office space. 
REPRESENTED BY—Allied Distribution, Inc. 
MEMBER—A. W. A.; Ill. Assn. of Mdse. Whsemen. 










































LOS ANGELES, CALIF. 
Star Truck & Warehouse Company 


Established 1892 


E. S. Stanley: * 1855 Industrial St. 
Owner Tel.—Mutual 9141 

FACILITIES—250,000 sq. ft.; Fire: roof, reinfd. con- 

crete const.; Floor load, 250-600 1 ; Sprink. 8 

A.D. T.; Watchmen. Ins. rate, 11. 7c (90 %) Sidi wed 

on A. T. & S. F.; free switch. 

SERVICE FEATURES—L icensed, Calif. R. R. Com. 

ery cool basement for candy, etc. Specialize in drugs, SO truck, 

toiletries, canned goods, electrical appliances. Pool SERVICE FEATURES—Pool car distributors. Local 

car dist.; 108 pcs. equipment. Motor term. 


REPRESENTED BY—Distribution Service, Inc. AS. Sp le ge A. (Mdse.) 


WASHINGTON, D. Cc. 
The Terminal Storage Company of Washington 


Established 1903 Incorporated 
First & K Sts., N. E. 


W. E. Edgar Tel.—Metropolitan 
Superintendent . 4685 


FACILITIES—10 buildings, 243,000 sq. ft. of which 
130,000 sq. ft. is of fireproof construction. Private 
Watchmen; Floor load 250-600 lbs. Sidings, B. & 
O. R. R.; capacity 20 cars; Motor platform—Capacity 


CHICAGO, ILL. 
Midland Warehouses, Inc. 


Established 1906 
1500S. Westem Ave. Yr Te/;—Canal 6811 
FACILITIES—1500 S. Western Ave., 570,000 sq. ft. 
concrete steel const.; 1929 W. 43rd St. 132,060 sq. ft. 
brick, mill const.; 1534 S. Western Ave., 67,000 sq. ft. 
brick, mill const. Ins. rates as low as 4c. All with 
ADT Watch. Serv. & agg oo Direct connec. 
all Chicago Rys. ple Alo on Chicago Jct. Ry. 40 
car capacity. Ample — Truck Platforms. 
SERVICE FEAT S. Cust., State, Priv. 
Bond. Pool car dist. Office ‘& Whee. space to re 


LCL freight station on premises 
MEMBER—Amer. Chain of Warehouses—A. W. A. (Mdse.) 




























































LOS ANGELES, CALIF. HICAGO, ILL. 
W . : 
estland Warehouses, Inc. Currier-Lee Warehouses, Inc. & Wesdinteud Gavtien 














Established 1913 427-473 W.Erie St. 
W. C. Cast le * Tel.—Superior 9066 
a gh Saenger ed sq. ft.; heavy joist const. 


A.D.T. nkler alarm; eapghenee. ‘umigation. 
| 19c.'s idings on C. M. St: P . & P., cap. 21 cars; 
free switch t. motor platf.; Cap. 8 trucks. 
SERVICE FEATURES—Bonded: State; Licensed, 
U. S. Whse. Act. Pool car dist. Motor freight 
term. ~~ for hac Mg ag Storage; Office. poo 


service. ‘ood products. 
ASSOCIATIONS AW A. (Bde? )s1B Aceo, Mdex, Wheenn, 


G. G. Franklin * 4814 Loma Vista Ave. 
General Manager Tel.—Lafayette 1101 


FACILITIES — 352,355 sq. ft. Fireproof, reinf. 
conc. Sprinkler Sys. a. Ins. Ic per mo. 
siding: L. L. A. Junc. Ry., + Free switch.: A. T. 
&S.F., S. P.. U. P. and *°. E. Ample Motor truck 
platforms. 
SPECIAL SERVICES — Pool cars. Daily mot. 
transp. to So. Calif. points. Free pickup. 


ASSNS.—A.W.A., C.W.A., L.A.W.A., M.T.A.S.C. 


“You have been and are providing a won- 
derful service. We therefore use Merchan- 
dise Warehouses for the convenience of 
customers for storing excess stocks or bulk 
goods, and for distribution purposes.” 
—Traffic Manager, Owensboro, Ky. 
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Serial Page 622 IMinois 
CHICAGO, ILL. 


North Pier Terminal 


509 East Illinois Street 
Tel.—Superior 5606 


W. W. Huggett S. T. Heffne 
P- <c-undlet Mgr. *D Mgr. Whee. Div. 


Distinctive Location—509 East Illinois 
St., 3 blocks to Michigan Ave., 5 blocks to 
Wacker Drive. Frontage also on new Outer 
Drive, address 444 and 445 Lake Shore Drive. 
Office space available—in combination with 
warehouse 

FACILITIES— 250,000 square feet mill 
and brick constructed buildings. Sprink- 
lered. Ins. rate 18c. Floor load 335 Ibs. 
34 elevators. C. & N. W. R. R. sidings, 
cap. 125 cars. Free Switch. Truck plats., 
cap. 100 trucks. Water Docks, 2000 feet. 
SERVICE FEATURES—Direct Tunnel 
connection all RRs. Universal Station in 
building for out of town truck shipments. 
Stevedoring service for cargo freight. Barge 
service New Orleans. 

Space leased—offices, storage and light 
mfg. Gen. storage for spot stocks. Storage 


in transit. Pool car distribution. 
MEMBERS:—A.W.A.; Illinois Asso. Mdse. Whsemn. 


CHICAGO, ILL. 


Soo Terminal Warehouse 
Established 1914 


Ww. G. » Mergen 7 519 W. Roosevelt Rd. 
ger, Tel.—Canal 5740 
FACILITIES 500,000 eg. ft.; Fireproof, reinf. conc. 
const.; Floor load unlimited. Low insurance rate. 
Siding: Soo Line; free ee all lines; 50 cars. 
Truck dock, 18 trucks under roof. 
SERVICE FEATURES—Bonded: U. S. Customs, 
State. Pool = es ag Soe Candy Storage. Cool 
in summer. ce for lease with office. Free in and 
out freight _—_ to all trunk lines yia tunnel. 
REPRESENTED BY—National Whse. verk 
ASSOCIATIONS—A. W. A. (Mdse.); I. A. M. W. 


CHICAGO, ILL. 
Wakem & McLaughlin, Inc. 


Established 1886 
F. E. Berg 


* 2 225 E. Illinois St. 

Sec’y & Trea Tel.—Superior 6828 

FACILITIES (1) 213-235 Illinois St. i 

Customs; Distil spirits—gov't tw ty r. 

421-427 E. North Water St. & (3) 352-40 

Water St. leased space. Total space, 500,000 sq. ft. 

Mill const. Sprinkler sys.; A. D. T.; Watchmen. 
" ic. aoe Ss on C.& N. W. 

SERVICE vege gy Poh 5 U.S. Whse. Act; 

State. Bonded: U. S. iav'l Rev.; Customs. Bottling 

plant for liquors. Pool car dist. 

ASSOC 


‘Loans. 
IATIONS—A. W. A.; Ill. W. A.; Chi. C. of C. 


Dependable Warehouses 


Only warehouses with a reputation for 
good service and with good financial refer- 
ences are acceptable in the Warehouse Guide 
and for listing on the Distribution Map. 
Because of the care with which the reco 
of these warehouses have been hashed. 
THE TRAFFIC WORLD recommends 
them unhesitatingly. 


Indiana - 
CHICAGO, ILL. 


Western Warehousing 
Company 


Established 1880 Incorporated 
323 W. Polk St. 


E. H. Hagel 
* Tel.— Wabash 6507 


Superintendent 


FACILITIES—600,000 sq. ft. Fireproof, 
steel - brick - concrete construction. Floor 
load, 250-300 lbs. Dry Sprinkler system; 
alarm system; private watchmen. Insur- 
ance rate, 17.7c. Siding on Pennsylvania 
Railroad; capacity 40 cars; free switching 


all Chicago lines. Motor platform, capacity 
100 trucks, all sheltered. 


LOCATION—Adjacent to ‘Loop’”—one 
block from new Chicago Post Office; in the 
heart of the railway terminal and wholesale 
districts. 


SERVICE FEATURES—Bonded, Illinois 
Commerce Commission. Pool car distribu- 
tors. Superior office and storage space for 
lease. Storage restricted to clean merchan- 
dise free from fire hazard. 


ASSOCIATIONS— Ill. Whse. Assn.; Ill. Chamber of 
Com.; Chicago Assn. of Com.; Chicago Traffic Club. 


EVANSVILLE, IND. 
Mead Johnson Terminal Corporation 


“WHERE WATERWAY—RAILWAY—HIGHWAY MEET” 
Established 1930 D Incorporated 
J.D. Beeler 1830 West Ohio St. 
Vice-Pres. & Gen. Mgr. Tel.—Dial 7152 
FACILITIES—Properey owned; 90,000 sq. ft.; Fire- 
roof, brick-steel-concrete const.; Floor load, no 
fimit: Sprink. sys.; . Insurance rate, 19.1c. 
Sidings on C. & E. I. L. & N.; free switch., 
all lines. Water Dock: Length, -~— ft.: draft, 9 ft. 
SERVICE FEATURES—Bonded: Ss: Customs; 
State. Pool Car dist. Motor freight odio 
REPRESENTED wt gg Sg ore» “s. 
ASSOCIATIONS—Am. W. A. (Mdse.); Ind. W. A. 


FORT WAYNE, IND. 
Pettit’s Storage Warehouse Co. 


Established 1910 " 
J. N. Pettit *H 414 E. Columbia St. 
‘anager (Tel.—A-1108) 
oy ely age sa 50,000 sq. ft., hshid. goods 
Reinforced concrete construction: floor 

ae 2208-300 00 Ibs. Property owned. Merch. Patrol 
watchmen; reeones, * average 25c. Siding, ca cow ¢ 
7 cars, N. Y. C. & St. L. RR. free free switching. Truc 
dock sheltered—capacity ry trucks. 
SERVICE FEATURES—Pool one dist. Own cartage. 
REPRESENTED BY—Am. Ch. of Whses. 
ASSOCIATIONS—A.W.A., Mayflower W.A 

State, County and City taxes for 1943, $2.19. 


HAMMOND, IND. 
Great Lakes Warehouse Corporation 


General Merchandise—Storage and Distribution 
Established 1922 Tel.—Ham’d 3780-81 


E..c. yy Plummer Ave. & State Line St. 
Vice-Pres. & M; Tel.—Chicago—Ent. 2200 
FACILITIES —I5 50. 000 sq. ft.; Fireproof, concrete- 
steel-brick construction. Siding on IHB RR; located 
within Chicago switching district; capacity, 50 cars 


set. baw gs rivil 
SERV FEATURES — Motor terminal on 


prose olins « delivery to Metropolitan Chicago 
and suburbs. 


TIONS—A.W.A. (C.S. Div.); Ind. Whamn’s Assn 








Ky. 
INDIANAPOLIS, IND. 
Henry Coburn Storage & Warehouse Co. 


Established 1905 Incorporated 


Frank F. Powell, Pres. 221 W. Georgia St. 
E. E. Harris, V. P. & Mgr. Tel.—Lincoln ae 
FACILITIES—Property owned: 220, 000 s ft. 
Slow burning; sprinkler sys.; alarm sys. in tob aACCO 
room; watchmen. Ins. rate 14c (80 % clause). Siding 
on Indianapolis Union (Belt) R. ; capacity 10 
cars; free switching all lines. Motor platform: capac- 
ity 19 trucks—3 sheltered. 

SERVICE FEATURES—Pool car distribution. 
Local Trucking. Space and offices for lease. 
REPRESENTED BY Y—Distribution Service, Inc. 
ASSOCIATIONS—A. W. A. (Mdse.); Indiana W. A. 


INDIANAPOLIS, IND. 
Indiana Terminal & Refrigerating Co. 


Incorporated Est. 1910 240 S. Pennsylvania St. 
Wm. E. Ready, Sec-Tr. Qy  Tel.—MArket 4361 
FACILITIES—(1!) Prop. leased; 260,000 sq. 


mdsz.; rein. conc.; min. 250 Ibs. sq. ft. fl. load; 
rate 10.4c; P.R.R. 8 cars; (2) Prop. owned; 1,337,000 
cu. ft. cold stge.; brick and mill const.; max. 225 lbs. 
r sq. ft. fl. load; ins. rate 11.1c; on I. U. Ry., 8 cars. 
Both ouses; sprinkler, pvt. watchmen, A.D.T.alarm, 
free switch., covered truck docks. 
SERVICE FEATURES—U. S. Cust. bonded. Pool 
car distr. Lease stge., office, display, exhibit space. 
MEMBERS—A.W.A., Assn. Ref.Whse., Indpls. W.A. 


EDAR RAPIDS, IOWA 


American Transfer & Storage Co. 
Established 1908 


A. G. Keyes he) 401 First St.,S.E: 
Pres. & Gen’l. Mgr. Tel.—21147 


FACILITIES—Prop. leased; 80,000 sq. ft. mdse.’ 
10,000 sq. ft. cold stge.; fire proof mill const.; sprin* 
kler; A.D.T.; Ins. 20c; siding on C. M. & St. Paul, cap: 
4 cars, free switch.; truck shelter, cap. 6 trucks. Min- 
imum cold storage temperature range 35° above zero. 
SERVICE FEATURES—Pool car distr.; cartage 
service, 8 trucks; Stge. and office space, for lease; 
motor term. in warehouse. 


MEMBER—lowa W. A. 


Incorporated 


WATERLOO, IOWA 


Iowa Warehouse Company 
Established 1916 Incorporated 


R. B. Cass ¥%& 821 Mulberry St 
Vice-president 
FACILITIES—Owned. (1) 821 
Cement block const. Siding on Chi. G. = 
city 3 cars. Ins. rate $1. 55. (2) 558 Center St. 
Fireproof, brick const. Siding on W. C. F. & N. Ry. 
capacity 4 cars. Ins. rate 56c. Both: 70,000 sq. Ss 
Free switching service. 
SERVICE FEATURES—Complete merchandise 
ae peerees: Pool car distribution. Motor freight 
termin 


MEMBER—National Furniture Whsemen’s Assn. 


LEXINGTON, KY. 
Union Transfer & Storage Co. 


Established 1919 Incorporated 


O. B. Murphy Spring & Vine Streets 
Vice-President * n, - —PBX-7030 
FACILITIES—(1) Vine & Bg Sts., fireproof, 
reinforced concrete; Ins. rate 2 

brick & mill const. Ins. rate 350. 
space 100, sq. ft. Sidings on L. & N. R 
switching. 
SERVICE FEATURES—Pool car distributors. 
Motor transport line, company owned, serving 
Louisville, Cincinnati, Harlan, Middleborough & 
Blue Grass region of Kentucky. 


LOUISVILLE, KY. 


Louisville Public Warehouse Co., Inc. 


W. N. Cox oe E. H. Bacon 
President Vice-President 
Established 1884 


FACILITIES—944138 sq. ft. for storage of Mer- 
chandise, Household Goods, Tobacco, Distilled 
Spirits—24 Warehouses—Fireproof and slow-burning 
mill—Sprinklered—Conts. Ins. 4.4c to 19.3c per $100. 
SPECIAL FEATURES—Customs and _ Interna 
Revenue Bonded—Pool Car Distribution—Free 
Switching =e) hina Customers wi 

Superior 

MEMBERS —American Chain of Weneboesee—Dit 
tribution Service, Inc.—Am. Whse. Ass’n. 
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NEW ORLEANS, LA. 
Commercial Terminal Warehouse Co. 


Established 1925 Incorporated 


E. B. Fontaine * 404 N. Peters St. 
President Tel.—Magnolia 4877 
FACILITIES—100,000 sq. ft.: Slow burning, 


heavy 
srick and mill const.: Floor load, 250 Ibs.: Sprink. 
sys.: Watchmen; Ins. rate, 37c Siding on So. Pac. 
SERVICE FEATURES—Bonded: U. S. Customs: 
State. Pool car dist. Bean cleaning, grading. 
Reconditioning. Billing. Financing. Gustea>. 
REPRESENTED BY—Associated Warehouses, Inc. 














NEW ORLEANS, LA. 
Standard Warehouse Company 


Established 1903 


T. E. Gannett 100 Poydras St. 
Tel. pts Fs te 2336 
FACILITIES—100,000 8q. —_ Heavy brick & mill 
const. Sprinkler sys., pvt. watchmen. . rate 27.4c. 
mg motor rail plat., —_ 12 trucks, 
siding on T. & N. O., cap. 9 cars, free switching. 
SER ICE FEATURES—Customs & State bonded. 
Pool car dist. Es ally equi for coffee; 
coffee separating & cleaning; ee ng & polish- 
flour sifting; reconditionin: 
TEPRESENTED BY Gas W Porting Ba Benvar'S, New Yack Oy. 
OCIATIONS—A. W. A.; New Orleans Mdse. W 


BALTIMORE, MD. 
Camden Warehouses 











Established 1900 Incorporated 
Jas. C. Brown yD Camden & Eutaw 
Mgr. & Treas. - Tel. Plaza 0400 


FACILITIES — 4 Units; Property leased: 700,000 
sq. ft. Brick-Concrete-Steel const. A.D.T., Private 
bbw Sprinkler. 

LOCA’ NS Camden ~ % ee s Wharf, 
Locust Pant Piers, B. & O.R. R 

SERVICE FEATURES—Pool cars. Motor trans- 
port. Direct rail and water connections. Internal 


Revenue and panne ~— 
ASSNS.—A. W. A., Md. W. A., Distillers’ Inst. 











BALTIMORE, MD. 
Terminal Warehouse Co. of Baltimore 























Established 1893 Pe eee ng 
President eee - 8560 


FACILITIES—6 units. Davis & Pleasant Sts., 
Prop. owned. Bond St., prop. leased. Water dock, 
400 ft. Dft. 25 ft., 500,000 sq . ft. Brick constr. 
eux E.. D. T. Wenthann “Ins. 21c. Siding, 
F. R. p. 40 cars. Truck plat., 40 trucks. 
SERVICE ‘FEATURES—Bonded: Cust. Space and 
of. for lease. Trucks for loc. es pool car. 
REPRESENTED BY—Assoc. Whses., Inc., NEW YORK, 
C. A. Webster, 52 Vanderbilt Ave.; CHICAGO, Clyde 
Phelps, 549 W. Randolph St. A.W.A.; C. of C.U.S. 












BOSTON, camenipce MASS. 
Hoosac Storage and Warehouse Co. 


Established 1928 Incorporated 
i Wemyss * Lechmere 
rer Tel.—TRO. 9608 


Trea 
FACILITIES—(1) Lechmere Sq., E. ey 
Fireproof, reinforced concrete; Sprink. Ins. 
rate 18c. (2) Water St., ‘Chosleshounn (Adj. 
Mystic Terminal Co. docks). Brick const., A. D. T., 
Auto. fire alarm. Ins. rate 2Ilc (90%). Total floor 
space 108,500 sq. ft. Sidings on M. R. R. 
SERVICE FEA gg jee State; U. S. 
Cust. (No. 2) Pool car dist. uor mee (No. 2) 
REPRESENTED SY New ork, Dis- 
tribution Bur.; Chicago, National Whos. Ser 




















Referred to Traffic World 
Warehouse Section 


“When I had an occasion to make 
arrangements for storage, I referred 
to this warehouse section.’ —Stanley 


J. Srakose, Traffic Manager, Rochester, 













































































































Md. - Mass. - Minn. - Mo. Serial Page 623 
MINNEAPOLIS, MINN. KANSAS CITY, MO. 
lis Terminal Warehouse Co. . 
Established 1929 ye Incorporated} |Crooks Terminal Warehouses 
618 W; Ave. N. 201 Fifth Ave. N. 


Whee. No.1 (Tel.—MAin 3568) Whee. No. 2 


FACILITIES—200,000 sq. 5 Fireproof, brick and 
apne construction; Floor loa: A 
ong «yoo watchmen. Sidin ys on Soo potion capac- 
ity, 6 cars; free switching all lines. Cartage Serv- 
ice, 50 trucks. Ins. from 16c (90%). Pool car distr. 
SERVICE—State, U.S. Cust. bond. Office space. 
REPRESENTED BY—Assoc. Whses., Inc., 52 Van- 
derbilt Av., N. +S 549 W. Randolph St., Chicago 
ASSNS.—A. A.W.A., Minn.-N.W.W.A., Minn. Truck 
ers Ass 


Established 1930 * Incorporated 


A. J. Crooks 1104 Union Avenue 
Vice-Pres. & Gen. Mgr. Tel.—Victor 2404 
New York Office 


H. J. Lushbaugh, Mgr. 271 Madison Ave. 







Established 1933 Minnesota ny 
Tel.—Nestor 1811 2295 University Ave. 


FACILITIES—150,000 sq. ft.; Brick and mill con- 
struction; Floor load 250 Ibs. 3 sprinklered; and private 
watchmen. — on Minnesota Transfer Railway; 
capacity, 16 cars; free switching all lines. Cartage 
service, 25 trucks. Ins. from |6c. (90%). 

SERVICE FEATURES—State, U. S. Cust. bond. 
Office and display space. Pool car distr 
REPRESENTED BY—Assoc. Whses., Ince, 52 Van- 
derbilt Av., N. ye 3 549 W. Randolph St., 
ASSNS.—U. $C of C., 'A.W.A.. Nines -NUW WA, 
Minn. Truck Owners Assn. 


Terminal Warehouse—1201-09 Union Ave. (U.P. 



















- PAUL, MINN. 














kers Warehouse Security Warehouse 
St. Paul Terminal Warehouse Co. 1104 Union Ave. (Frisco) 1405 St. Louis Ave. (M.P.) 
Established 1916 + Incorporated FACILITIES—3 locations: 322,000 oq. ft.; Rein- 
8th & Locust Sts. Tel.—Garfield 7551 forced concrete and brick const.; Floor ied 250 Ibs. 


Sprink. sys. Ins. rate, 9.4c. Sidings on Un. Pac., 
o. Pac. & Frisco R R. Rs.; cap., 23 cars; free ewitch. 

Protected te A. D. T. Burglar Alarm System. 
SPECIAL SERVICES—Bonded; Licensed, U. S. 
Whs. act; U. S. Customs; State. Pool car dist. 
br: operate our own large and efficient fleet of ayers 

rucks. Cool rooms—cheese, dates, nuts and dried 
fealte (35° to 60°). Candy Storage. 

ASSOCIATIONS— A. W. A. (Mdse.); Mo. W. A. 

Watch Display Advertisements on 
Inside Front Covers! 


FACILITIES—307,000 ft.: ey ex brick and 
conc. const.; Floor load 250-400 Ibs D.T. & Private 
ee. ——- Soo Line; then free switching. 
e service, 50 trucks. Ins. from |6c (90%). 
SERV CE FEATURES—State, U. S. Cust. bond. 
Office and display space. Pool car distribution. 
REPRESENT BY—Assoc. Whses., Inc., 52 Van- 
derbilt Av., N. Y.3 549 W. we St., Chicago 
ASSNS.—U. S. < of bos A.W.A.,, Minn.-N.W WY. mia 
Minn. Truck Owners 
-| Famous for SERVICE’ —from Coast to Coast. 


KANSAS CITY, MO. 
Adams Transfer & Storage Co. 


Established 1900 Incorporated 


D. S. Adams xe s«:228 W.. 4th St. 

residen Tel.—Victor 0225 
FACILITIES —100,000 Fireproof, _reinf. 
concrete. Sprinkler, M. D.T A, ~*~, a 
Ins. rate ‘ey Ting on KCSRR. . & cars. 
Free switch at. covered, ay "30 trucks. 
SERVICE FEATURES Bonded: Customs, Int. 
Rev., State; Lic., U. S. Whse. Act. Pool car dist. 
Stg. & office space for lease. Mot. Transp. ser. & 
fgt. term. Daily overnight service wd ap rox. 4.000 
towns. In wholse. dist.; near retail dis gt. depots. 
ASSNS—A.W.A.; M. W.A.; Traf. Cub, C. of C. 


. LOUIS, MO. 
S. N. Long Warehouse 


9th & Coating ~ Tel. Main 2910 
Established 1903 
FACILITIES 165,000 oq, ft. Heavy mill and brick: 
(1) 1939 S. Vandeventer, Pee. siding, 22 cars; 
(2) 9th & Gratiot, Term. R. R. siding, 24 cars; rec. 
switch, all lines. Ins. rate, 20c. Sprinkler, iT 
rotection. Two covered motor docks length of bldg. 
TURES—Longest established mdse. my in S 
Louis. Licensed. State bonded; pool car distr. Spel. 
encl. platform. Separate vault space, approved for 
storage Red Label products. 
REP’ ENTED BY: % ge yi Service, yr 
ASSNS.—A. W. A.; Mo. W. A.; St. L. Mdse. W. A 
%:&.. ©. of C. 



























































































KANSAS CITY, MO. 
Merchandise Warehouses, Inc. 


Established 1902 © @Y 933 Mulberry St. 


- LOUIS, MO. 


Rutger St. Warehouse, Inc. 


Established 1920 9 Rutger St. 
S.J.Lusby *D Tel Chestnut 
Exec. V.-P. & Trea 
FACILITIES—Mdse. Stg.210,000 sq. res Gold Stg. 
(beer) 8700 cu. ft. Brick-mill constr. 
ADT tral Sta. burglar alarm. aa penn «Be 
Sidin ogo nS Pac. and Term. R. R. Assn., cap. | 
cars, Motor plat., cap. 15 —* 
Mississip — kk, near Municipal Bridge. 
SERVIC ppt River Bo U. S. Cust.; State. Pool car 
dist. Motor freight terminal. Space for lease. 
RESENTE 


D BY: y wy 4m 
ASSNS.—St. L. Mdse. W. A., Me. W. A., St. L. C. of C. 






























. LOUIS, MO. 
ST. LOUIS TERMINAL WAREHOUSE CO. 


Established 1924 Incorporated 


C. de LaMothe *D 826 Clark Ave. 
Vice-Pre Tel.—Main 4927 
FACILITIES 200, 000 sq. ft. Mdee. Storage, (1) 1000 
Spruce St., (2) 826 Clark Ave. A.D.T. protected. 
Sprinklered. Ins. rates 16c—26c, Term. R. R. 
siding. Free switching. 28 car cap. Sheltered 
platform, city block iy Faq Centrally located in 
wholesale and jobbin district. 
SERVICE FEATURES—State, U. S. Cust. Bonded. 
Pool car dist. Space for lease—office and storage. 
REP ENTED BY—A. C. of W., Inc. 
MEMBER—A.W.A.; Mo. W. A.3 St. Louis C. of C. 






ple manta genera sq. ft., reinforced concrete 
and heavy mill construction; Sprinkler: Sidings: 
Mo. Pac., Un. Pac., Wabash & Burlington; Track 
capacity: 20 cars; Watchman service and ADT 
protection; Ins. rate: 9.0c. Covered get sy 
tracks. My room. Cold storage. Office 
SERVICE TTURES—Bonded by Fidelity & : De. 
Ere Co. of Md. Pool car dist. Reciprocal switch- 
ae drayage ¢ on L.C.L. shipments. Financing. 
oy 7. Tr. Dept. 
OUINTIONS — sas City Warehousemen’s 
Association; Missouri Warehousemen’s Association. 
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JERSEY CITY, N. J. BUFFALO, N. Y. >———CINCINNATI, OHI 
Harborside Warehouse Company, Inc. The Lederer Terminal Warehouse Co., Inc. ., Untnnah Heecensine War fehouses, Inc. 
Thirty-Four Exchange Place Established 1921 %& CT rel. Jefferson 1120 + stn ig A ogy eect ¥& 7 West Front St. 





On the Hudson River directly opposite New York City 


Tel.—Bergen 4-6000 ee aiehed oe 
ecutive 8 
R. B, M. Barke, V. P. @D Office: 66 Hedson St. 
lew , New 
John J. Mahoney, T. M. Phone: Barclay 7-6600 
FACILITIES—3 units—fireproof, brick and concrete. 
Private siding, Penna. R. R. connecting with all roads 
entering city. Merchandise Stge.—Mfg. and office 
space 1,650,000 sq. ft.; sprinkler; automatic fire alarm; 
Ins. rate .099; rail siding—20-car capacity; platform 
capacity—40 trucks. Cold Stge.—coolers, 1,608,000 
cu. ft.—freezers 1,182,000 cu. ft.—total 2,790,000 


cu. ft., convertible; automatic fire alarm; ins. rate 


FACILITIES—(1) 11-17 E. Front St. Ins. rate, Te 
25.1c. (2) 7-19 W. Front St.; Ins. rate 33.2c. 
Both houses: Total 225,000 sq. ft.; heavy mill const.; 
Sprink. sys.; A.D.T. burglar alarm; Sidings, P. R. R., 
and So. Ry. Reciprocal switching arrangements. 
SERVICE FEATURES—Bonded: U. S. Cust.; 
Pool car distr. 


MEMBER—A.W.A.: O.W.A. and Cinti. Ware. Club. 


0 Repassented ¢y Bite 
NEW VORK ALLIED DISTRIBUTION INC. cuicaco 
11 WEST. 42ND ST. PENN 6.0006 “SMR 1525 NEWBERRY AVE MONSS3: 


124 Niagara Frontier Food Terminal 
Herbert H. Lederer, President 
FACILITIES—60,000 sq. ft. Fireproof, concrete- 
brick const. Private watchmen. Sidings on Erie 
and Nickel Plate RRs., cap. 20 cars. Shelt. Motor 
plat., cap. 14 trucks. umidity controlled space. 
REPRESENTED BY—New York City, Frank J. 
Tully, 277 Broadway (Worth 2-0428): Cleveland, 
Lederer Terminal (See adv.) ; eae M. H. Finger, 

519 W. Roosevelt Rd.—(Canal 5742). 























































































6c; — selzigesenee eyetem:; temp. sange@ = 3 NEW YORK, N. Y. INCINNATI, OHI 
ventilation; humidity control; ruc’ 2 ° e ° e 
platform: ‘wa ‘siding 16-car ca scity. oer = Baltimore & Ohio Stores, Inc. Cincinnati Terminal Warehouses, Inc. 
t: t.3 t . t.3 2 
also pier berth 600 ft.; bulkhead draft 25-30 ft. PIER 21, EAST RIVER Eetabliched 2826 Incorporated FACI 
SERVICE FEATURES—Free lighterage, Pool car (On South St. Adjacent Brooklyn Bridge) Harry Foster Yk) 49 Central Ave. 
distribution. Rental of Office marer e ——— Established 1914 General Manager Tel.—Parkway 8076 st. 5 
Ee ee eee a Irvin W.Mead yy Telephone FACILITIES—Dry stge., 600,000 sq. ft., Cold stge., on. fe 
Bonded s available. American Export Line Treas. & Mgr. Digby 4-1600 ~. ma ft. ag nen 7 ng eps Ss — CCL 
steamers dock at piers adjacent to warehouse. Con- Area 35,000 sq. ft. (Mill constructed floor). ts fee ae ag Fe va cay hy casas ae 
sign rail shipments to storer c/o Harborside Ware- SERVICE—Pool car dist. Specialize in handling SERVICE FEATURES Genoral: Déeded: lat plat., 
house Co., Jersey Gy. Pennsylvania R. R. Hender- foodstuffs and other high grade commodities. es Pach one det. Uecenaes, Siteter fet, Qeeesienl— ft 
son Street Station del’y. For information regarding warehouses on the Balti- Sg age OF + Ippon "Traffic siieun ‘aeainel oq. Fe. 
Pax a W. ia. (Cold a ag “0 & vege _ & Ohio R. R.—communicate with Irvin W. Storage “ice display space P — no sv 
- ¥.; Mar, -+ NN. ¥. Mer. ch.; m. ead. TRA ae . 
Ind. Assoc. N. Y.; Jersey City C. of C. ASSOCIATIONS—A.W.A.; W.A. Port N.Y.; N.Y.W.A. Sennen ee ee son mennns Cate W. A. Dock, 
200,06 
5 CLEVELAND, OHIO——_ N.Y.( 
= AR, 0. J. ROCHESTER, N. Y.———, , a a 
Lehigh Warehouse & | |B. R. & P. Warehouse, Inc. The Lederer ai 
Transportation Co., Inc.) |. oop ae Manle St Teresinal Wareh docks 
Albert B. Drake, Pres. | Established 1919 soe” £0: Fa ae ermin arehouse Co. SER\ 
Main Office Branch Office eat f | 
98-108 Frelinghuysen Ave. ’ 829 Newark Ave. ee ee ee ee onsen Cinve _ ’ 
Newark, N. J. Elizabeth, N. J. -| watchmen. Ins. 11.8c Siding on B. & O. R. R., ca- Foot of East Ninth Street ing. 
Bigelow 3-7200 Elizabeth 3-5100 ity 22 cars, _ —— tr go og lat- fish, 
= . ‘orm, capacity trucks. Boat dock on N. Y. State . 
Sea MEMGGIEn ceneeas, weak staid Degmks Geer Barge Canal operated in conjunction with warehouse. Caen <eahey SOeP fruits 
250 Ibs. enki Ac. Tes 1‘ m, I : » RES—Pool car dist. Motor fgt. fs : 
soto GAs. Sidlog am Lakish Volley; and octeshing terminal. Storage & office space for lease. Herbert H. Lederer yp Established 1921 aac 
to and from Penn. R. R., capacity 10 cars. Shelter ASSOCIATIONS—A. W. A.; Rochester T. & W. A. President Incorporated MEM 
motor platform, capacity 20 trucks. -_ 
ELIZABETH—1,000,000 sq. ft. 7 ge Rein- FACILITIES 
forced concrete const. Floor load, 250 lbs., sprinkler 






RALEIGH, N. C. 
Carolina Storage & Distributing Co. 


sys.; local alarm sys.; watchmen. Ins. rate, 8c up to 
16.7c. Siding on Penn. R. R. 30 cars. Sheltered 
motor platform, 30 trucks. 

SERVICE FEATURES—Bonded, Licensed, U. S 


East Ninth St. Pier—The East Ninth Street. Ware- 
house is located on the lakefront in downtown 
Cleveland with 1,000 ft. of dockage and 20 ft. draft. 
No bridges or other obstructions requiring tug 








. Established 1919 service. 72,000 sq. ft. of fireproof warehouse space 

Whse. Act.; U. S. Int. Rev.; U. S. Cust.; State. All n ’ Sq P pa 
$ aoe ® th 1,000 lb. fi load and A. D. T. Burgl d 
tinal and traneport service; company operated fest| |M-B-Koonce yf 324 W. Lane St.) | Fire Syotem. Served by New York Central with 2 
gps trucks covering Wises ean wlth Operator Telephone—4979 car siding and free switching. Most modern power 


regular delivery service; licensed and bonded trucks 
maintained to transport liquor and imported mer- 
chandise. Special trucks oan crews for delivery and 
installation of electric appliances. 

ASSOCIATIONS—A. W. A.; W. A. Port of N. Y.; 
N. J. W. A.; Chamber of Commerce; N. Y. Traffic 
Club; Newark Traffic Club; N. J. Motor Truck Assn. 
Also see BROOKLYN, N. Y., listing. 


equipment for handling cargoes of package freight 
and special facilities for passenger and cruise ship 
dockings. Offices and display rooms. 

E. 37th St., Northern Ohio Food Terminal (grocery 
products handled exclusively). 120,000 sq. ft. Fire- 
proof, concrete const. Private watchmen. 24 car 
siding on Nickel Plate, free switching. Sheltered 
17 truck motor platform. 


1236 Broadway—The Broadway Warehouse has 
humidity controlled space for sugar and other 
aegenetate merchandise. 90,000 sq. ft. Fireproof, 
concrete-brick const. A. D. T. private watchman. 


FACILITIES—32,000 sq. ft. Fireproof, steel, con- 
crete, brick. Ins. rate 72c. Siding on Seaboard Air 
Line, free switching. 

SPECIAL SERVICES—Pool car _ distribution. 
Company operated cartage service—3 trucks. 
REPRESENTED BY—American Chain of Whses. 
ASSOCIATIONS—American Warehousemen’s Assn. 












BROOKLYN, N. Y. 











—AKRON, OHIO 





































° 4 . 15 car Siding on Nickel Plate (connected with main 
Lehigh W arehouse & Cotter City View Storage Co. freight depot—eliminates cartage). Sheltered 20 truck 
e Established 1882 Incorporated Motor platform. 

Transportation Co., Inc.| |W. Lee Cotter ye 70 Cherry St.| | 1530 Riverbed Ave.—100,000 oq. ft, Fireproof, 
President Franklin 3131 concrete-brick-steel const. Private watchmen. 6 car 

184-198 Kent Avenue FACILITIES—2 units, 80,000 sq. ft. Fireproof siding on Erie. 12 truck Motor platform. 
leph brick-steel t. (1) Fl. load 350 Ibs. A.D.T. alarm SERVICE FEATURES—U. S. C bonded. 

: ick-steel const. - loa - AD.1. alarm ° e t 

Albert B. Drake . see a Ins. rate 30c av. Siding on B. & O., 6 cars. Pool car distribution. Motor waeaunet pst 

President 7-9580-1-2 ree switching. Truck plat. cap. 4 (2) Fl. load Favorable rates from all docks and piers. 

Established 1919 250 lbs. Sprinkler sys. Ins. rate 22c.. Siding on 


REPRESENTED BY—New York City, Frank J. 
Tully, 277 Broadway (Worth 2-0428); Buffalo, 
Lederer Terminal (See adv.); Chicago, M. H. Finger, 
519 W. Roosevelt Rd. (Canal 5742). 


ASSOCIATIONS—Am. W. A. (Mdse.); Ohio W. A. 


Pennsy., 8 cars. Free switching. Truck plat. cap. 4. 
SERVICE FEATURES—Pool car dist., motor frt. 
terminal. Company operated cartage service, 
10 trucks. Storage space for lease. 

ASSOCIATIONS—Mayflower Whsemns. Assn.; Ohio W.A. 


FACILITIES—250,000 uare feet. Fireproof— 
reinfo concrete and steel construction. Floor load 
250 Ibs. Sprinkler system. A. D. T. watchmen. 
Insurance rate, 7.2c. Private siding B. E. D. T. 
R. R., switching to and from all lines entering N. Y. 
Harbor, capacity 40 cars. Sheltered motor platform 
for 20 trucks. 













































































an. ap oe for lighters and barges; length INCINNATI, OHIO a. - " 3 
SERVICER FEATURES—U. S. Customs bondea,| | /He Baltimore and Ohio Warehouse Company] | Information in This Section 7 G 
Pool car distributors. Motor terminal and t t Incorporated ae * . stal 
corvioes. Flest of 22 company operated meter tracks} | F- W. Berry fe Second & Smith Sts.| | Is Right Up-to-the-Minute § {. m. 
serving metropolitan area daily. Licensed and bonded Mgr. & Treas. Tel.—Parkway 7646 V.-P. 
trucks maintained to transport liquors and imported FACILITIES—Dry Stg., 219,000 sq. ft.; cold stg. Changes are made from month to month on FACI 
merchandise. Dry storage and temperature controlled 90,000 cu. ft. Stone—steel—brick—wood const. m . ‘ ‘ : ia storag 
rooms. Sprinkler sys.; central alarm sys.; watchmen. Direct the information in this section. This gives Peive: 
REPRESENTED BY: American Chain of Ware-| | SURViCE Cust. boried: Pool cor aist., reship-| | YOU up-to-the-minute data on the ware| | Sep 
MEMBER. ping and C.O.D. collections. Especially adapted to houses you use and propose to use. Ship- wareh 
: A. W. A. N. J. W. A. W. A. Port of roducts requiring protection from dampness, dirt, h h ‘ <- tealiaahll servic 
N. Y.;_N. Y. Traffic Club; Newark Traffic Club: tor cold. Special rooms for stge. chocolate & choc. pers say that such a service is invdiua CAPI 
N. J. Motor Truck Assn. candies, controlled temperature & humidity. to them Toled 
Also see NEWARK, N. J., listing. ASSOCIATIONS—A.W. A.; Ohio W. A.; Cin. W. A. : TOLE: 










| WAREHOUSE SECTION 


Warehouse Section Page 6 Ohio = Pa. = So. Dakota - Tenn. - Texas Serial Page 625 
CLEVELAND, OHIO PHILADELPHIA, PENNA. ~——————— SIOUX FALLS, S. D. 


National Pennsylvania Warehousing| | Wilson Storage and Transfer Company 


© e \ : Established 1930 Incorporated 
Terminals:Corporation | |,,...274,52fe Deposit Co.” | |R-M.Johneon yr 10No. Reed St. 
1200 West Ninth Street 


> Manager Telephone—6543 
Warren T. Justice Cor. 4th and Chestnut z : gre 
p call A © Tol.-Lombard 3603 FACILITIES—100,000 sq. ft. Fireproof, reinforced 


concrete const. Sprinkler sys.; private watchmen. 

















































































Tel.—Cherry 4170 FACILITIES—22 units. Properties owned and I idi i i 
ns. rate. 26c. Siding on Chi. & N. W., free switch- 
leased. 1,092,000 sq. ft. Floor load 250 lbs. Conc. : A i : 
A. B. Efroymson ©D ¥. H. Prusa and slow burn. Part sprinklered. Ins. 4c to 64c. ae Oe ee ae pice Pool car 
President Manager Sidings: B. & O., P. R. R., Reading. Cap. 40 cars. dist. Storage and office space for lease. 


SERVICE FEATURES—Bonded‘ U. S. Cust. Pool 
car. Space and off. for lease. Local delivery serv. 

REP. BY—Am. Chain of Whses., Inc., G. W. Perkins, 
82 Beaver St., New York. A.W.A., P.W.A., W.A. of P. 


WILSON FORWARDING CO. (Owned and op- 
erated by us)—Features coordinated truck & rail 
freight service. Offices in Chicago, St. Louis, Minne- 
apolis, Omaha, Sioux City, Huron and Rapid City. 











7 PH ILADELPHIA, PENNA. 


Philadelphia Piers, Inc. 


Established 1934 
330 Chestnut St. 






MEMPHIS, TENN. 


Poston Warehouses 


Established 1895 P. O. Box 2562 


W.H. Dearing ye 6715S. Main St. 
General Manager Telephone—8-5134 




















FACILITIES: Three units. 1200 W. 9th 
St. 516,000 sq. ft. Cold Storage 1,500,000 
cu. ft. Ins. rate 10.7c. 63-car siding on 


C.C.C. & St.L., free switch. Shel. motor 
























































; TELEPHONES FACILITIES—52,000 sq. ft.; mill-brick-concrete 
plat., 65 trucks. 1150 Main St. 30,000 piece ia | enone soy A const. Sprinkler sys.; A. D. T.; Watchmen. Ins. 
sq. ft. Ins. rate 58c. B. & O. 21 car siding oe tare ote eacuptacanas eve or Sian Mote ee Pt ae 

, ° . : a , roe switching. elter: otor piat. 
no switch. Shel. motor plat., 10 trucks. Facilities SERVICE FEATURES—Bonded privately. Pool 







car dist. Local cartage, P. U. & D. service. Storage, 
billing and collections. Office space. 


Dock, 500 ft. draft 18 ft., 900 E. 54th St. 
200,000 sq. ft. Ins. rate, 35c. Siding on 
N.Y.C. Shel. motor plat., 9 trucks. Dock, 
500 ft., draft 20 ft. . All units fireproof, 
watchmen. Modern handling equipment at 
docks. 

SERVICE: Pool car distribution. Space 
for lease: storage, office, light manufactur- 
ing. Cold Storage: fruits, vegetables, meats, 
fish, poultry and dairy products; frozen 
fruits. Complete rail, truck and boat facili- 


ties for dry and cold storage. 
MEMBER: A. W.A., Ohio W. A. 


Five units. Piers 96, 98, 100 South. 25 acres lumber 
yard adjacent. Open Storage. 1,100,000 sq. ft. 
under cover. Reinforced concrete construction. Floor 
load, 300 lbs. maximum. Part sprinklered. Watch- 
men. Ins. 14.4c to 17.7c. Siding on Pennsylvania 
R. R., Baltimore and Ohio R. R., Reading R. R. 
Capacity 600 cars: Water dock, length 1,500 ft., 
draft, 30 ft. 











MEMPHIS, TENN. 
United Warehouse & Terminal Corporation 


Established 1930 17 E. Calh — — 


FACILITIES—(1) 137 E. Calhoun Ave.; (2) 138 
St. Paul Ave. 110,500 sq. ft. Brick and mill const. 
Sprinkler sys. Ins. rates (1) 15.2c; (2) 18.7c. Sidings 
on N.C. & St. L. and L. & N. free switching rail and 
barge lines. Sheltered motor platform. 

SERVICE FEATURES—FExcellent facilities for Pool 
car dist. Motor frt. term. Office and desk space. 
In center of wholesaling and jobbing dist.—con- 
venient to rail, truck and express depots. 
REPRESENTED BY—Distribution Service, Inc. 
ASSOCIATIONS—A. W. A.; Memphis W. A. 









Service Features 


















General merchandise storage. Storage-in-transit 
privilege on flour, grain products and other commodi- 
ties. Direct car to shipside service at piers. Lighter- 
age and extra handling eliminated. Import, export, 
intercoastal and coastwise commerce handled with 
speed and economy. 































PHILADELPHIA, PENNA. 


Terminal Warehouse Co. 
Established 1904 Incorporated 


E. V. D. Sullivan * 81 Fairmount Ave. 
President (Tel.—Market 0160) 
FACILITIES—(1) N. E. Cor. Front & Brown 
Sts., and 800 N. Delaware Ave. Fireproof, concrete 
const. Sprinkler sys., A. D. T., private watchmen. 
(2) Eleven other units. Total—all facilities, 
2,940,000 sq. ft. Ins. rates as low as 4c. Sidings on 
Penna. and Reading RRs., free switching. 
SERVICES—Customs and Dept. of Ag. BAI 
bonded. Pool car dist. Motor fgt. term.—own and 
operate trucks for city & suburban deliveries. 


MEMBER—Distribution Service, Inc.; A.W.A.; Penna. W-:A, 


NASHVILLE, TENN. 
Bond, Chadwell Co. 


Established 1905 Incorporated 


E. M. Bond *D 1625 Broad St. 
President Telephone—S5 -4153 


FACILITIES—100-124 First Ave., N. 40,000 sq. ft. 
Fireproof, reinforced concrete. Floor load 250-500 
Ibs. Ins. rate 19.4c. Siding on Tenn. Cent.; cap. 
6 cars; free switching. Sheltered motor plat., cap. 
5 trucks. Water dock: Length 300 ft.; draft 9 ft. 
SERVICE FEATURES—Pool car distribution. Stor- 
age and office space for lease. Located in center of 
ashville wholesale district. 


MEMBER—Am. Chain of Whses.; A. W. A. 






LEVELAND, OHIO 
The OTIS Incorporated 
TERMINAL WAREHOUSE CORP. 


Bernard E. Woeste * 1300 W. Ninth St. 
V. P. & Gen. Mgr. Tel.—Main 7457-58 


FACILITIES—500,000 sq. ft. Fireproof, brick- 
concrete. Sprinklersys.; A.D.T. auto. fire alarm; watch- 
men. Ins. rate, 14.3c. Sidings on N. Y. C. & Big Four 
(stop off cars). Free Switch. Sheltered Docks and 
siding in bldg. Downtown Cleveland location. 

SERVICE FEATURES—U. S. Customs bonded. 
Pool car distribution. Motor transport services. 
Storage, Office and Display space for rent or lease. 
MEMBER—O. W. A.; Cleve. W. A.; A. W. A. 
































































COLUMBUS, OHIO 
The Columbus Terminal Warehouse Co. 


‘ Incorporated 

Established 1882 - Tel.—Adams 6239 
FACILITIES—63-83 Terminal Way—100,000 sq. 
ft.; brick and concrete const. A.D.T. Burglar Alarm 
and A.D.T. Aero Automatic Fire Alarm. New York 
Central Siding; Free switching. 
FACILITIES—416 Dublin Ave.—j25,000 eq. ft.; 
brick and concrete const. A.D.T. Burglar Alarm, 
Automatic Sprinkler. C. & O. Railroad siding, Free 
Switching, 


MEMBER—Allied Distribution, Inc.; Ohio W. A. 


PITTSBURGH, PENNA. 
Kirby Transfer & Storage Co. 


Established 1898 Incorporated 


J. Lee Kirby * 2536-54 Smallman St. 
Treasurer Tel.—Court 2463 


FACILITIES—100,000 sq. ft. Fireproof, reinforced 
concrete. Sprinkler sys., watchmen. Ins. rate 39.1Ic. 
Siding on Penna. R. R., capacity 5 cars. Location— 
Wholesale District of City. 

SERVICE FEATURES—Pool car dist. Motor 
Truck Service to points within 30 miles of Pitts- 
burgh by own equipment. 

REPTD. BY—Distribution Service, Inc.; Chicago, New York 
MEMBER—A.W.A.; Penna. W.A. Mdse. W.A. of Pittsburgh 


DALLAS, TEX. 
The Dallas Transfer & Terminal 
Warehouse Company Inc. 


2nd Unit Santa Fe Bldg. Established 1875 


Fireproof Warehouse Construction — Minimum 
Insurance Rate—Merchandise and Household Goods 
Storage—Office, Display and Warehouse Space. 
Operators of: H.& N. T. Motor Freight Lines— 
Lone Star Package Car Co.—Dallas & Ft. Worth 
Motor Freight Lines. Agent Allied Van Lines. 


REPRESENTED BY—American Chain of Warehouses 
Sidings on Santa Fe; free switching from all lines. 






















































































TOLEDO, OHIO-—————————; CRANTON, PENNA. DALLAS, TEX. 

= Great Lak kes Terminal Warehouse Co. The Quackenbush Warehouse Co. Interstate-Trinity Warehouse Co. 
stablishe 27 incorporate r Established 1913 Incorporated 
L. M. Ashenbrenner 321-359 Morris St.| | 2*¢ebléshed 1894 Incorporated) |R. E. Abernathy $c 301 N. Market St. 
V.-P. & Gen’l Mgr. Tel.—Main 4231) A. E. Huber * 219 Vine St. President Tel.—C-6155 
nth on FACILITIES—Dry storage, 150,000 sq. ft.; Cold Secretary (Telephone—6111 FACILITIES—Prop. leased; 150,000 sq. ft. Firepf. 
i eal sporage aoe cu. ft.; Sprink. sys.; A. D. T. FACILITIES—100,000 sq. ft. Brick-Steel-Wood brick and conc. const. Fl. ld. 300 lbs, Sprinklered. 
4 TROOK a B. & O. and N. Y. C.; MOTOR const. Sprink. sys.; A. D. T. Ins. rate 13c, Sidings Pvt. watchmen. A. D. T. Ins. rate 9.35c. On M-K-T., 
> .ware- SERVICE LAT.; capacity 30 trucks; sheltered. on D. & H. and D. L. & W.; cap. 5 cars. Motor plat’, 6 cars. Free switch. Shit. motor dock. 12 trucks, 
Ship- pee yadda. yin Ss. agree | wenn cap. 8 trucks. SERVICE FEATURES—State bonded. Pool car. 
- Ship-|f |rershoure, Compote jeurchouripg and delivery! | SERVICE FEATURES Pool car dist. Motorfreight | | Ss, 8d, OF. space for lease, Cartage serv. 21 

Muable CAPITAL—Over $1,000,000. References: Any terminal. R. F. Post, Drayman. receipts and shipment reports. Monthly invent. 











Toledo Broker, Jobber, Grocer, Trucker, Bank. 
TOLEDO’S LARGEST, FINEST, RESPONSIBLE WHSE. 


REPRESENTED BY—Allied Distribution, Inc. 


REPRESENTED BY—Allied Distribution, Inc. 
ASSOCIATIONS—American Warehousemen’s Assn* 


MEMBER—A. W. A.; National Furn. Whse. Assn. 
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Texas 
DALLAS, TEX. 
Koon-MeNatt Storage & Transfer Co. 
Established 1929 Incorporated 
O. M. Koon * 911 Marion St. 
President or 1100 Cadiz St. 
Pacem sine 100 000 a, ft. Fireproof; -- 
concrete const. S rivate watchman. Insur- 
ance rate 23c. Sidings on Gulf, Colo. & S. F. and 
Frisco RRS. capacity 10 cars. Motor platform, 
capacity 5 trucks. 
SERVICE FEATURES—State bonded. Pool car 
Sao. _Motor transport services available. 
Cartage service. Pick-up and delivery service. Air- 
conditioned office space. 

















HOUSTON, TEX. 
Houston Terminal Whse. & Cold Storage Co. 


Established 1926 


T. M. Smith 701 N. San Jacinto St. 
Pres. & Gen. Mgr. Tel.—Preston 7151 
FACILITIES: Dry Stge., 300,000 sq. ft. Cold Stge., 
0,000 cu. ft. Fireproof, reinfor concrete. 
Sprinkler, ADT, watchman. Ins.,—dry stge., 10c; 
= ae ee 16c. ae on S. Pac. R. R. 
TURES: Customs bonded. Pool car 

aoe Local cartage. Pvt. parking lot for customers 
> tenants. CO) STGE. temp. range;—10° to 40° 

cole | in monte, ag tay; 08 hee oon nuts, 


Inc. 
MEMBER. S.W. w. ‘s T. a he Whsemn’s Assn. 


Incorporated 














HOUSTON, TEX. 
Patrick Transfer and Storage Co. 


Established 1900 
Fisher | G. Dorsey «xD 1117 Vine St. 
Owner Tel —Preston 0111 
FACILITIES—(1) Municipal Dock 4, Turning 
Basin: sq. ft.; Concrete const. Sprink. sys.; 
A. D. T.; Watchman. Ins. rate 8c. Siding cap. 72 
rae I free switch. Sheltered motor plat. ater 
pe Doss — 500 ~s yng | 3 ft. (2) 1117 Vine St.; 


SERVICE FEATURES Bonded: (1) U.S. Cust.; 
State. Pool car dist. oa wl transport service. 
Owners Lone Star Package Ca % uston Div. 
REPRESENTED BY—Associated Warehouses, Inc 












———HOUSTON, TEX. 

Universal Terminal Warehouse Company 
Established 1924 Incorporated 
L. L. Schwecke . 1002-8 Washington Ave. 
Pres. & Gen. Mgr. (Tel.—Preston 2381) 
FACILITIES — 112,000 sq. ft. Fir 


rick & concrete. Sprinkler sys., A. 
—_. om oe oe 


roof, reinforced 
. T., watchmen 
on So. Pac., cap. 7 cars, free 
—. oon heltered motor plat:: cap. 18 trucks, 
SERVI E FEATU mded’ U. S. Customs. 
State. Pool car distribution. Motor transport service. 
Gece ons and sto . for lease. 


ENTE 
RESOCIATIONS A. * WAS. W.W. & TL A, 
Houston W. & T. A. 

















GDEN, UTAH 
Western Gateway Storage Co. 


Established 1927 


390 Exchange 
Tel.—Exchange 199 


fb lls Stge. 70,000 sq. ft. Cold Stge. 


W. D. Brown 


General Manager 


Place 










0,000 t. rick-concrete const. oor load, 
— Ibs. “ADT watchmen. Ins. rate, 39c. Siding 
Union Ry.; cap. 9 cars; free switchi 
Sheltered motor platform. Merchandise and cold 
storage warehousing in all branches. 


Operating field warehouses throughout the Inter- 
mountain West. 


Warehouse Section 
Is of Value 


“The Warehouse Section is of value to 
those who warehouse their products” 
—Traffic Manager, Meat Packing Com- 
pany. 





OUSE 


Virginia - Washington - 


SALT LAKE CITY, UTAH 
Security Storage & Commission Co. 


Wisc. 











Established 1905 Incorporated 1906 
H. L. Love * 230-40 S. 4th W. St. 
Manager 








(Tel. Wasatch 6493-4) 










FACILITIES—Over 70,000 sq. ft. #4 warehouse. 
Brick, heavy construction; fa ig sys.. A. D. T. 
Watchmen inside and outside protection; Low insur- 
ance rate, 20c. Siding on D. & R. G. W. R. R. 
Free Switch. Cars on tracks within building, also 
trucks in driveway, sheltered. Loading and unload- 
ing under cover. pace in other buil _— or yards 
ease basis. Owners of real pro 
SERVICE—Bonded as requir fore than 30 
years’ gy <r pe rgeny without a g to any 
customer. k, office or play room for rent. 
retarial accommodations. Private parking lot for 
customers. Motor transport available. Freight 
terminal adjoining. _hacgest pnigping ores area served. 
TURES—Specialize ‘ood prod- 
ucts, storing in transit; S| car qaetibetin 
REPRESENTED BY: American Chain of Warehouses. 
ASSOCIATIONS: A.W.A.(Mdse.), Utah Whsmn. Assn. 












RICHMOND, VA. 
Brooks Transfer & Storage Co., Inc. 


Established 1878 


cy Foir Brooks * 1224 W. Broad Street 
Sec.-Treas. Telephone—S5-1731 


riage ra ig a Bre W. Broad St., fireproof; 
(2) North Blvd., slow burning: total floor space, 
80, sq. > Watchmen. Ins. rate, 42c. Sidings 
on R. F. & P.; cap. 13 cars; free switching. 
SERVICE eS Geo ee car dist. Motor 
freight line serving Va. & Eastern Seaboard cities. 
Container service. Mewes for lease. N.F.W.A.; So. W.A. 
REPRESENTED BY—Brooks Transportation Co. 
in New York, Philadelphia, Lynchburg. 
















ROANOKE, VA. 


Roanoke Public Warehouse 
Established 1926 

Clem D. Johnston 369 W. Salem Ave. 
Operating Executive Telephone—6207 
FACILITIES—Mdse. Stg. 47,000 sq. ft.; Cold stg. 
20,000 cu. ft. Brick-mill const. Sprinkler sys); fire 
dept. connection; watchmen. Ins. rate 36c. Siding 
on Nor. & West.; cap. 7 cars. Free switching. Shel- 
tered Motor platform, cap. 35 trucks. 

SERVICE FEATURES -Pool car dist. for 
lease. Complete whsing. & dist. ser. Operate == 
Truck Depot serving 45 motor fgt. lines. 

REPRESENTED BY—Am. Chn. of Whses.; Myfir. 
ASSOCIATIONS—Am. W. A., So. W 













SEATTLE, WASH. 
Eyres Transfer & Warehouse Co. 





Established 1889 * Incorporated 


2203 First Avenue, South 


Telephone—ELliott 0350 












agen age et company owned a deine 000 sq. 
ft. mdse. sto: Cooler storage. Concrete-steel 
construction. Rcipenal sprinklers; A.D.T. Floor 
load up to 350 lbs. Insurance .v 10.2c (unit 1), 
11.06c (unit 2). Sidings on Chi., t. P. & Pac. 
—10 car capacity—free nhs aly poe motor 
placherss—18 truck capacity. 
BONDED—U. S. Customs; State Liquor Control 
Board. Licensed under U. S. Warehouse Act. 


SERVICE FEATURES—Pool 


car distribution. 
Compesy or Epa rt handling 


e—50 trucks. Storage and 
ing of export shipments—- 
poe 
-ecnengnca ent area Chain of Whses. 


MEMBER—A. W. A.; Wash. State W. A. 


SECTION 


- Canada Warehouse Section Page] 

TACOMA, WASH. 

Pacific Storage Warehouse & Distributing Co., Inc, 
Established 1907 

Matt Newell * 18th & Broadway 

President Tel.—Main 619! 

FACILITIES—30,000 “9 ft. Brick and mill const, 


Private watchmen. Sidi ng on Nor. Pac. Ry., Ca- 
pacity. 3 cars, free a Sheltered motor 


a onpedt , 6 trucks 

ERVICE URES—Bonded: age privately, 
Pool car dist.—shipments handled by rail, motor or 

water. Motor freight terminal—our own motor 

service in connection with warehouse. Space for 

lease—office and stor 


ASSNS.—A.W.A.; Amer. Ch. Wh.; W. St. W.A. 














MILWAUKEE, WIS. 


*D —_ T. L. Hansen 
President 

Established 1904 126 N. Jefferson St. 
Incorporated Tel. Daly 5770 


FACILITIES—18 warehouses: 436,000 sq. ft. Slow 
burning, mill a Floor load, 150-600 lbs.; 
Sprink. sys.; D. T.; Watchmen. Ins. rate, 20. 7c. 
(min.) 5 r — track 7 C. & N. W. Water dock: 
Length, 840 ft.; draft, 22 ft. 
SERVICE FEATURES—Bonded: U. S. Customs; 
i Motor truck terminal. 
Y—American Chain of Ware-| 
houses, New York. Tel. Plaza 3-1234; Interlake 
Terminals, New York, Tel. Lexington 2-1 126. 











MILWAUKEE, WIS. 


National Terminals Corp. 
Established 1929 Incorporated 


Willis Warren *D 954 S. Water St. 


Manager Tel.—Mitchell 5645 
FACILITIES—80,000 sq. ft. Fireproof, concrete. 
atchmen. Ins. rate, 3 1c. Siding on 


65 cars. Motor plat., cap. 20 trucks. Water dock, 

Length, 1400 ft., draft 21 ft. 

SERVICE FEATURES—Bonded, U. S. Cust. State. 

Pool car distribution. Automobile handling. Motor 

terminal. Stevedoring. irect t service with 
e, Atlantic, European ports. 


MEMBER—A. W. A., Wis. W. A. 


















—MILWAUKEE, WIS. 
National Warehouse Corp. 
531 S. Water St. 


F oo gore concrete: | 
Silk constrectios. 
ding C. & N. W., 
— State aeedad 
Complete whsing. and 

distribution service. 

Sales aneeeeatives 
Associated Warehouses, In. 

A Solid Block of 


Responsible 
Warehousing. 















*D 


Canadian Section 






The Canadian warehouses listed here have 
been subjected to the same careful m 
vestigation that assures listing of only thos 
warehouses that are known for their integ: 
rity. They merit your complete confidence 











MONTREAL, CANADA 


SELAWRENCE WAREHOUSE ING 


3-VAN HORNE AVENUE, MONTREAL, CANADA 
200,000 oes 9 ft. gar 


rate 
8 car , & on 
a Ry. Free. switch. 
Services: Canadian Cust 
Bonded. Pool raed ee 
cartage service. Impor 

fic & Cur 
Seceediseviee. Seles: Fra 
i LA Le 277 Broadway, 

lew Y 


Tel. oWorth 2-0428 








Marcl 


March 4, 1944 


Pn “For the first time— 


o., Ine. 


“a accurate records of tire costs per mile” 


| const, 
y-, Ca 
motor 


ivately, 


“The 'U. S.’ Transportation Maintenance 
tor or heel plan has made it easy to follow tire 
ace fa ee performance even when tires are moved 

from one vehicle to another in our fleet. 

For the first time, we have an accurate 

record of our tire costs per mile. And 

we’ve cut operating expenses too. Reg- 

ular inspections have helped us recap 

at the right time and keep duals prop- 
4 [ : x on erly matched to reduce road delays and 
“ustoms; . : ae 


1. cn Oe » = get longer tire mileage.” 
f Ware-| — ~~. Ue CASE HISTORY NO. 56 
pene ‘ Be, , 


FP. | Ye f This fleet operator (name on request) de- 
lee th , pends on “U. S.’ Transportation Mainte- 
al ' y nance to help him deliver record tonnage on 
hgh: - : schedule at the lowest possible tire cost per 
st. State. j 7 , = ~<a > ton-mile. And it is doing just that—for him 
ce wit c _ and hundreds of other operators throughout 
the country. 
} Whatever the size of your fleet, whatever 
‘orp. I te i , _wapa =the type of equipment you use, put “U. S.’ 
ter St. | \ \ \My re “™ =€6. Transportation Maintenance to work. It 
ruction 2 / \ | , saves rubber, catches tire trouble before it 
happens, reduces operating costs and pro- 
vides information that’s helpful in making 
application for new tires. Call your “U.S: 
Truck Tire Distributor today. 


“U. S%/ povmeeniginDhatcenstieta naiagptahehensenniteinaes 


1. CUTS TIRE ” SAVES 3. PROVIDES 
TROUBLE TIME UP-TO-DATE RECORDS 


0S. OV ARN SS ee 
tire miles for every certificate they spend.  _ 


Fireprod : “a 
“Fireprod Serving Through Science 
siding o 


ree we 


=| UNITED STATES RUBBER COMPANY 


Broadway. 








@ Hannibal 


wa ~ 
KANSAS CITY @J{@) Columbie ST. LOUIS 


SSC tpy MISSOURI st. ous@® 


7) ESPITE wartime handicaps and limitations, Merchants Motor 
_ Freight policies are being maintained as much as possible 
to assure you of better truck shipments. 

Criss-crossing the Middle West, with 5,369 miles of daily serv- 
ice, Merchants is making every attempt to pick up and deliver 
freight to your utmost satisfaction. 

Now, with production of goods important to the war effort, 
Merchants’ drivers and freight handlers are aware of the impor- 
tance of minimizing damage and loss to freight in transit. So, when 
you have any problems of this nature—preparing freight for safe 
shipment—let a Merchants representative help you. 


ST. PAUL, MINN 


4 





